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Documents prepared by individuals and organiza- 
tions in reply to the “suggested topics” sent out by 
/a subcommittee on transportation of the House com- 
|mittee on interstate and foreign commerce have con- 
‘tributed some interesting and valuable discussions, 
‘| particularly on the question of a national transporta- 
: | tion policy. On the other hand, they have revealed some 
surprising things, not the least important of which is 
the existence of a considerable sentiment for a division 
of the regulatory responsibilities over various types of 
transportation among several commissions, as opposed 
to their present partial unification in the Interstate 
Commerce Commission. ; 

This sentiment is not confined to certain organiza- 
tions who still adhere to the conviction that the Com- 
mission is “railroad minded,” and therefore incapable of 
conducting itself with strict judicial fairness in consid- 
ering matters in which opposing interests of one type of 
transportation against another may be involved. 

Two of the most recent expressions on the subject 
submitted to the committee come from individuals espe- 
cially qualified to comment. In the Traffic World, last 
week, we printed verbatim the document prepared by 
\Balthasar H. Meyer, retired commissioner, written out 
of the fullness of more than 28 years of experience on 
the Commission. This week we abstract the views of 
Director Johnson, of the Office of Defense Transporta- 
tion. 

The records of both these men preclude any criti- 
cism of their views on the grounds that, as members of 
the Commission, they may have been influenced to 
acquire and keep for that body the greatest possible 
|powers without regard to the welfare of transportation 
jas a whole. If there are by chance any who hold such 
views, no arguments, however fair or logical, can pre- 
vail against them; so that that contingency may well be 
dismissed without further comment. 

It is important, we think, that both these men 
agree in their view that the interests of transportation 
and those who use it can best be protected and pre- 
served by the concentration of the quasi-legislative and 
quasi-judicial regulatory functions over all types of 
transportation in the hands of a single body; responsible 
only to Congress, its creator. 

Mr. Meyer points out that, in the declaration of 
policy in the Interstate Commerce Act, the Commission 
Is charged with “developing, coordinating and preserv- 
ing a national transportation system by water, high- 
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How Many Commissions? 


way, and rail, as well as other means, adequate to meet 
the needs of commerce.” He underscores “as well as 
other means,” pointing out that the phrase undoubtedly 
was intended to include pipelines and air transportation 
plus whatever new means of transportation still might 
lie in man’s inventive imagination. To the extent that 
air transportation and the larger portion of water trans- 
portation are regulated by other bodies, he implies, 
without specifically saying so, that the policy of the act 
is not being carried out by Congress, the very body 
which approved it in the first instance. 

He does, however, specifically state that a trans- 
portation regulatory agency set up to regulate a single 
agency, while likely to have “a more complete knowl- 
edge and a more tenacious attitude toward that 
agency,” would naturally “become a partisan as against 
each of its individual competitors.”’ From a public inter- 
est point of view, he holds, that would be a disadvan- 
tage. In effect, what he says is that nothing good could 
come of setting up individual regulatory agencies to 
compete with each other, each in behalf of the agency it 
regulated, within the framework of government, re- 
gardless of whether or not keen competition among the 
types of transportation would be in the public interest. 
Indeed, he sees private transportation as the competi- 
tive factor which will always operate to keep all types 
of common carrier transportation moving toward better 
public transportation service at lower rates. His state- 
ment on the subject is worth repeating: 

“In the last analysis, private transportation is the 
most powerful and therefore decisive potential competi- 
tor in the entire field. It places a limit on the services 
performed by all competitors and the rates charged 
therefor. It has it within its power to prescribe rigid 
limits for all common carriers. From the standpoint of 
the shipper, it preserves for him a most valuable ele- 
ment of freedom of action. Private transportation is 
the final arbiter and should be left free. ...” 

But Mr. Meyer is not concerned solely with the 
question of whether or not all transportation should be 
regulated by a single federal body. He stresses the fact 
that that body, to work effectively, must operate inde- 
pendently of any governmental control except that of 
its parent, Congress. The fact that it reports directly 
to Congress he considers vital. For fifty years it has said 
so, he points out, and he assumes that it still feels the 
same way. There came a time, however, he points out, 
“when intimations began to trickle into the Commission 


575 





ae 3 











As a result of Kahn 
planning, materials 
go by mofor trans- 
port directly to con- 
veyor—no double 
handling. 


Industrial plants designed by Albert Kahn Associated Architects 


and Engineers, Inc., link motor transport directly to production lines! 


The firm of Albert Kahn, like other mod- 
ern architects, designs motor transport right 
into a building in exact accordance with 
production requirements. 

The result—as the Kahn organization 
states in articles in ARCHITECTURAL 
RECORD and MILL AND FACTORY... 
“Materials are brought indoors as soon as 
possible— manual handling is replaced by 
mechanical means . . . mechanical equipment 
is used for unloading.” 

Shipping and receiving facilities in 
the Kahn-designed buildings, according to 
these authorities, “are best determined on 
each individual project by joint consultation 
between plant officials and the_ industrial 
architects.” 

Your Traffic Manager and other factory 


executives who are interested in saving 
time, money and human energy know the 
value of planning the flow of transporta- 
tion internally as well as externally. Put 
them and an experienced motor transport 
operator on your new-building committee. 


World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER CO. e¢ DETROIT 32 


8 Factories—60 Factory Service Branches 


YOUR ARCHITECT KNOWS! 


A recent survey among leading Architects revealed a 


wealth of advance thinking on the subject of motor trans- 


port terminal facilities. If you are planning a new plant or 
the expansion of your present one, ask your Architect for his 
ideas on how you can take full advantage of this modern 
production tool. 
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that it would be desirable to confer with executive de- 
partments before sending the annual report to the 
printer. As the years went by, these intimations devel- 
oped into requests and finally the requests became de- 
mands.” The most extreme case in his personal experi- 
ence, he says, occurred when the “rejection of the 
demand was followed by a vehement appeal to the 
President by a member of his Cabinet.” 

Director Johnson attacks the problem from another 
angle, but arrives at much the same conclusion as that 
expressed by Mr. Meyer. He discusses the difference 
between quasi-judicial functions of government bodies, 
on the one hand, and executive functions, on the other. 
Not only does he believe that the functions in the first 
category can best be performed by a single body with 


| jurisdiction over all forms of transportation, but he 


advocates another single body for the performance of 
the executive functions as they impinge on transpor- 
tation. ‘ 

“To administer all legislative or other requirements 
that are executive in nature, I urge the creation of a 
transportation authority or, if you will, a Department 
of Transportation. This authority or department should 
not be a mere segment of some other organization, as 
the Civil Aeronautics Administration is today of the 
Department of Commerce, but independent, responsible 
directly to the President of the United States and with 
a separate budget.” 

As to the dispersion of the quasi-judicial functions 


} among a variety of commissions, each charged with the 


regulation of a single type of transportation, Director 
Johnson says that an effective national transportation 
policy, under such conditions, could only be brought 
about by “the establishment of a superior regulatory 
body by which the judgments of the lesser agencies of 
control would be subject to review.”’ 

And, he might have added, such a plan would be a 
contradiction in terms. It would actually amount to the 
single regulatory agency he, Mr. Meyer and others 
advocate, with lesser bodies over the judgments of 
which it would sit as final arbiter. The plan would sim- 
ply interpose another agency between Congress and the 
public through which the latter would have to proceed 
in the adjustments of its problems toward the courts or 
toward Congress itself. It would merely add ponderosity 
to a system many believe already to be too ponderous. 


Besides, when everything on the subject has been 
said and written, the fact still remains that the final 
regulatory agency, over transportation and everything 
else is Congress itself. When the litigant has availed 
himself of all of the processes of the existing commissions 
and courts, he still has recourse to those who make the 
laws—those who have sought to expedite and simplify 
legislation by delegating some of its details to bodies 
they have themselves created. 

Recourse to Congress by unsatisfied applicants to 
the Commission is not unknown. It usually results in a 
cry against “legislative rate-making” which, after all 
IS a perfectly legitimate procedure under our Constitu- 


tion and form of government, however unwise the prac- 
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tice may be as a practical matter. In other words, so far 
as the Commission is concerned, it already has over it 
its creator. That would also be true if its functions were 
divided among a multiplicity of transportation commis- 
sions. It and they are still the children of Congress. 
Bearing that relationship, they can still hear, like the 
children in any family, the admonition: ‘No. Papa 
spank!” 


Minimum Reasonable Rate Study 
Made by Examiner Witters 


Gives comprehensive review of minimum rate-mak- 
ing principles. Many cases said to turn on question 
whether rates are “reasonably compensatory,” though 
that term appears only in fourth section of the inter- 
state commerce act. Report issued for information 
and not as Commission opinion 


Standards for the determination of minimum reasonable 
rates do not appear in the law but in the fixing of those rates 
the same standards apply as those generally used in fixing a 
maximum reasonable rate, says Examiner Myron Witters, of the 
Commission, in an 86-page report on “A Study of Minimum 
Reasonable Rates’ made public by the Commission as informa- 
tion and not as a report considered or approved by the Com- 
mission (see Traffic World, February 23). The study was under- 
taken at the direction of Commissioner Alldredge. 


The test of whether a rate is ‘reasonably compensatory” 
has been applied frequently, says Mr. Witters, adding that such 
test has not generally been applied in fixing minimum reason- 
able intrastate rates under section 13 (4) of the interstate com- 
merce act. He says the term “reasonably compensatory” does 
not appear in any of the statutory provisions relating to the 
Commission’s power to fix minimum reasonable rates, and that 
the only place where this term appears in the act is in the 
fourth section. 

The Commission had exercised its power to prescribe min‘- 
mum reasonable rates, first conferred on it by the transporta- 
tion act of 1920, in numerous cases, continued Mr. Witters, and 
the principles governing the exercise of the pdwer had been 
discussed by the Commission and the courts. He continued: 


One of the principal objects of this study is to point out that the 
term ‘‘reasonably compensatory’’ in connection with rates appears only 
in section 4 of the interstate commerce act, but many of the cases in- 
volving the question of whether rates are less than a reasonable mini- 
mum seem to turn upon the question of whether such rates are rea- 
sonably compensatory. It is pertinent, therefore, to inquire whether 
reasonably compensatory rates under section 1 of the act are synony- 
mous with reasonably compensatory rates under section 4 of the act. 
The term ‘‘reasonably compensatory’’ as used in the fourth section has 
been specifically defined by the Commission. 


The examiner discussed the exercise of the power to pre- 
scribe minimum reasonable rates with respect to railroads, 
motor carriers, and water carriers, and also discussed cost of 
service, out-of-pocket cost, full cost of service, absence of any 
cost evidence, “reasonably compensatory” rates under section 
4, destructive competition, disruption of rate structures pre- 
viously found reasonable, value of commodity, blanket minimum 
rate orders, minimum reasonable rates prescribed to remove 
discrimination against interstate commerce under section 13 (4). 

Minimum reasonable rates might be prescribed to remove 
any violation of part I of the act, said Mr. Witters. Under part 
II, he continued, a minimum reasonable rate might be pre- 
scribed whenever a rate was unjust or unreasonable or un- 
justly discriminatory or unduly preferential or prejudicial. 
However, under part II, he said, minimum reasonable intrastate 
rates could not be prescribed to remove discrimination against 
interstate commerce. He pointed out that the Commission was 
authorized to prescribe minimum reasonable rates of contract 
carriers whenever their rates or charges contravened the na- 
tional transportation policy or any provision of part II. He 
said the provisions of part III with respect ‘to minimum reason- 
able rates were similar to those in part II, except that there was 
no provision against fixing minimum reasonable water rates 
for intrastate transportation to remove discrimination against 
interstate commerce. The provisions of part IV with respect 
to minimum reasonable rates were similar to those in part I, 
said Mr. Witters. 

“There is a close relation between the statutory provisions 


—) 






(> 





578 


relating to the Commission’s power to fix minimum reasonable 
rates and the statutory provisions defining the rule of rate mak- 
ing contained in sections 216 (i), 307 (f), 406 (d), and the na- 
tional transportation policy,” he continued. 


Tests Most Frequently Applied 


Mr. Witters summarizes the tests that were most fre- 
quently applied in the determination of minimum reasonable 
rates as follows: 


(1) Cost of service (fully allocated costs) and whether rates are 
‘“‘reasonably compensatory.”’ 

(2) Comparisons with rates on the same commodities in the same 
general territory and comparisons with rates of other carriers, includ- 
ing carriers engaged in other forms of transportation. 

(3) Whether the rate is lower than necessary to meet competition. 

(4) Whether the rates are so low as to destroy competition. 

(5) Whether the rates will throw an undue burden on other traffic. 

(6) Whether the rates will jeopardize an entire rate structure. 

(7) Whether the rates conform to the ‘‘national transportation 
policy’’ and the rule of rate-making in section 15a (or comparable pro- 
visions in parts II, III, and IV of the act). 

(8) Value of the commodity. 

(9) Value of the service. 


Mr. Witters averred that the test of whether a rate would 
be confiscatory under the due process clause of the fifth amend- 
ment to the Constitution was expressly rejected as the test of 
a “reasonably compensatory” rate in the administration of the 
fourth section, one reason having been that the carriers might 
voluntarily establish rates that the court might find contis- 
catory if imposed by a regulatory body. : 

“The same reasoning would apply to rates voluntarily pro- 
posed by the carriers where no fourth-section relief is sought, 
but where it is contended that the proposed rates are unrea- 
sonably low,” said he. “The Commission in recent cases deal- 
ing with rates voluntarily proposed by the carriers have re- 
quired that such rates be high enough to cover all costs, and 
even where they are high enough to cover all costs the Com- 
mission has held them to be unreasonably low and prescribed 
minimum reasonable rates.” 

The Commission has used its power to prescribe minimum 
reasonable rates extensively in the regulation of motor-carrier 
rates, in contrast to the “very sparing’ use of that power in 
the regulation of railroad rates, continued Examiner Witters. 
He said minimum class and commodity rates for motor common 
carriers were prescribed in New England, Trunk Line, Central, 
and portions of midwestern ‘territories, and in California be- 
tween the Los Angles commercial zone and the Los Angeles 
harbor commercial zone. 

“The minimum reasonable rates were prescribed at the 
urgent request of the great majority of the motor common car- 
riers operating in these territories, and generally speaking, 
were based upon rates agreed to by the majority of the so-called 
conference motcr carriers participating in the agency tariffs,” 
said the examiner. “The minimum rate orders in the Trunk 
Line, Central, and midwestern cases have been vacated. - The 
order in the New England case has also been vacated as to 
commodity rates and suspended as to class rates.” 


Inconsistency in Findings 


In Freight, All Kinds, Lincoln, Omaha, and Nebraska 
points, 32 M. C. C. 339, reversing 31 M. C. C. 247, said the ex- 
aminer, the principle laid down to the effect that the predomi- 
nant element to be considered was whether rates were “rea- 
sonably compensatory” was not entirely consistent with the 
Commission’s findings in prior and subsequent cases holding 
that the same tests of reasonableness were to be applied in the 
determination of minimum reasonable rates as were applied in 
the determination of maximum reasonable rates. 

In Molasses from New Orleans, La., to Peoria and Pekin, 
Tll., 235 I. C. C. 485, continued the examiner, the Commission 
found unreasonably low a proposed rate on black strap mo- 
lasses, in carloads, of 14 cents, minimum 1,800 tons, equivalent 
to 38% tank carloads. He said it was important to note that 
the finding that the proposed rate was unreasonably low was 
not based on the cost of the service, because the cost study 
showed that the 14-cent rate was in excess of fully allocated 
costs. The finding, said he, in so far as it related to the fixing 
of a minimum reasonable rate, was based in part on the con- 
sideration that the proposed rate was lower than necessary 
to meet competition. This, he commented, was a test that was 
always applied in fixing “reasonably compensatory” rates under 
the fourth section. 

Mr. Witters cited Cotton, Wool, and Knitting Factory 
Products, 220 I. C. C. 189, modifying findings in a prior report, 
211 I. C. C. 692, as one of several instances in which it appeared 
that the Commission was prescribing minimum reasonable rates 
primarily to preserve rate relationships and without reference 
to any minimum revenue limitation. 

It was to be noted, said Mr. Witters, citing Coal from West 
Virginia to Northeastern Ohio, 220 I. C. C. 333, that the mini- 
mum rate power might be used to maintain rate relationships 
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apparently without regard to any minimum earnings. In other 
words, he continued, the cost of the service was not controlling 
in all instances wherein a minimum rate was prescribed. In 
the cited case, he said, the Commission had ruled that under 
its minimum-rate powers it could, on proper showing, preserve 
the Pittsburgh group whenever its integrity was threatened. 
In Cotton Piece Goods in the South, 234 I. C. C. 525, in 
which he said division 4 found a proposed rate of 63 cents, any- 
quantity, on cotton piece goods from Greensboro, N. C., 581 
miles, was less than a minimum rate, Mr. Witters said it was 


apparent from the language of the finding that the value of the J 


commodity, as well as the cost of the service, was considered 
in fixing the minimum reasonable rates. 


Rates to Remove Discrimination 


Treating minimum reasonable rates prescribed to remove 
discrimination against interstate commerce under section 13 (4), 
Mr. Witters listed, among other cases, North Carolina et al. vs, 
United States et al., in which the Supreme Court held invalid 
a Commission order under section 13 (4) relating to intrastate 
passenger fares in North Carolina. The real ground of the de- 
cision, he said, appeared to be that the court found that the 
Commission’s findings of discrimination against interstate com- 
merce was unsupported by the evidence. It did not stand, he 
said, for the proposition that the Commission must as a neces- 
sary prerequisite of fixing a minimum rate to remove discrimi- 
nation against interstate commerce find that the intrastate rates 
were less than reasonably compensatory, or less than just and 
reasonable. 

Earlier in his report, the examiner said that where minimum 
reasonable rates were prescribed to remove discrimination 
against interstate commerce under section 13 (4), the question 
of whether the intrastate rates were reasonable compensatory 
or covered the cost of the service was seldom considered. 

The leading case in the Supreme Court on the subject of 
minimum reasonable rates, said the examiner, was Youngstown 
po ga States, 295 U. S. 476, wherein the court, at page 

, said: 
















Comparisons of other rates in the same or adjacent territory, while | 


not a conclusive test of reasonableness of a rate under investigation, 
have probative value. There was much other evidence bearing upon the 
character of the service and cost. The order of the Commission was 
based primarily upon the reasonableness of the minimum prescribed. 
The existing rate structure furnished support for the finding of reason- 
ableness. 


In that case, said Mr. Witters, the court indicated that the 
principal test of minimum reasonableness was “Comparisons of 
other rates in the same or adjacent territory.” This, he said, 
was also the principal test of maximum reasonable rates. 


Auto Transporters Ask Hearing on 
Suspended Auto Tariffs 


The National Automobile Transporters Association, in 
reply to the petitions of certain automobile manufacturers and 
of railroads in Official Territory to vacate the order of sus- 
pension in I. and S. No. 5384, New Automobiles in Interstate 
Commerce, asked the Commission not to vacate the order but 
to allow it to “come to public hearing.” 

The schedules under suspension proposed to establish a 
classification exception rating of 75 per cent of first class on 
new passenger automobiles in carloads over the lines of cer- 
— in Official Territory (see Traffic World, Feb. 23, 
p. 

The manufacturers, said the association, had a misconcep- 
tion of its protest against the rates under suspension. It had 
filed that protest, it said, “in the firm belief that if the rate 
reductions were allowed to become effective, such approval 
of the rates by the Commission, either express or implied, 
could serve as a precedent and would be used as a precedent 
for a series of further rate reductions.” 

This conviction had been strengthened by the manufac- 
turers’ petition, said the association, adding it was apparent 
from their petition that “the motor vehicle manufacturer peti- 
tioners are chiefly concerned with the competitive situation 
alleged to exist between the petitioners, on the one hand, and 
other motor vehicle manufacturers not joining as petitioners, 
on the other hand... irrespective of the effect that such action 
(removal of a claimed competitive disadvantage) may have 
upon the revenues of transportation agencies competing for 
automobile traffic.” : 

Replying to the railroads, the association said, among 
other things, the suspended rates were not before the Com- 
mission in No. 28190, and that if, as the railroads said, the 
instant proceeding involved a reconsideration of the decision 
in No. 28190, such reconsideration might be granted only on 
petition for re-hearing in that proceeding and the decision 
therein might not properly be subjected to collateral attack 
in the instant proceeding. 
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N. Y. C. and B. & O. Subsidiary 
to Build Lake Erie Transfer 


The New York Central and the Baltimore & Ohio will have 
nove | a@ lakefront terminal for transferring coal, ore and other bulk 
(4) freight near Toledo, O., will save themselves and the city of 
1. vs. @ Toledo the inconveniences involved in their present operation 
valid @ of such terminals five and seven miles up the Maumee River, 
state @ respectively, and will be in position to bid for a larger share 
> de. y Of.lake cargo business as the result of the decision of the Com- 
; the @ mission, division 4, in Finance No. 15114, Lakefront Dock & 
com. jj Railroad Terminal Co. et al. Construction, etc. ; 
ji. he In that proceeding the Commission issued a certificate au- 
eces. |g thorizing construction by the Lakefront Dock & Railroad Ter- 
rimi. § Minal_Co., owned in equal shares by the N. Y. C. and the B. 
tes and O., of a line of railroad and incidental terminal facilities 
rates @ in Lucas county, the line of railroad to extend about 2.65 miles 





; and from a connection with the Toledo Terminal Railroad Co., about 
mum  One-quarter of a mile east of the eastern boundary of Toledo, 
ati to the Lake Erie lakefront on Maumee Bay. ft 

sort The division also approved proposals by the proprietary 
a 10N § railroads to acquire joint control of the terminal company 
sae through ownership of stock and otherwise by joint agreement, 
ct of @ t° acquire joint trackage rights over and joint use of the prop- 
. erty of the terminal company, and to modify their separate 
goons agreements of January 1, 1932, with the Toledo Terminal Rail- 


road Co., by which they will pay 3.4 cents a car-mile. on the 
lake traffic to and from the new facilities, a reduction from 
while |§ the 4.5 cents a car-mile provided in the 1932 agreements. 

ation, Ff The terminal company was also granted authority to issue 
on the \F $10,000 of capital stock, for organization purposes, to be issued 
tibed, | in equal amounts to the N. Y. C. and the B. & O., further issues 
eason. |, to be considered from time to time on supplemental applications 

| for designated amounts as expenditures are made. 
The lakefront transfer, said the report, was estimated to 


at the @ cost $15,000,000. The costs of construction will be provided 
ons Of @ from time to time by advances from the proprietary railroads, 
— to be reimbursed by the terminal company by the issuance of 


securities, one-half to be in stock delivered at par in equal 
amounts and the remainder to be paid with the proceeds of the 
sale of first mortgage sinking fund bonds to be jointly and 
severally guaranteed by the proprietary companies. 

The division said that while the provisions were filed under 
sections 1 (18) and 5 (2) of the interstate commerce act, they 
yn. in @ Were Component parts of an inseparable plan of coordination 
- ‘a al and all employes of the carriers involved who might be ad- 
, a versely affected were entitled to appropriate protection under 
watete the latter section. It said it had been agreed with the Ra‘lway 
oe teal Labor Executives’ Association that the appropriate provisions 

of the Washington job protection agreement of 1936 would be 

lish a applied for the benefit of any employe adversely affected. The 

ean authorization was granted on that condition, the Commission re- 
AS serving jurisdiction for four years. 


yf cer- 
eb. 23, 

— es 
oncep- Commission Motor Reports 
It bee (An asterisk before the docket number means that the report will not 
€ 1 be printed in full in the permanent series of motor carrier reports of the 
prova Commission. Mimeographed copies of such reports in full may be ob- 


nplied, tained by prompt application to the Commission.) 


cedent 

MC 29791, Sub. 5, W. G. Shipman and C. R. Shipman, Twin 
nufac- ff Falls, ida. Permit granted. Bags and twine, from Los Angeles, 
parent Calif, to Twin Falls, American Falls, Pocatello, Idaho Falls, 
r peti- Burley, Rupert, Delco, Aberdeen, Blackfoot, and Shelley, Ida., 
‘uation § 8nd soap and soap products from Los Angeles to Twin Falls and 
id, and ff Pocatello. Dual operations authorized. 


‘loners, MC 105146, Columbia Motor Transport Co., St. Louis, Mo. 
action § Certificate granted, Commissioner Patterson not participating. 
y have General commodities, with exceptions, between specified points 
ing for # in Ark., La., Mo., and Tenn., subject to conditions, including 
one that the motor-carrier service to be performed by the appli- 
among § Cant should be limited to that which was auxiliary to, or supple- 
> Com- § Mental of, rail service of the Missouri Pacific trustee. 
id, the § MC 102100, Sub. 4, Lewis B. Newman, Roxboro, N. C. Cer- 
lecision § tificate granted, Commissioner Patterson not participating. Pas- 
nly on § sengers and their baggage, and express, mail, and newspapers 


—s i the same vehicle with passengers, (1) between Danville, Va., 
atta 

















and Oxford, N. C., and (2) between Roxboro and Burlington, 
N. C., and return in each instance, over specified regular routes, 
serving specified intermediate points. 


RAYMOND FORWARDER ACQUISITION 


By an order in FF-69, Harold Raymond Acquisition by 
Sylvester F. Roberts, the Commission, division 4, has author- 
ized. acquisition by Sylvester F. Roberts of the forwarder 
operating rights of Harold Raymond, doing business as Mid- 
west Dairy Despatch, of Minneapolis, Minn. 

The Raymond rights covered forwarding of dairy products, 
including rabbits, other than live, from points in Minnesota, 
North Dakota, and South Dakota, to points in Connecticut, 
Delaware, Maryland, Massachusetts, New Jersey, New York, 
Pennsylvania, and Rhode Island. 

On compliance with regulations for the furnishing of 
insurance, and consummation of the acquisition, the order 
said a permit would be issued to Roberts cancelling the permit 
issued Raymond June 30, 1945. 

By the terms of the order, the authority granted must be 
exercised on or before April 19. 


LITCHFIELD & MADISON NOTES 


Authority has been granted the Litchfield & Madison Rail- 
way Co., by the Commission, Division 4, by a report and order 
in Finance No. 15203, L. & M. Railway Co. Securities, to issue 
(1) a 10-year installment note or notes for not exceeding 
$658,000 to evidence a loan for a like amount, the proceeds to 
be applied to redemption of $658,000 of outstanding first- 
mortgage 5-per-cent bonds, and (2) not exceeding $500,000 of 
4-per-cent preferred stock, consisting of 20,000 shares of the 
par value of $25 a share. It also authorized $500,000 of common 
stock, consisting of 20,000 shares of a par value of $25 a share, 
to be exchanged for outstanding preferred and common stocks 
of like par amounts. 

Commissioner Miller dissented in part. 


COMMISSION ORDERS 

No. 21222, Carpenter Paper Co. et al. vs. A. T. & S. F. et al., and 
No. 21332, Advance Bag & Paper Co., Inc., et al. vs. B. & O. et al. 
Order of July 12, 1930, insofar as it requires continued observance 
and maintenance of prescribed rates to Joplin and Springfield, Mo., 
suspended until September 25. 

Finance 14254, Nezperce & Idaho Railroad abandonment. Petition 
of protestants for reconsideration and reargument, dismissed. Certifi- 
cate of April 12, 1944, revoked and application dismissed. 

MC-F 2597, Bernard Casser, control, Crescent Express Lines, Inc. 
Motion of protestant, Hudson Transit Lines, Inc., to strike ‘certain 
portions of reply filed by applicant to protestant’s petition for recon- 
sideration, and motion of protestant, Hudson Transit Lines, Inc., to 
strike applicant’s reply to above motion, overruled. 

W-911, H. E. Savage, Jr., application. Applicant’s petition for re- 
opening and further hearing accepted and filed of record in proceeding, 
and replies to such petition may be filed on or before March 5. 

No. 29453, Martin H. Miller, National Legislative Representative, 
Brotherhood of Railroad Trainmen vs. Western Pacific et al. Com- 
plainant granted until March 15, in which to file amended complaint 
which will compiy with Rule 28 of General Rules of Practice by stating 
specifically locomotive engine or engines alleged to be used and oper- 
ated by defendant Western Pacific Railroad Company in violation of 
provisions of Locomotive Inspection Act, as amended. 

Finance 14462, Pere Marquette, abandonment. Period for which 
jurisdiction was reserved in certificate of March 18, 1944, for consider- 
ation of question whether conditions should be imposed for protection 
of applicant’s employes, extended for additional period of 2 years. 

1. & S. M-2631, Restrictions, joint rates, O. K. Motor Service. 
Suspension order of February 21, vacated and proceeding discontinued. 

W-587, Foss Launch & Tug Co., extension, car ferry. Reopened 
for further hearing April 29, 9:30 a. m., at Olympic Hotel, Seattle, 
Wash., before Examiner Stiles. : 

No. 28716, Morton Salt Co. vs. Alton et al., MC-C 302, Same vs. 
A. E. Adams, dba Adams Transfer & Storage Co., et al., and MC-C 302, 
Sub. 1, Same vs. Will C. Barrett, dba Will C. Barrett Feed & Poultry 
Co., et al. Order of November 13, 1945, modified to extent necessary 
to permit Bernard L. McCue, Ralph Kapke, and W. W. Harrington, 
Inc., to publish rates required by said order to become effective 
March 1, on not less than three days’ notice, instead of 30 days’ notice. 

No. 28716, Morton Salt Co., vs. Alton et al., MC-C 302, Same vs. 
A. E. Adams, dba Adams Transfer & Storage Co. et al., and MC-C 302, 
Sub. 1, Same vs. Will C. Barrett, dba Will C. Barrett Feed & Poultry 
Co. et al. Petition of Middlewest Motor Freight Bureau insofar as 
it requests postponement of effective date of order, denied. 

No. 29011, Corporation Commission, State of Oklahoma vs. Midland 
Valley et al., and No. 29011, Sub, 1, Allied Steel Products Corp. et al. 
vs, A. T. & S. F. et al. Order of October 12, 1945, further modified 
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to become effective on or before April 29, on not less than 30 days’ 
notice, instead of March 29. 

No. 29166, Anderson Brass Works, Inc., et al. vs. G. T. W. et al. 
Defendant’s petition for annulment of order in certain respects accepted 
and filed of record in proceeding, and replies to said petition may be 
filed on or before March 11. 

No. 29284, Wilbur E. Dow, Jr., vs. P. R. R. et al. Complainant’s 
motion for an order requiring defendants to furnish complainant with 
statement of earnings, overruled. 

MC-F 2868, M. C. and M. E. Yahne, control; 
purchase, Dollar Lines. Application dismissed. 

W-26, Clifton Towing Co., contract carrier application. Effective 
date of certificate and order of July 22, 1943, postponed to April 15. 


M. C. Yahne, Inc., 





MODIFICATION OF STOCK CERTIFICATE 


By a report and order in MC F-436, Public Service Inter- 
state Transportation Co.—Issuance of Securities, the Commis- 
sion, division 5, on further hearing, has modified the findings 
in the prior report, 15 M. C. C. 593, by which the applicant was 
permitted to issue 50,000 shares of no-par-value common stock, 
conditioned on its being held only by Public Service Coordi- 
nated Transport, to permit pledging and/or transfer of the 
certificate by Coordinated to Fidelity Union Trust Co., trustee 
under a mortgage of January 1, 1940. 

According to the report, permission to issue the stock was 
granted as part of a plan to reorganize motorbus operations of 
Coordinated in 1939, when it ceased to be an interstate carrier. 
The report described the transaction as an “intercompany” one. 


COAL TO YOUNGSTOWN DISTRICT 


By an order in No. 28825, Bituminous Coal to the Youngs- 
town District, the Commission has further postponed the effec- 
tive date of its order to May 1. Previously it had postponed 
the effective date of the order from February 1 to April 1. 
The order required reductions ranging from 7 to 12 cents a net 
ton on bituminous coal, in carloads, from points in three Penn- 
sylvania coal districts and from two river transshipping points 
to an Youngstown area (see Traffic World, Oct. 27, 1945, 
p. D. 





Cc. & P. A. R. R. CLASSIFICATION 


By an order In the Matter of the Classification of a Certain 
Carrier by Steam Railway, the Commission, division 1, has 
declared the Coudersport & Port Allegany Railroad Co., here- 
tofore classified as a carrier of Class II, to be a carrier of 
Class III beginning with the calendar year 1946. 


HOBOKEN MANUFACTURERS’ R. R. REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
14291, Hoboken Manufacturers’ Railroad Co. Reorganization, 
has reopened the proceeding for further consideration and as- 
signed a petition of Parker McCollester and Edward A. Mark- 
ley, counsel for the debtor railroad, for the fixing of final 
allowances of compensation for services rendered generally 
between July 26, 1943, and December 31, 1944. 

The proceeding was assigned for hearing before Examiner 
T. M. Cremins, at Washington, March 5, to receive’ evidence 
and argument to the limited extent set forth in the petition in 
connection with the findings of fact and conclusions in the 
Commission’s report of September 19, 1945. 


———$$ ——__________.—____. 


ROCK ISLAND REORGANIZATION 


The Commission, division 4, has issued a certification of 
the voting of eleven Classes of debtors on the plan of reorgani- 
zation in Finance No. 10028, Chicago, Rock Island & Pacific 
Railway Co. Reorganization. 

Nine of the eleven groups were certified as voting for 
acceptance, in all but one group the favorable vote being more 
than 90 per cent. The one group voted 88.22 per cent for 
acceptance. 

Holders of Rock Island convertible bonds voted 75:78 per 
cent for rejection of the plan, and holders of Little Rock, Hot 
Springs Western Railroad Co. first mortgage bonds voted 
80.62 per cent for rejection. 

It was said at the Commission that, if the court decided 
that the groups voting in the majority for rejection had acted 
unreasonably, it could confirm the plan. 





NEW SEABOARD STOCK ISSUE 


The Seaboard Air Line Railway Co. receivership has been 
granted authority to issue three shares of common stock with- 
out par value to be sold at $100 a share to the reorganization 
committee by a supplemental report and order of the Commis- 
sion, Division 4, in Finance No. 14500, Seaboard Air Line Rail- 
way Co., receivership. The Division said the stock issue was 
to enable the new company to take the corporate action neces- 


TRAFFIC WORLD 


sary to authorize the issue of the securities and the assumption 
of obligations involved in the reorganization plan. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 15202, Savannah & Atlanta Railway 
Co. Bonds, granting authority to issue not exceeding $950,000 of first- 
mortgage 3% per cent bonds, to be sold at par and accrued interest 
and the proceeds applied to the payment of outstanding debt and to 
improvements of the property. Approved. 

Report and order in F. D. No. 15206, Southern Pacific Railroad Co, 
Bonds. (1) Granting authority to the Southern Pacific Railroad Co. to 
issue not exceeding $50,000,000 of first-mortgage bonds, Series F, to be 
sold at 99.52 per cent of par and accrued interest and the proceeds 
used in connection with redemption of a like principal amount of 
outstanding first-mortgage bonds, Series C, due January 1, 1996. (2) 
Granting authority to the Southern Pacific Co. to assume obligation 
and liability, as guarantor, in respect of the payment of the principal 
of and the interest on the proposed Series F bonds herein authorized 
to be issued. Approved. 


MOTOR FINANCE CASES 
MC F-2975, Lester J. Lishon—Control; Nu-Car Carriers, Inc.—Con- 
trol—Motor Freight Corporation. (1) Acquisition by Nu-Car Carriers, 
Ine., of Chester, Pa., of control of Motor Freight Corporation, of 
Norfolk, Va., through purchase of capital stock and by Lester J. 
Lishon, of Somerville, Mass., through such acquisition by Nu-Car 
Carriers, Inc., approved and authorized, subject to condition. (2) Issu- 
ance of a certificate to Motor Freight Corporation approved and 

authorized upon compliance with certain conditions. 


WATER CARRIER DEPRECIATION RATES 


The Commission has prescribed depreciation rates applica- 
ble to the transportation property of carriers by water, in ac- 
cordance with provisions of the Uniform System of Accounts 
for Carriers by Water, by sub-orders WD-85 to WD-90, for 
the following: Marine Transit Co., Ontario Car Ferry Co. 
(Ltd.), Overlakes Freight Corporation, Pennsylvania-Ontario 
Transportation Co., James Clyde Dean, doing business under 
the trade name and style of Red River Barge Line, and Wis- 
consin & Michigan Steamship Co. 


RAIL COMPANY DEPRECIATION RATES 
In accordance with provisions of the Uniform System of 
Accounts for Steam Railroads, issue of 1943, the Commission, 
in sub-orders Nos. SE734, 735; 273-B, 446-B, 146-B, 158-C, 


567-A, and 582-C, has prescribed depreciation rates applicable | 









, 


to equipment of steam railroad companies for the following: } 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co., Marcellus 


& Otisco Co., Inc., Bevier & Southern Railroad Co., Manchester 
& Oneida Railway Co., Oregon & Northwestern Railroad Co., 
Southern Railway Co., Toledo, Angola & Western Railway Co., 
and Wyandotte Southern Railroad Co. 





RAIL CONSOLIDATED STATISTICS 

Requirements of its order of December 18, 1941, and 
amendments, relating to the filing of consolidated statistical 
statements by steam railways having annual railway operating 
revenues of $10,000,000 or more, have been waived for the year 
ended December 31, 1945, by an order of the Commission, 
Division 1. 

Because of a shortage of experienced personnel necessary 
for the preparation of such consolidated statistical statements 
and the heavy work load in the accounting departments result- 
ing from war conditions, the division said, a request had been 
received from the accounting division, Association of American 
Railroads, that the filing of such statements be waived for the 
year ended December 31, 1945. 


WATER CARRIER CONTRACT FILING 

The Commission, Division 1, has discontinued its proceed- 
ing in Ex Parte No. 161, Filing of contracts by Contract Car- 
riers by Water, saying that at this time it appeared there was 
no need to require such contract carriers to file with the Com- 
mission copies of their contracts, charters, or agreements with 
shippers for the transportation of property, or other services 
incidental thereto, subject to Part III of the Interstate Com- 
merce Act. 

Pursuant to its order of February 10, 1945, initiating an 
investigation regarding these filings and any rules and regula- 
tions that should be prescribed to govern them, said the divi- 
sion, various interested parties filed verified statements or 
briefs, some in favor of and others in opposition to the re- 


quirement. A full investigation had been made, said the divi- 
sion. 
% 


CONSOLIDATED CLASSIFICATION DOCKET 


Docket No. 113, covering hearings of the Consolidated 
Classification Committee, to be held at 101 Marietta St., At- 
lanta, Ga., March 13; Union Station, Chicago, March 20, and 
143 Liberty St., New York, March 27, is being mailed to sub- 
scribers with the March 2 issue of the Traffic Bulletin. 
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Mixed Findings on Proposed W. T. L. 
Motor Rate Cancellations 


Examiner Kephart deals with 31 items in motor car- 
rier tariffs proposing increases in rates on various 
commodities between numerous points in Western 
Trunk-Line Territory, finding some justified, and 
others not justified 


Examiner C. I. Kephart, in a proposed report in I. and S. 
M-2549, Commodities in Middlewest States, has proposed that 
cancellation of motor common carrier less-than-truckload and 
truckload rates and truckload minimum weights, resulting gen- 
erally in increased charges on various commodities between 
numerous points in Western Trunk-Line Territory, be found 
not shown just and reasonable in some instances, and just and 
reasonable in others. 

Summarizing his findings, the examiner said an order 
should be entered directing cancellation of the proposed sched- 
ules found unjust and unreasonable and discontinuing the pro- 
ceeding with respect thereto. No order should be entered at 
this time with respect to various rates and changes in weight 
minimum found or indicated to be just and reasonable, he said, 
thereby affording respondent an opportunity to give considera- 
tion to possible revisions in the light of their relationship to 
other rate bases in effect throughout the regions affected 
thereby. 

By schedules filed to become effective June 30, 1945, car- 
riers parties to tariff MF-I. C. C. No. 67 of Western Trunk-Line 
Motor Common Carriers’ Bureau, agent, and to tariffs MF- 
I. C. C. Nos. 28 and 29 of Middlewest Motor Freight Bureau, 
agent (the two agencies since merged into Middlewest), pro- 
posed to cancel or revise commodity rates as aforementioned. 
On protest of the Office of Price Administration and others, 
operation of the proposed schedules was suspended until Janu- 
ary 30, and the respondents postponed the effective date 
indefinitely. 


After observing that the adjustments were parts of a pro- 
gram initiated some time ago to eliminate allegedly obsolete, 
subnormal, or otherwise inequitable rates based on studies 


’ made by the respondents’ standing rate committee of proposals 


submitted by interested carriers in 1944, and saying that the 
cost data offered covered all types of traffic, while the report 
dealt with rates for specific classes of traffic and mainly in 
truckload quantities, the examiner dealt with each of the pro- 
posed items as follows. The first group of items were in the 
Western Trunk-Line tariff MF-I. C. C. No. 67: 


Item 1595-A. Proposal to increase commodity rate of 29 cents, mini- 
mum 18,000 pounds, on canned goods, fresh or salted meats, and pack- 
ing-house products, mixed shipments, from Waterloo, Ia., to La Salle, 
Ottawa, Joliet, and Chicago, Ill., to 34 cents, minimum 20,000 pounds. 
Recommended finding the minimum weight and increased rates just and 
reasonable, but to be applied only on prior or coincident elimination of 
grounds for a discriminatory situation described. 

Item 1620-G. Proposes finding, without prejudice to establishment of 
Suggested commodity rates, proposal to cancel present commodity rates 
on fresh or salted meats, packing-house products, and a variety of other 
commodities, and to permit respective class rates on the commodities o 
become effective from Cedar Rapids and, Waterloo, Ia., to Freeport, 
Rockford, Aurora, and Elgin, Ill., not shown just and reasonable. 

Item 1580. Involving same variety of articles as in Item 1620-G, the 
proposal being to cancel commodity rates and permit respective class 
rates on different articles to apply from Cedar Rapids to Peoria and 
Springfield, Ill. Also recommends proposal be found not shown just and 
reasonable, without prejudice to suggested rates and minima. 

Item 1450-A. Recommendings finding not shown just and reasonable, 
without prejudice to rates and minimum weights on same basis as in 
next preceding two items, proposal to cancel alternative rates on dairy 
products and other articles, fresh or salted meats: and packing-house 
products, from Cedar Rapids to Jacksonville, Ill. 

[tem 1605-A. Recommends finding proposed rate and minimum 
weight on oleomargarine oil from St. Joseph and South St. Joseph, Mo., 
to Waterloo, just and reasonable, but proposed increases on other com- 
modities (fresh meats, salted or smoked meats, packing-house products) 
not just and reasonable, without prejudice to rates and minimum weights 
on same bases as in preceding three items. 

item 1615-A. Proposed cancellation of commodity rate on fresh or 
Salted meats and packing-house products, minimum 18,000 pounds, from 
St. Joseph and South St. Joseph to Des Moines, Ia., recommended to be 
found not shown just and reasonable, without prejudice to establishment 








of rates and minimum weights on same bases as in analogous preceding 
items. 

Item 1820. Recommends finding not shown just and reasonable, with- 
out prejudice to establishment of rates and minimum weights on same 
bases as those set out in analogous preceding items, proposed cancella- 
tion of present commodity rate, 18,000 pounds, on fresh or salted meats 
and packing-house products from Kansas City and St. Joseph, Mo., to 
Cedar Rapids. 

Item 5200. Proposed cancellation of present alternative commodity 
rates on fresh or salted meats and packing-house products from Cedar 
Rapids to Madison, Wis., recommended to be found not shown just and 
reasonable, without prejudice to establishment of rates suggested. 

Items 5220-A and 5249-A. Proposed cancellation of commodity rates 
on items substantially similar to those in the next preceding item, with 
slightly different descriptions, applicable from Des Moines to the Twin 
Cities, Minn., recommended to be found not shown just and reasonable, 
without prejudice. 

Item 16260. Recommends finding not shown just and reasonable pro- 
posal to cancel two alternative rates applicable on fresh or salted meats 
and packing-house products from Huron, S. D., to Omaha, without preju- 
dice. * 

Item 16280-B. Recommends finding the record fails to show proposed 
increases, resulting from cancellation of commodity rates on fresh or 
salted meats and packing-house products, from Waterloo to Denver, 
Colorado Springs and Pueblo, Colo., without prejudice to establishment 
of rates and weight minima on suggested bases. 

Item 5020. Proposed to be found not shown just and reasonable pro- 
posal to cancel present commodity rate on dairy products from the Twin 
Cities to Dubuque, Ia., without prejudice to establishment of rate equal 
to 30 per cent of first class, or 35 cents, minimum 20,000 pounds. 


Item 5070. Proposed cancellation of rate on dairy products, fresh 
cream or serum solids in less-than-truckload quantities from Albert Lea, 
Minn., to Mason City, Ia., including return of empty cans. The examiner 
said, in view of return of empty cans at the rate applicable on the out- 
going shipment, the revenue yielded by the present rate appeared sub- 
normal. He referred to the rates as included among those proposed for 
cancellation in item 10000 ‘‘hereinafter.’’ 


Item 5400. Proposed to be found not shown just and reasonable, 
without prejudice, cancellation of rates on condensed milk, cream, and 
ice cream mix, from Owatonna, Minn., to Mason City and Waterloo, 
including return of empty cans. 

Item 10000. Proposed increases on fresh cream, from various Ne- 
braska points to Denver, recommended to be found not shown just and 
reasonable, without prejudice to establishment of rate 55 per cent pres- 
ent first class, minimum 12,000 pounds, including return of empty cans. 

Item 15981. Recommended to be found not shown just and reason- 
able cancellation of rates on dairy products (cheese) from Fond du Lac, 
Kaukauna, Manitowoc, Plymouth, and Green Bay, Wis., to Omaha and 
Kansas City, on request of Middlewest. 

Item 15990-A. Proposed cancellation of less-than-truckload rate and 
minimal-load rate on dairy products from Sheridan, Wyo., to Omaha, 
recommended to be found not shown just and reasonable, without 
prejudice. 

Item 16000. Recommended to be found shown just and reasonable 
proposed cancellation of commodity rates on eggs from Grand Island, 
Neb., to Chicago, and from Broken Bow, Neb., to Chicago, as being 
reasonable in case of any future movement. 

Item 16020. Recommends finding proposed cancellation of commodity 
rates on dairy products and other articles from three Nebraska points to 
Chicago shown just and reasonable if future traffic should arise. 

Item 16080-A. Recommends finding shown just and reasonable can- 
cellation of commodity rates on dairy products and other articles from 
Loup City, Plainview, and Ord, Neb., to Chicago. 

Item 16100. Proposed rate from Winner, S. D., to Omaha, minimum 
20,000 pounds, recommended to be found not shown just and reasonable, 
but rate on 15,000-pound minimum, 57 cents, to be found shown just and 
reasonable. 

Item 1540. Proposed cancellation of commodity rate on fresh fruits 
or vegetables (not cold-pack), from Kansas City to Des Moines, recom- 
mended to be found not shown just and reasonable. 

Item 5095. Proposed cancellation of a commodity rate of 46 cents, 
minimum 20,000 pounds, applicable from Winnebago, Minn., to Omaha, 
recommended to be found not shown just and reasonable, without preju- 
dice to establishment of rate of 36 cents, minimum 20,000 pounds. 

Item 5100. Proposed cancellation of commodity rate of 74 cents, 
minimum 15,000 pounds, on fresh fruits and vegetables (not cold-pack), 
from Chicago to Sioux Falls, S. D., recommended to be found shown 
just and reasonable, and question whether or not present 67-cent rate for 
mixed shipments, minimum 20,000 pounds, should be retained or be sup- 
planted by 5 alternative rates with varying minima impossible to be de- 
cided on the record, but left to best interests of shippers. 

Item 5501. Recommends finding shown just and reasonable increased 
rate of 45 cents resulting from proposed cancellation of rate of 36 cents 
on fresh or green vegetables (not cold-pack). 

Item 10020. Recommends not shown just and reasonable proposed 
cancellation of 38 cents, minimum 36,000 pounds, on fresh fruits or vege- 
tables from Rocky Ford, Lama, and Pueblo, Colo., to Lincoln, Neb., with- 
out prejudice to establishment of suggested rates. 

Item 16120. Recommends finding not shown just and reasonable in- 
creased rates resulting from proposed cancellation of rates analogous to 
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rate considered in next preceding item, applying only on onions without 
tops, from the same points to Pueblo. 


The following items were included in supplements to 
Middlewest tariffs MF-I. C. C. Nos. 28 and 29: 


Item 3627. Except for different minimum weight, the examiner said 
this item was identical with suspended item 1595-A, supra, and required 
no further consideration. : 

Item 4315. Other than minimum weight of 20,000 pounds, the exam- 
iner said this item was identical with suspended item 1540, supra, and 
required no further comment. 

Item 4620-A. Recommendings finding not shown just and reasonable 
increases resulting from proposed cancellation of less-than-truckload 
commodity rates on knit goods and knitting factory products. 

Item 3470-C. Recommends finding shown just and reasonable pro- 
posed increase in rates and minimum weight on canned or preserved 
foodstuffs, groceries, and other articles, between Chicago and Kansas 
points, but that proposed increases in rates between Peoria and St. 
Louis, on the one hand, and, on the other, those Kansas points, be found 
not shown just and reasonable. 


OVERCHARGES ON LUMBER 


No. 29322, E. J. Stanton & Sons vs. Union Pacific Railroad 
Co. by Examiners Claude A. Rice and Harold M. Brown. Rec- 
ommended that the Commission find to have been overcharged, 
15 carload lumber shipments billed from Glendale, Calif., to 
Los Angeles, Calif., and rebilled to Alliance, O., Grand Haven 
and Grand Rapids, Mich., and Louisville, Ky., and that repara- 
tion of $683.82 with interest should be awarded. 


MOTOR CERTIFICATE PROCEEDINGS 


Joint Board No. 215, in a proposed report in MC C-493, 
Roy E. Wilson—Revocation of Certificate, has recommended 
that the Commission find that an order should be entered re- 
quiring Roy E. Wilson, doing business as North Little Rock 
Transfer Co., North Little Rock, Ark., within a reasonable time, 
to comply with section 215 of the interstate commerce act and 
the Commission’s rules and regulations thereunder, to give the 
Commission evidence thereof, and to show that the respondent 
was performing reasonably continuous and adequate service 
under his certificate in MC 49664. In the event the respondent 
failed to comply in any respect with the order, said the joint 
board, it recommended that the Commission order revocation 
of his certificate. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


Maryland (Annapolis)—-MC 106243, Joseph G. Cohen and 
Robert L. Cohen. Certificate proposed. Household goods, be- 
tween Annapolis and points and places within 15 miles of An- 
napolis, on the one hand, and, on the other, points in the 
Washington, D. C., commercial zone, over irregular routes. 

New York (New York)—MC 106146, John H. Taylor. De- 
nial of certificate proposed. Passengers and their baggage in 
the same vehicle between New York, on the one hand, and 
Poughkeepsie, N. Y., New Haven, Conn., Philadelphia, Pa., and 
Atlantic City, N. J., on the other, in special or chartered ‘op- 
eration, over irregular routes. 

Georgia (Trion)—-MC 104796, Sub. 4, Trion-Summerville- 
Berryton-Lafayette Bus Co. Certificate proposed. Passengers 
and their baggage, and mail, newspapers, and express weigh- 
ing not more than 30 pounds a package, in the same vehicle 
with passengers, between Rock Springs, Ga., and Piedmont, 
Ala., over a described route, serving all intermediate points. 

Arkansas (Batesville)—MC 104516, Sub. No. 5, Edgar 
Baker. Denial of certificate proposed. General commodities, 
with exceptions, between Batesville, Ark., and Memphis, Tenn.., 
and between certain Arkansas points over described routes. 

West Virginia (Glasgzow)—-MC 102595, Sub. 2, R. L. Wil- 
kinson. Certificate proposed. Household goods, between points 
located within 10 miles of Glasgow, with exceptions, on the one 
hand, and, on the other, points in O., Pa., Md., Va., and Ky., over 
irregular routes. 

Ohio (Columbus)—-MC 89706, Sub. 5. Motorway Corpora- 
tion. Permit proposed. (1) Seed, fence, fence posts and other 
fence materials, cod liver oil, insecticides and fertilizer, from 
Columbus and Cincinnati, O., to points in 11 W. Va. counties, 
and empty bags and rejected or surplus seeds on return move- 
ments to Columbus and Cincinnati; (2) alass containers and 
caps, covers, disks, or tops therefor, from Huntington, W. Va.. to 
points in described areas of Pa., Ind., and points in O. and two 
Mich, counties; (3) oleomargarine, salad dressing, lard substi- 
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tutes, cooking oils and vegetable stearine from Columbus, 0,, 
to Johnstown and Altoona, Pa., and Fairmont, Huntington, and 
Charleston, W. Va., with rejected shipments of such commodities 
on return from such designated po‘nts to Columbus. 

Mississippi (Greenville)—-MC 84340, Sub. 3, Ernest D. 
Lewy. Certificate proposed. General commodities, with excep- 
tions, between points in Ark., La., and Miss., within 60 miles of 
Greenville, including Greenville, on the one hand, and, on the 
other, pe in Miss. beyond 60 miles of Greenville but within 
100 miles of Greenville, over irregular routes. 

West Virginia (Martinsburg)—-MC 78859, Sub. 3, Emory’s 
Motor Coach Lines. Certificate proposed. Passengers and their 
baggage, and mail, express, and newspapers in the same ve- 
hicle with passengers, (1) between Westernport, Md., and Lees- 
burg, Va., over a described regular route, and return over the 
same route; (2) between specified W. Va. points; (3) between 
Green Springs, W. Va., and Old Town, Md., over an unnumbered 
highway; (4) between specified W. Va. points; and (5) between 
Kearneysville and Middleway, W. Va., over county highway 
1-50, serving all intermediate points over all routes. 

New York (New York)—MC 66562, Sub. 703, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities, 
moving in express service, between Perryville, Md., and Port 
Deposit, Md., over U. S. highway 222, serving specified inter- 
mediate points, with conditions, including one that the service 
would be limited to that which was auxiliary to, or supplemental 
of, railway or air express service. 

New York (New York)—MC 66562, Sub. 682, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities, 
moving in express service, between Milwaukee, Wis., and 
Cudahy, Wis., over described routes, with conditions, including 
one that the service would be limited to that which was auxil- 
iary to, or supplemental of, railway or air express service. 

New York (West Haverstraw)—MC 52916, Sub. 1, David 
R. Provan and Frederick J. Provan. Permit proposed, with con- 
ditions. Liquid petroleum products other than bituminous as- 
phalt products, in tank trucks, over irregular routes, between 
New York, N. Y., points in five N. Y. counties and six N. J. 
counties, on the one hand, and, on the other, points in 26 N. Y. 
counties, Marcy, Utica, and New York, N. Y., points in N. J., 
and in Fairfield county, Conn. 

Pennsylvania (Gettysburg)—MC 48749, Sub. 4, Edith Ditch- 


‘ burn, Administratrix, Estate of Laura L. Sheads and George 


D. Ditchburn. Certificate proposed. General commodities, mov- 
ing in express service, between Baltimore, Md. and Gettysburg, 
over a described regular route, and return over the same route, 
serving specified intermediate points, subject to conditions, in- 
cluding one that the service would be limited to that which 
was auxiliary to, or supplemental of, railway or air express 
service. 

Arkansas (Batesville)—-MC 37386, Sub. 2. E. E. Haskett. 
Certificate proposed. General commodities, with exceptions, be- 
tween Batesville and Turrell, Ark., (1) over a specified route 
and return over the same route, serving all intermediate points 
except Harrisburg, Ark., and points between Harrisburg and 
Turrell, and (2) over a specified route. 

Maryland (Reisterstown) —MC 32649, Sub. 7, Horace 
LaMotte Shipley. Denial of certificate proposed. Petroleum 
products, in tank trucks, over irregular routes, between Balti- 
more, Md., and points within 10 miles thereof, Finkburg, Md., 
Marcus Hook, Pa., and points in the Washington, D. C. com- 
mercial zone, on the one hand, and, on the other, points in Md., 
Pa., Del., Va., W. Va., N. J.. and the District of Columbia. 

Wisconsin (Kenosha)—-MC 30837, Sub. 27, Kenosha Auto 
Transport Cornoration. Certificate proposed. New busses, from 
Kalamazoo, Mich., in initial movements, to all other U. S. 
points, by driveaway, over irregular routes, and rejected ship- 
ments in the reverse direction. 


Maryland (Frederick)—-MC 29945, Sub. 3, Guy L. Anders 
and Virginia Burke Anders. Certificate proposed. General com- 
modities, with exceptions, between Frederick and Taneytown, 
Md.. over a described regular route; serving specified inter- 
mediate points, subject to conditions, including one that the 
service would be limited to that which was auxiliary to, or 
supplemental of, rail service. 


Pennsylvania (Pittsburgh)—-MC 24136, Sub. 1, George D. 
Shields and Martha K. Harrison. Certificate proposed. Mer- 
chandise dealt in by mail-order houses, the business of which 
is the sale of qeneral commodities, from Pittsburgh and Pa. 
points within 15 miles of Pittsburgh, to specified N. Y. points. 
and rejected, damaged, and returned shipments, on return, all 
over irregular routes. 

Michigan (Grand Rapids)—-MC 18176, Sub. 85, Creston 
Transfer Co. Denial of certificate proposed. New furniture, 
uncrated, between points in Mass. and Conn., on the one hand, 
and, on the other, points in O., Mich., Ind., Ill., Mo., and Wis., 
traversing N. Y., N. J., and Pa., when necessary, over irregular 
routes, 
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Ohio (Steubenville)—-MC 14215, Sub. 2, Robert H. Smith. 
Certificate proposed. Brick, coal, slag, sand, and gravel, over 
jrregular routes, between points in Jefferson county, O. (except 
Steubenville), on the one hand, and, on the other, points in 
Pa. and W. Va. within 50 miles of Steubenville, with exceptions. 

Virginia (Covington)—-MC 3688, Sub. 1, S. S. Harter. Per- 
mit and dual operations proposed, with conditions. (1) Meat, 
meat products, and meat by-products, (2) dairy products, and 
(3) articles distributed by meat-packing houses, from Coving- 
ton, Va., and Hinton, W. Va., to points in two Va. counties and 
two W. Va. counties, with rejected shipments on return, over 
irregular routes, under individual contracts or agreements with 
persons who operate meat-packing houses. 


New York (Kingston)—-MC 2835, Sub. 14, Adirondack 
Transit Lines, Inc. Certificate proposed. Passengers and their 
baggage, and express, mail, and newspapers in the same vehicles 
with passengers, between Port Henry and Plattsburg, N. Y., 
over N. Y. highway 22, with service at all intermediate points. 

New Jersey (Trenton)—-MC 1974, Sub. 2, Richmond Bus 
Lines. Certificate proposed. Passengers and their baggage, be- 
tween Norrisville, Pa. and Pennsylvania Maritime Academy, 
Falls Township, Pa., over a regular route consisting of South 
Pennsylvania Avenue, serving all intermediate points. 


FINANCE APPLICATIONS 

MC F-3114, United Truck Lines, Inc., Spokane, Wash., asks author- 
ity to purchase, and temporarily to operate, certain rights and property 
of Harms-Randolph Freight Lines, Inc., Seattle, Wash. 

Finance No. 15215, Chesapeake & Ohio Railway Co. asks authority 
to issue $1,750,000 of serial equipment trust certificates, to be dated 
March 15,-to be sold at competitive bidding, and to mature in 10 
equal annual installments, with a dividend rate not to exceed 2% per 
cent a year, to provide not exceeding 80 per cent of the purchase price 
of 200 all-steel covered hopper cars and 500 all-steel hopper cars. 
It said it was believed the trust certificates could be sold at an interest 
cost in the neighborhood of 1% per cent. Orders had been placed 
for additional equipment to be delivered this year, to cost about 
$10,300,000 said the applicant and that it would apply from time to 
time for authority to issue trust certificates or securities under condi- 
tional sales contracts in the amount of about $7,000,000 to provide 
0 per cent of the cost of the units, except certain units to be paid 
for in cash, about $1,600,000. 

Finance No. 15217, P. J. and H. E. Cherry, co-partners, dba Arrow 
Tug & Barge Co., ask the Commission for permission to transfer the 
operating authority of Arrow Tug & Barge Co., a corporation now 
dissolved, to the partnership, together with other assets if such 
approval is required. 

Finance No. 15218, Florida East Coast Railway Co. asks authority 
to issue $1,272,156 of promissory notes, evidencing deferred payments 
on the purchase of 20 stainless steel passenger train cars, consisting 
of 2 passenger-baggage-dormitory cars; 3 dining cars; 3 tavern-lounge 
cars; 1 passenger-baggage car, and 11 coaches. 

MC F-3115, Norwalk Truck Line Co., of Norwalk, O., joined by 
John F. Ernsthausen and Doris E. Ernsthausen, asks authority to 
purchase certain operating rights of George H. Mickow, dba Hammond 
Motor Express, of Hammond, Ind. 

MC F-3116, M. C. Garner, dba M. C. Garner Truck Lines, of 
Raleigh, N. C., asks authority to purchase certain operating rights 
of R. F. Fields, dba Fields Motor Lines, of Mount Olive, N. C. 

MC F-3117, Edward V. Garnett, dba Mutual Transit Co., of Denver, 
Colo., asks authority to purchase certain operating rights of Frank W. 
Miller, dba Denver-Limon-Burlington Transfer Co., also of Denver. 

MC F-3118, G. N. Childress, dba D. N. Childress Transportation 
Co., of Sanford, N. C., asks authority to purchase certain operating 
rights of E. W. McLeod, Jr., dba Edmac Trucking Co., of Fayette- 
ville, N. C. 

MC F-3119, M. V. Irwin, dba M. V. Irwin Moving & Storage, of 
Erie, Pa., asks authority to purchase certain operating rights of Liberty 
Motor Freight Lines, Inc., of Secaucus, N. J. 

MC F-3120, George A. Rowley, dba Rowley’s Motor Express, of 
Londonderry, Vt., asks authority to purchase certain operating rights 
of Frank M. Holland, of Brattleboro, Vt. 

MC F-3121, Tidewater Express Lines, Inc., of Baltimore, Md., asks 
authority to purchase certain operating rights of Elliott Brothers 
Trucking Co., Inc., of Easton, Md. 


MC F-3122, Wasatch Motors, dba Wasatch Motor Tours, of Ogden, 
Utah, asks authority to acquire control of Rose City Tours, Inc., of 
Portland, Ore., through ownership of capital stock. 

MC F-3123, Yellow Transit Co., of Oklahoma City, Okla., asks 
authority to purchase certain operating rights and equipment of A. M. 
Esau, dba Esau Truck Line, of Hutchinson, Kan. 

MC F-3124, G&M Motor Transfer Co., Inc., of Statesville, N. C., 
asks authority to purchase certain operating rights of Jocie Motor 
Lines, Inec., of Charlotte, N. C., involving exchange of rights in 
MC F-3125. 

MC F-3125, Jocie Motor Lines, Inc., of Charlotte, N. C., asks author- 
ity to purchase certain operating rights of G&M Motor Transfer Co., 
Inc., involving exchange of rights in MC F-3124. 

MC F-3126, Raymond Lee Dance, dba R. L. Dance Trucking Co., 
Cincinnati, O., asks authority to lease certain operating rights of 

E. Savage, Jr., dba Savage Truck Lines, of Norfolk, Va., and 
temporarily to operate. 

MC F-3127, Chesapeake Motor Lines, Inc., of Baltimore, Md., 
asks authority to lease certain operating rights of Capitol Motor Lines, 
Inc., of Pasadena, Md., and temporarily to operate. 

MC F-3128, Georgia States, Inc., of Albany, Ga., joined by Modern 
Finance Corporation, of Wilmington, Del., as controlling owner, asks 
authority to purchase certain equipment of A. W. Lee, dba Lee’s 
Coach Lines, of Marianna, Fla. 
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MC F-3129, Cochran Bros, Transportation Corporation, of Erie, Pa., 
asks authority to acquire control of Lyons Transportation Co., also 
of Erie, through ownership of capital stock, and temporarily to operate. 

MC F-3130, Fred G. Timmer, of Grand Rapids, Mich., asks author- 
ity to acquire control of Michigan Messengers, Inc., and the Vyn Co., 
also of Grand Rapids, through ownership of capital stock. 

MC F-3131, Cooper Motor Lines, Inc., of Greenville, S. C., asks 
authority to lease certain operating rights of Augusta Truck Co., 
Ine., of Augusta, Ga., and temporarily to operate. 

Finance No. 15220, Peoria & Eastern Railway Co. asks authority 
to extend for a 50-year term its right to use the rails, track, and 
facilities of the Peoria & Pekin Union Railway Co., as it and its 
predecessor has done since February 1, 1881. 


PETITIONS FOR REHEARING, ETC. 


FF-48, Stor Dor Forwarding Co., freight forwarder application. 
Applicant asks for reconsideration of order of division 4, of November 
29, 1945. 

FF-51, Merchants Shippers Association, Inc., freight forwarder appli- 
cation, FF-48, Stor Dor Forwarding Co., freight forwarder application, 
and FF-49, Westland Forwarding Co., freight forwarder application. 
Acme Fast Freight, Inc., protestant, asks for reconsideration by entire 
Commission of decision of division 4, of November 29, 1945. 

No. 17817, Chicago Gravel Co. et al. vs. A., T. & S. F. et al., and 
No. 17817, Sub. 2, Neal Gravel Co. vs. Same. R. G. Raasch on behalf 
of carriers defendants asks Commission to modify orders of November 
30, 1926, and September 25, 1939. 

No. 29166, Anderson Brass Works, Inc., et al. vs. G. T. W. et al. 
Gulf, Mobile and Ohio R. R. Co. for itself and other defendant carriers 
asks Commission to set aside, revoke and annul its order of June 9, 
1945, requiring future maintenance of rates from Detroit, Mich., to 
Birmingham and Prattville, Ala. 

Ex Parte 72, Sub. 1, In the matter of Regulations Concerning the 
Class of Employes and Subordinate Officials that are to be Included 
Within the Term ‘‘Employe’’ under the Railway Labor Act, Union 
Pacific R. R. Co. Respondent asks for reopening to permit considera- 
tion by and argument before entire Commission of decision of Divi- 
sion 3 of December 27, 1945. 

No. 29163, Cardox Corp. vs. Ahnapee and Western et al. Defendants 
in official territory and western classification committee ask for reopen- 
ing, reargument and reconsideration. 


I. C. C. ACCIDENT REPORTS 


A broken rail, the result of the presence of transverse 
fissures, was assigned as the cause of the derailment of a Sea- 
board passenger train near Blaney, S. C., January 2, that 
resulted in the death of two passengers and the injury of 104 
passengers, 11 dining-car employes, one train porter and two 
train-service employes, according to a report of the Commission, 
Investigation No. 2964, written by Commissioner Patterson. 

The report said the track involved was last inspected about 
48 hours prior to the accident and that no defective condition 
had been observed. A detector car had been operated over the 
territory October 12, 1945, at which time there was no indication 
of a defective rail, the report said. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2632, from February 25 until September 25, 
certain schedules published in Supplement No. 2 to National 
Motor Freight Classification No. 8, Agent C. F. Jackson’s tar- 
iff MF-I. C. C. No. 15. The suspended schedules propose to 
name, specifically, airplane seats and to establish ratings thereon 
for application throughout the country. 

In I. and S. M-2633, from February 26 until September 26, 
certain schedules published in tariff MF-I. C. C. No. 10 of E. J. 
Scannell, Inc., Somerville, Mass. The suspended schedules pro- 
pose to establish an any-quantity commodity rate of 92 cents 
per 100 pounds on leather boots or shoes (not slippers) from 
Boston, Cambridge, Chelsea, Somerville, and Watertown, Mass. 
to Baltimore, Md., in lieu of higher class rates. 

No. 5394, from March 1 until October 1, certain schedules 
as set forth in supplement No. 10 to Chicago Great Western 
Railway Co., tariff I. C. C. No. 5564 and certain other tariffs. 
The suspended schedules propose to restrict the export rates on 
grain and grain products, in carloads, from Minneapolis, St. 
Paul, Duluth, Minn., and Superior, Wis., to Louisiana and Texas 
gulf ports, in connection with the St. Louis-San Francisco Rail- 
way to apply only on shipments accorded transit at points in 
Texas. The schedules were protested by Kansas-Missouri River 
mills (see Traffic World, Feb. 23, p. 522). 

I. and S. No. 5380, second supplemental, from March 1 un- 
til July 30, certain Carson, Curlett, Jones, and Doe supple- 
ments, protested by Minneapolis Traffic Association, the New 
York Association of dealers in Paper Mills’ Supplies, Inc., and 
others, as restricting the application of Rule 34 on scrap or 
waste paper, and also as adding a new alternative basis of 


— on scrap or waste paper (see Traffic World, Feb. 23, p. 
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I. C. C. Refuses to Suspend Central 
States Motor L. T. L. Increase 


The Commission has voted not to suspend but to investi- 
gate tariffs of the Central States Motor Freight Bureau pro- 
posing increases in less-truckload and any-quantity rates on 
shipments of 5,000 pounds or less, effective February 28. 

A Central Territory motor Carrier committee had urged, 
at an informal hearing before two members of the Commis- 
sion’s suspension board, that the schedules be permitted to 
become effective. It said the proposal was an attempt to allo- 
cate charges for trucking service where they belonged on the 
basis of costs rather than to effect a general increase in rev- 
_— a the service as a whole (see Traffic World, Feb. 16, 
p. ‘ 

The investigation has been identified as MC-C 518. 

The schedules were protested by 65 shippers, chambers of 
commerce and trade associations, and by the Price Administra- 
tor and the Secretary of Agriculture. The informal hearing 
was conducted by Benjamin A. Bartoo and Lee C. Hosley. 

Chester G. Moore, chairman of the Central States Motor 
Freight Bureau, publishing agent, said a study had shown that, 
since V-J Day, increased trucking costs had occurred mainly 
on the smaller shipments. He based his statement on. a week’s 
bills of 120 carriers. Having divided them into six classes by 
weights of shipments, he said it was found that, on all ship- 
ments under 5,000 pounds, exclusive of minimum shipments, 
the average weight per shipment was only 838 pounds. He said 
also it was developed that 96.8 per cent of all shipments were 
under 10,000 pounds, and 94.8 per cent under 5,000 pounds, and 
that it had been demonstrated beyond doubt that increased 
costs of the operators were arising mainly on these smaller 
shipments, particularly in the form of higher costs for pickup 
and delivery, terminal handlings and dock work, mentioning 
particularly the wage increase agreement signed last November. 

He said that, as there was no rate scale that adequately 
reflected pickup and delivery costs, it was thought the proper 
thing to do was to try to recover the loss on that type of 
service. Protestants had estimated the increases to result from 
the proposals as ranging from 9 to 20 cents. Mr. Moore said 
the term “20 cents per hundredweight” applied to the increase 
was a misnomer, and that the average increase amounted to 
13.1 cents per hundredweight. 


The goal that the carriers had set in connection with the 
proposal, Mr. Moore said, was a 93 per cent operating ratio 
after allowance for anticipated cost increases. But, he said, 
costs had far outrun estimates and the carriers felt they had 
“shot too low,” adding that the increase, instead of producing 
an operating ratio of 93 per cent woyld produce a ratio of about 
98%. The carriers might have to come back for further in- 
creased rates, he said. As illustrating the disparity between 
the estimates and the results he said the study had disclosed 
that cost per 100 pounds for 10 miles was 48 cents, whereas 
the proposed scale would produce revenue of 44% cents, and 
cited similar spreads between revenue and costs for other dis- 
tances, up to 100 miles, where costs were cited as 62 cents 
and revenue as 63%, and 200 miles, with costs at 78 cents, 
but revenue at 75% cents. 


Referring to allegations of protestants, Mr. Moore denied 
that the carriers had studied handpicked carriers to develop 
a poor showing, and conceding that the proposed increases 
would mean some diversion of freight to the railroads, he asked 
what use there was ‘in retraining traffic and going broke. He 
said private shippers were already using their own trucks for 
large shipments and sending high cost small shipments by 
common carriers, adding that they were unlikely to change 
this practice. 


Harry F. Chaddick, chairman of the Regular Common Car- 
rier Conference of the American Trucking Associations said the 
suspension of the proposed increases would be the last straw 
that would bring a crash in the acute carrier financial situation. 

Other committeemen present included John W. Dippie, 
Carl Ozee, Robert Boyd, A. F. Mathews, F. H. Thompson, Jr., 
John Bridge, Walter Bockstahler, and Fred Mackensen. 


Commission Hears Argument 
on Allied Van Plan 


The Commission heard argument February 28 in MC 
F-2787, Allied Van Lines, Inc.—Purchase—Evanston Fireproof 
Warehouse, et al. Evanston Fireproof Warehouse, et al.—Con- 
trol—Allied Van Lines, Inc., in which Examiner Philip N. 
Crowley recommended, among other things, that the Commis- 
sion approve, with some changes, purchase by Allied of the 
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household goods operating rights of more than 300 common 
carriers (see Traffic World, Dec. 29, p. 1595). 

John R. Turney, for the applicants, outlined what he said 
were the advantages of the Allied plan of operation in over- 
coming the special problems of the household goods operation, 
such as empty mileage and lack of regular shippers as in other 
types of carriage. In rebuttal, Mr. Turney said he was irked 
by the repeated charges that Allied had been in violation of 
the Interstate Commerce Act through the years of its opera- 
tion, and said the Department of Justice ought to furnish 
specific charges of violation. He also challenged the Department 
to show restraint of competition, saying there was not a word 
in the testimony to show that there had been or would be 
such restraint. 


Edward Dumbauld, for the Department of Justice, in addi- 


tion to charging that the antitrust laws would be violated by 
approval of the transaction, also insisted, in the face of ques- 
tions from the bench, that, by the terms of Section 5 (11) of the 
act, if the Commission approved the transaction it would be 
granting Allied immunity from the Interstate Commerce Act 
itself. He said that, having denied Allied’s application for 
country-wide irregular route authority in MC 15735, Allied 
Van Lines, Inc., Common Carrier Application, etc., (see Traffic 
World, Feb. 23, p. 515), the Commission must of necessity deny 
the instant application. 

Ernie Adamson, for W. J. Dillner Transfer Co., confined 
his argument to calling the Commission’s attention to two 
pages of the record, quoting a resolution of the National Furni- 
ture Warehousemen’s Association dealing with the trustee ar- 
rangement for holding Allied stock, adopted at the time Allied 
was formed, and asked how the Commission could separate the 
acquisition of the certificates from the conditions under which 
the stock was to be disposed of. 


BARGE-RAIL COFFEE RATE PROTEST 


The New Orleans Traffic and Transportation Bureau has 
filed a third request for suspension of schedules affecting joint 
rail-barge rates on coffee, similar to those suspended in I. and 
S. No. 5383 and I. and S. No. 5390 (see Traffic World, Jan. 26, 
p. 225, and Feb. 16, p. 448). 

The instant request is for suspension of supplement No. 1 
to I. C. C. 603, R. G. Raasch, agent, filed to become effective 
March 10. The schedules, said the bureau, proposed to with- 
draw and cancel the joint barge-rail rates now named therein 
on coffee, green or roasted, and to substitute class rates or 
combinations over barge line ports of interchange with rail 
carriers when the traffic moved in conjunction with the Mis- 
sissippi Valley Barge Line Co. 

The proposed basis uniformly resulted in increases, it said, 
and that the rates sought to be made effective via the barge- 
rail route materially exceeded those applicable via all-rail 
routes. It said that “all rail lines’ had made no effort to in- 
crease existing rates, and that “currently the Inland Waterways 
Corporation (Federal Barge Lines) maintains the same joint 
barge-rail or, in the instance of Chicago, lower all-barge rates 
than those proponent seeks to cancel.” These assertions were 
made after the bureau had said that the rates sought to be 
canceled were not depressed rates and merely represented the 
factors remaining after deducting the differences from the rail 
rates resulting from use of the so-called barge line formula. 











U. P. TO REFINANCE OCTOBER, 1945, BONDS 


The Union Pacific Railroad Co., in Finance No. 15216, has 
asked the Commission for authority to issue $81,602,000 refund- 
ing mortgage bonds, series C, the proceeds to be used, with 
other funds, to redeem at 107 per cent and accrued interest the 
same amount of series B bonds, authority for the issuance of 
which was granted by the Commission in October of 1945. 

The applicant said it was deemed prudent to refinance the 
old bonds, bearing interest at 3 per cent, because of present 
favorable market conditions. The new bonds, it said, would 
have the same 45-year term to maturity, from March 1, the 
same sinking fund obligation, and substantially the same pro- 
visions as the old bonds, except that the interest rate to be 
named in the accepted bid would be lower than 3 per cent. 
The bonds, it said, would be sold under public competitive 
bidding. 





STATUS OF LYNCH TRANSFER 


Lynch Transfer & Storage Co. has filed a petition in MC 
60890, Lynch Transfer & Storage Co.—Extension of Operations, 
asking for reconsideration by division 5 of its report and order 
of March 15, 1945, denying the application of that company 
for household goods carrier rights, primarily for the reason, 
according to the petition, that Lynch Transfer & Storage Co. 


could perform the service for which it sought authority in its j 


capacity as an agent of Allied Van Lines, Inc. . 
Lynch Transfer & Storage Co. said it had deferred the filing 
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of the instant petition pending the issuance of a decision by the 
entire Commission in MC 15735, Allied Van Lines, Inc., Com- 
mon Carrier Application; that such a decision now had been 
made (see Traffic World, Feb. 16, p. 444), and that Allied Van's 
application for a certificate in that proceeding had been denied. 

“Having decided this application (that of Lynch) upon the 
grounds that the service proposed could be performed under the 
aegis of Allied Van Lines,” said Lynch in its petition, “division 
5 did not find it necessary to consider whether or not the service 
proposed is required by the public convenience and necessity. 
We are not here critical of that decision, but the recent decision 
by the entire Commission in docket No: MC 15735 removes all 
support for it. .. The proposed service is required by the public 
convenience and necessity. The applicant cannot in the future 
provide that service as an agent for Allied. It follows, therefore, 
that additional operating authority should be issued, so that 
applicant can continue its operations in its individual capacity.” 





G. F. & A. REORGANIZATION 


The reorganization committee of the Seaboard Air Line 
Railway Co., has submitted, in Finance No. 14636, a plan of 
reorganization for the Georgia, Florida & Alabama Railroad 
Co., the common stock of which was owned by the old Sea- 
board Company. 

The committee proposed a capitalization of $2,275,000, con- 
sisting of 5 per cent preferred stock, par value $100, $875,000, 
and common stock without par value, at $100 a share, $1,400,000. 
Holders of G. F. & A. first and refunding mortgage bonds would 
be entitled to receive, for each $1,000 principal amount and 
accrued unpaid interest, $300 in cash, $500 in preferred stock, 
and $800 in common stock, subject to reduction in cash pay- 
ments under certain conditions. 

Under the plan, claims against the G. F. & A. entitled to 
priority over the mortgage, and claims of the United States for 
income and excess profits taxes when allowed and established, 
would be paid in cash. Claims against the railroad not entitled 
to preference, and stock of the railroad, would have no value 
and would not participate in the reorganization. 

The property of the reorganized company would be leased 
for 20 years to Seaboard, it being suggested that the lease, as 
in the case of the present operating agreement, should not 
specify a fixed rental but provide for allocation of earnings on 
a formula to be designated by the Commission. 


Gass Appointed Director of 
O. D. T. Railway Transport 


The Office of Defense Transportation has announced the 
appointment of Arthur H. Gass to succeed Earle E. McCarty 
as director of the ODT railway transport department, effective 
March 1. 

Mr. Gass comes to the ODT on loan from the Association 
of American Railroads. After serving in an engineer regiment 
in World War I, he joined the car service division of the AAR 
in 1919, and served as district manager of the division in 
Detroit, St. Louis, and Boston. He became assistant to the 
chairman of the car service division in May, 1940. From July 1, 
1940, to June 9, 1945, he was manager of military transporta- 
tion for the AAR, and became vice-chairman of the car service 
division in July, 1945. 

Mr. McCarty came to the ODT on loan from the Atchison, 
Topeka &. Santa Fe Railroad to be assistant director of the 
O. D. T. transport department on May 1, 1945. He became 
director of the department on July 1, 1945. Mr. McCarty has 
spent his entire railroad career with the Santa Fe. He became 
general manager of the Santa Fe coast lines with headquarters 
at Los Angeles on July 1, 1939, and now returns to that position. 


0. P. A. FINISHED RICE IMPORT RULING 


_ “No person may buy foreign finished rice for import into 
this country, or import or receive it here, if the total landed 
cost at point of United States entry is higher than the ap- 
plicable maximum price for sales f. o. b. such port of entry by 
importers within the United States,” the Office of Price Admin- 
istration said in explanation of a regulation effective March 6. 

Heretofore ceiling prices have been in effect for importers’ 
sales of foreign finished rice in this country, but no specific 
prohibition was provided to prevent brewers from paying 
higher prices abroad for finished rice for their own use. 


The action was intended to prevent disruption of supplies 
from normal importing channels and discrimination against im- 
porters that might result if brewers were able to buy foreign 
finished rice for their own use at prices higher than the ceiling 
in effect for importers’ sales in this country, O. P. A. explained. 

(Amendment No. 12 to second revised maximum price reg- 
ulation No. 150—finished rice and rice milling by-products— 
effective March 6, 1946.) 


Commission Establishes Priorities 
on Country Elevator Grain 


To help effectuate President Truman’s program to 
meet critical foreign needs for food, Fred S. Keiser 
is appointed agent at Chicago to set up priorities for 
the movement of grain into terminal elevators 


Effective 12:01 a. m., March 5, until 11:59 p. m., June 5, 
by Service Order No. 458, Priority for Grain from Country 
Elevators to Terminal Elevators, the Commission, Division 3, 
has appointed Fred S. Keiser, 209 S. Wells St., phone Andover 
3600, Extension 593, Chicago, Ill., as its agent with authority 
to regulate the quantity, kind and origin of grains accorded 
priority under the order on a minimum of 48 hours’ formal 
notice to railroads; to issue permits authorizing departures 
from Paragraph (C) of the order; and to organize an advisory 
committee to advise and confer with him in the administration 
of the order. 

Quoting the direction of President Truman that “specific 
preference will be given to the rail movement of wheat, corn, 
meat and other essential foods, in order promptly to export 
maximum quantities to the destinations where most needed,” 
to help meet critically urgent needs for food in foreign coun- 
tries, the Commission said the Secretary of Agriculture had 
made representations regarding the President’s program to 
the Office of Defense Transportation. The most important of 
those representations, it said, was “the depletion of grain stocks 
in terminal elevators,” and it added that the Secretary had 
urged that such measures be taken as were necessary to main- 
tain the terminal elevator stocks by according priority in the 
placement of cars for the loading of grains from country eleva- 
tors. The Commission said it was of the opinion that an emer- 
gency existed in all sections of the country except that em- 
braced within the territorial scope of second revised Service 
Order No. 450, and except certain eastern and southern states. 

The order is to apply only in that portion of the United 
States (except the territory embraced within the territorial 
scope of second revised Service Order No: 450) west and north 
of a line beginning just east of Buffalo, N. Y., and continuing 
in a south-westerly direction just east of Pittsburgh, Pa., east 
of Wheeling, W. Va., to a point on the C. & O. just east of 
Charleston, W. Va., and following the C. & O. to Cincinnati, O., 
thence following the Ohio River to the confluence of the Mis- 
sissippi, and thence south on the Mississippi to the Gulf of 
Mexico. 

The order applies to intrastate and foreign commerce as 
well as interstate commerce, and suspends all rules, regula- 
tions and practices in conflict with its provisions. It also sus- 
pends second revised Service Order No. 244, as amended, inso- 
far as it conflicts with the order. 

- Other than these, the pertinent provisions of the order 
ollow: 


It is ordered, that: 

(A) Definitions: (1) The term ‘‘common carrier’ as used herein 
means a common carrier by railroad subject to the Interstate Commerce 
Act; (2) the term ‘‘terminal market’’ as used herein means a terminal 
or sub-terminal market or a sampling point named in appendix A; (3) 
the term ‘‘car order’’ as used herein means any order filed by a ship- 
per or consignee with the carrier for a car or cars to be placed for 
loading; (4) the term ‘‘grain’’ as used herein means wheat, corn, oats, 
rye, barley, flaxseed, soya beans, rice, sorghums, and grain screenings. 

(B) Transportation priority to be given certain traffic: 

(1) Except as provided in Paragraph (B) (2) herein each common 
carrier shall give priority over all other car orders to filling orders for 
empty cars for grain loading to the extent of the daily loading ability 
of the shipper or consignor at a country elevator, provided the shipper 
or consignor thereof certifies on the car order that such car is to be 
loaded with grain for a terminal market, and such notation shall be 
shown on the bill of lading and waybill. 

(2) In the event a carrier has an order for a car accorded priority 
under this service order and an order for a car under Service Order 
No. 454, orders accorded preference under Service Order No. 454 shall 
be preferred over orders accorded priority under this order. 

(C) Diversion or reconsignment restricted: 

Except as provided in Paragraph (D) (2) (II), no common carrier 
shall execute, or allow or permit to be executed, any order of recon- 
signment or diversion or permit rebilling or reshipping of grain 
shipped pursuant to this order. 


Appendix A 


Kentucky: Louisville; Missouri: St. Louis, Kansas City, St. Joseph; 
Iowa: Council Bluffs, Cedar Rapids, Des Moines, Sioux City; Nebraska: 
Omaha, South Omaha; Kansas: Atchison, Leavenworth, Hutchinson, 
Salina, Wichita; Oklahoma; Enid; Texas: Amarillo, Fort Worth, Dallas, 
Houston, Texas City, Galveston, Port Arthur; Colorado: Denver; Utah: 
Ogden; California: Los Angeles, San Francisco; North Dakota: Grand 
Forks; Minnesota: Minneapolis, St. Paul, Duluth, and sampling points: 
Soo Line—Glenwood, Thief River Falls; Northern Pacific—Staples; 
Great Northern—Wilmar, St. Cloud; Wisconsin: Superior, East End, 
Itasca, Milwaukee; Illinois: Chicago, Peoria, Decatur, East St. Louls, 
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Cairo; 
Buffalo. 


Indiana: Indianapolis; Ohio: Toledo, 





Cincinnati; New York: 


Secretary of Agriculture Anderson was reported to have 
stated that a shortage of freight cars was the major difficulty 
in meeting demands for food shipments abroad. At the Secre- 
tary’s office it was stated on his behalf that his position was 
that transportation was one of the difficulties in the situation. 


Reefer Substitution for 
Westbound Traffic 


The Commission, Division 3, has issued fourth revised 
Service Order No. 104, providing for the substitution of refrig- 
erator cars for box cars on certain westbound traffic, effec- 
tive March 6, at 12:01 a. m., expiring August 21, at 11:59 p. m. 

The order authorizes railroads to furnish Rs type refrig- 
erator cars when available for suitable freight in lieu of box 
cars for westbound shipments in carloads originating at points 
in Kipp’s Tariffs I.C.C. Nos. 1516 and 1517, excluding points in 
a territory extending generally south from Lake Michigan to 
the Ohio river, and east to Norfolk, Va., destined to points in 
California, southern Idaho, Arizona, Nevada, or Utah; or for 
westbound carload shipments originating at points in Utah, 
destoined to points in California or Nevada. 

The refrigerator cars are to be supplied as follows: 


(1) On shipments on which the carload minimum weight does not 
vary with the size of the car, furnish and transport not more than three 
such refrigerator cars in lieu of each box car ordered, subject to the 
carload minimum weight which would have applied if the shipment 
had been loaded in a box car; or 

(2) On shipments on which the carload minimum weight varies 
with the size of the car: (I) Two (2) of the said refrigerator cars may 
be furnished in lieu of one (1) box car ordered of a length 40 feet 7 
inches or less, subject to the carload minimum weight which would 
have applied if the shipment had been loaded in a box car of the size 
ordered; or (II) Three (3) of the said refrigerator cars may be fur- 
nished in lieu of one (1) box car ordered of a length of over 40 feet 
7 inches but not over 50 feet 7 inches, subject to the carload minimum 
weight which would have applied if the shipment had been loaded in 
a box car of the size ordered. 



































Earlier the Commission, by Amendment No. 2 to third 
revised Service Order No. 104 had extended the expiration date 
of that order to August 21, but thereby did not reinstate the 
order, which was under supension by amendment No. 1. It 
was incorrectly stated in the Traffic World of Feb. 23, P. 527, 
that third revised Service Order No. 104 had been reinstated. 
By the action reported in the preceding paragraphs herein the 
Commission has further revised the order effective March 6. 


SERVICE ORDER EXTENSIONS 


The Commission, Division 3, has issued amendments to 
the following service orders, extending their expiration dates 
as noted: 


Amendment No. 7 to Service Order No. 93, Giant Refrigerator Cars, 
providing for use of giant refrigerator cars at freight rates applicable 
on same commodities loaded in standard refrigerators, from March 1 
to December 31. 


Amendment No. 2 to revised Service Order No. 107, Freight Cars 
to Mexico, directing the car service division of the Association of Amer- 
ican Railroads to control movement of U. S. owned cars into Mexico 
so that movement in any month will not exceed movement from Mexico 
in preceding month, from March 1 to December 31. 

Amendment No. 3 to second revised Service Order No. 244, Distri- 
bution of Grain Cars, establishing rules for distribution of grain cars 


at country loading points in periods of car shortage, from March 1 
to December 31. 


Amendment No. 1 to Service Order No. 434, free time on box cars, 
restricting free time on boxcars held for unloading at ports to maxi- 
mum of seven days, from March 1 to December 31. 


TWIN CITY TRAFFIC DIVERSION 


By King’s order No. 15, effective February 27 to March 5, 
Homer C. King, agent of the Commission under second revised 
service order No. 99, with authority to reroute or divert rail 
traffic, has ordered diversion of traffic at the Twin City area 
routed via the Chicago Great Western. 

The order requires the Northern Pacific and the Great 
Northern to divert or reroute to the Rock Island at the Twin 
City area all carload freight traffic up to 50 cars a day having 
destination on the Rock Island, or having destination at Omaha, 
Neb., Kansas City, Mo., Chicago, Ill., or beyond, when routed 
via the C. G. W. ; 

The order also requires the Soo Line to divert or reroute 
to the Rock Island at the Twin City area carload traffic up to 
50 carloads a day having destination at Omaha, Kansas City, 
or beyond; and to divert or reroute and transport over its own 
rails to destination or proper connection all carload freight traf- 
fic up to 25 carloads a day having destination on the Soo Line 
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or having destination at Chicago, or beyond, when such traffic 
is routed via the C. G. W. 


The order is subject to all provisions of revised King’s 
order No. 1. 


CAR UNLOADING ORDERS 

The Commission, division 2, has issued two service orders 
requiring railroads to unload cars in the San Francisco Bay 
area. 

Service order No. 456 orders the Western Pacific to unload 
a car containing steel parts on hand in that area, consigned 
to Moore Dry Dock Co., Oakland. 

Service order No. 457 requires the Southern Pacific to un- 
load 23 cars on hand in that area, containing various commod- 
ities for five consignees. 

Each order will expire when the carrier notifies the 
director of the Commission’s Bureau of Service, Washington, 
D. C., date of completion of unloading, and when, where and by 
whom the unloading was performed. 


D. & R. G. W. RADIO GRANT 


Acting on the first application for railroad radio authoriza- 
tion submitted pursuant to the establishment of rules and 


regulations governing railroad radio service, part 16, the Federal | 
Communications Commission has granted a construction permit 


to the Denver Rio Grande Western Railroad Co., Denver, Colo., 
for 32 new mobile units as train (end-to-end) stations in this 
newly established service. Said the F. C. C.: 


Operation will be on the frequency 159.81 megacycles, with 50 watts 
input power to final radio stage, employing special emission for FM 
(telephony). 


The application was made on behalf of the Denver & Rio Grande : 


Western Railroad Company by Wilson McCarthy and Henry Swan, its 
trustees. 


Extended experimentation has been made regarding use of railroad 


radio for safety purposes for several years, and many experimental 


authorizations have been previously issued to railroads and manufac- 
turers, but this is the first grant since the regular railroad radio serv- 


ice was established by the commission on December 31, 1945. 


Rail Passenger Experts Honored 
by Army for War Work 


Ten railroad passenger traffic experts who were responsi- 
ble for routing more than 39 million troops over American rail- 
roads in the period of the war were presented War Department 
Certificates of Appreciation by the Army Transportation Corps 
February 20 at a dinner at the Statler Hotel, Washington, D. C. 

Presentation of the awards were made by Col. J. R. Messer- 
smith, Deputy Chief, Commercial Traffic Service, Office of the 
Chief of Transportation. Maj. Gen. Edmond H. Leavey, Chief 
of Transportation, Brig. Gen. Robert H. Wylie, Assistant Chief 
of Transportation and Director of Operations, and Col. Luke 
W. Finlay, Executive to Gen. Leavey were honored guests. 


Col. E. C. R. Lasher, 2nd Zone Transportation Officer and Col. | 
J. Sewell Morris, 6th Zone Transportation Officer, each of whom | 


had preceded Col. Messersmith as head of the troop passenger | 
branch of the Transportation Corps, also witnessed the cere- | 


monies. 


Those receiving the awards were: E. P. Burke, general pas- | 


senger traffic manager of the Pullman Co., Chicago; A. B. 
Chown, chairman of the Trunk Line-Central Passenger Associa- 
tion. of New York; W. C. Clifford, secretary of the New Eng- 
land Passenger Association, of Boston; M. B. Duggan, chairman 
of the Southern Passenger Association, of Atlanta; and J. M. 
Venau, Jr., chairman of the Southwestern Passenger Associa- 
tion, of St. Louis. 

The five others honored served throughout the war within 
the Office of the Chief of Transportation itself. They were: J. J. 
Kelley, manager of the Military Transportation Section, Asso- 
ciation of American Railroads; J. W. Porter, joint agent of the 
Trunk Line-Central Passenger Association; F. H. Jones, military 
routing representative of the Southern Passenger Association; 

C. Roney, passenger traffic representative of the Western 
Military Bureau; and D. R. Culver, special representative of the 
Pullman Co. 

Presiding at the dinner was H. W. Siddall, chairman of the 
Interterritorial Military Committee as well as chairman of the 
Western Military Bureau, who previously had been presented 
a Certificate of Appreciation by Col. Morris in Chicago. 


ALTON MERGER HEARING DATES 


Federal Judge John P. Barnes, of Chicago, has announced 
a change in the hearing dates on final phases of the consolida- 
tion of the Chicago & Alton Railroad with the Gulf, Mobile & 
Ohio Railroad (see Traffic World, February 23, p. 532). The 
final date on which petitions for fees and allowances may be 
filed is March 25. The hearing on objections will be held April 
4, and the hearing on fees, April 29. 
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Foreign-Freight Forwarders Held 
Subject to Shipping Act 


Supreme Court construes act as applying to persons 
and firms carrying on business of forwarding in for- 
eign commerce, thus upholding Maritime Commis- 
sion’s contention. Justices Frankfurter, Black and 
Douglas, dissenting, conclude that Congress did not 
include such persons and firms in the regulatory 
scheme. Lower court reversed 


In an opinion written by Justice Rutledge, the Supreme 
Court of the United States, February 25, in No. 44, The United 
States of America, appellant, vs. American Union Transport, 
Inc., D. C. Andrews & Co., Inc., Atlantic Forwarding Co., Inc., 
et al., appellees, held that foreign-freight forwarders are sub- 
ject to the shipping act. Justice Frankfurter wrote a dissenting 
opinion in which Justices Black and Douglas concurred. 

The case came before the Supreme Court on appeal from 
the federal district court for the southern district of New York 
which enjoined enforcement of an order of the Maritime Com- 
mission dated May 18, 1943, requiring the forwarders to an- 
swer a questionnaire concerning certain aspects of their bus‘ness 
transactions. The Supreme Court reversed the findings of the 
district court. 


The lower court held that the Maritime Commission had no 
jurisdiction over the appellees since, in its view, they did not 
come within the definition of the term, “other persons subject 
to — act” in section 1 of the act. The definition in question 
reads: 


The term ‘‘other person subject to this act’’ means any person 
not included in the term ‘‘common carrier by water’’ carrying on the 
business of forwarding or furnishing wharfage, dock, warehouse, or 
other terminal facilities in connection with a common carrier by water. 


Justice Rutledge, in the course of the opinion, said: 


Subtantially, the issue turns upon the meaning of ‘‘in connection 
with,”’ that is, whether some relations of affiliation with the carrier is 
required, such as that exemplified in Railroad Retirement Board vs. 
Duquesne Warehouse Co., Nos. 95 and 103, this Term, decided Janu- 
ary 2, 1946; or, on the other hand, the statutory phrasing is satisfied 
by the type of relationship illustrated by the companion cases of Cali- 
wy a United States and City of Oakland vs. United States, 320 

a ee 

If, as appellees contend, ‘‘in connection with’’ covers only forward- 
ing businesses actually affiliated with a common carrier by water in 
a corporate sense, or under the control of or pursuant to a continuing 
contract with such a carrier, then plainly the Maritime Commission is 
without jurisdiction over these appellees, since none of them is con- 
trolled by or affiliated with a common carrier by water in any such 
manner. All are so-called independent forwarders and the case comes 
down to whether such forwarders are covered by the act. 


Nature of Forwarding Business 


There is little or no dispute as to the nature of their business. 
They are primarily forwarders of freight, as that term is generally 
understood, for transshipment in foreign commerce. The foreign freight 
forwarding business is a medium used by almost all export shippers. 
An exporter, intending to send goods abroad, consigns the mer- 
chandise to a forwarder who then makes all the arrangements for 
dispatching it to a foreign port. The forwarder must arrange for 
necessary space with the steamship companies, procure and prepare 
the many documents, obtain permits for the acceptance of freight at 
piers, and at times must find available storage space for the shipment 
until steamers are available. If requested to do so, a forwarder will 
secure whatever insurance is needed. 

Forwarders also have many other incidental duties. They check 
the marks on shipping papers and containers in order to be certain 
that they are in accordance with the regulations of the country of 
destination. They convert weights and measurements into the metric 
System when necessary. They’keep records, for the convenience of the 
exporter, of all shipments dispatched. They also prosecute such claims 
aS May be required by the exporter against carriers, insurance com- 
panies, and any other parties in interest. 

By engaging in these many activities of the forwarding business, 
independent forwarders—and particularly the appellees—act as agents 
: the mnteee. They assume no responsibility for the transportation 

goods, 

We think the appellees are within the coverage of Sec. 1. This 
tonclusion is required not only by the broad and literal wording of 
the definition but also to make effective the scheme of regulation the 










statute established and by considerations of policy implicit in that 
scheme, as well as by the legislative history and the decision in the 
California and Oakland cases, supra. In order to place the discussion 
of our reasons in statutory as well as factual setting, we sketch below 
some of the more pertinent statutory provisions. In doing so we 
shall emphasize the consequences of including or excluding so-called 
independent forwarders, like the appellees, for effective administration 
of the act and achievement of its policy. But first we turn to the 
definition in Sec. 1 itself. 

The language is broad and general. No intent is suggested to 
classify forwarders, covering some but not others, just as none appears 
to divide persons ‘‘furnishing wharfage, dock, warehouse, or other 
terminal facilities’’ into regulated and unregulated groups. California 
vs. United States; Oakland vs. United States, supra. The absence of 
any such suggestions becomes highly significant by contrast with 
similar definitions of other statutes more or less related to the shipping 
act. In these Congress, when regulating carriers and ‘‘other persons,”’ 
repeatedly has made plain the intent to cover only affiliates or other 
specially limited groups when this has been in fact its purpose. 


Forwarder Act 


Thus, in the legislation relating to railroads, forwarders were first 
covered expressly in 1942. 49 U. S. C. (Sup. IV) Sec. 1002 (a)(5). The 
definition in shortened paraphrase is limited to any ‘‘person,’’ other 
than a carrier, holding itself out ‘‘to transport or provide transporta- 
tion’’ which ‘‘in the ordinary and usual course of its undertaking’’ 
(A) performs the usual functions of a forwarder, ‘‘and (B) assumes 
responsibility for the transportation of such property from point of 
receipt to point of destination, and (C) utilizes, for the whole or any 
part of the transportation of such shipments, the services of a carrier 
or carriers . . .’’ (Emphasis added.) Not only would language so 
explicitly limited be difficult to apply to a person not performing any 
part of the ‘‘transportation service’’ proper, cf. Lehigh Valley R. Co. 
vs. United States, 243 U. S. 444; but the very limitations, altogether 
absent from Sec. 1 of the shipping act, forbid identical constructions 
of the two definitions. See also, in relation to the different treatment 
of rail forwarders, the correlated definition of ‘‘service subject to this 
chapter.’’ 49 U. S. C. (Sup. IV) Sec. 1002(a) (7). z 

The same ,difference applies with reference to the definitions of 
the term ‘‘employer’’ in the railroad retirement act of 1937, 45 U. S. C. 
Sec. 228a, and the railroad unemployment insurance act of 1938, 
45 U. S. C. Sec. 351, construed in Railroad Retirement Board vs. 
Duquesne Warehouse Co., supra. In each instance the statute declares 
that ‘‘employer’’ shall mean ‘‘any carrier . and any company’”’ 
carrier-cwned or controlled ‘‘and which operates any equipment or 
facility or performs any service . . . in connection with the transporta- 
tion of passengers or property .. .,’’ thus plainly setting forth as to 
others covered than the carrier both the affiliation requirement and 
that of performing part of the transportation service. 

In the face of such repeated demonstrations that Congress makes 
its purpose plain, when it actually intends to limit the coverage of 
others than carriers to affiliates or to persons performing part of the 
transportation service, the conclusion hardly is tenable that it means 
the same thing when it employs more broadly inclusive language 
and wholly omits all such limitations. This view is further emphasized, 
as will appear, by the fact that to cut down the meaning of Sec. 1 as 
appellees suggest would be to single out the term ‘‘forwarding’’ from 
all others in the definition and give to it a narrow application none 
of them possesses. 


Definition Discussed 


In view of these facts, it is doubtful that the wording of the 
definition is sufficiently ambiguous to require construction, more espe- 
cially in view of the decisions in the California and Oakland cases. 
But if room for doubt remains, it is altogether removed by the consid- 
erations of policy and history to which we have referred. We turn 
accordingly to the statutory setting. 

In several sections, for example, Secs. 15, 16, 17, 20 and 21 (pur- 
suant to which this proceeding began), ‘‘other persons’’ as well as 
common carriers by water either are made subject to affirmative duties 
or are prohibited from engaging in certain activities. 

Sec. 15 requires filing of specified agreements or memoranda with 
the commission and exempts from the operation of the antitrust laws 
arrangements made by carriers and ‘‘other persons’’ among themselves 
or with one another which have been filed with and approved by the 
commission. The commission is given the power to disapprove, cancel 
or modify, among others, any agreement which it finds to be unjustly 
discriminatory or unfair as between carriers, shippers, exporters, 
importers or ports, or between United States exporters and their foreign 
competitors; or to operate to the detriment of the commerce of the 
United States; or to be in violation of the act. Obviously agreements 
or understandings between forwarders or between forwarders and 
shippers or between forwarders and carriers may be disciminatory in 
such a way as to violate the provisions of Sec. 15. Moreover, since 
forwarders arrange the terms of carriage for shippers with carriers, 
they may be the active agents who bring about the very types of 
agreement or arrangement the section contemplates the commission 
shall have power and opportunity to outlaw. Consequently jurisdiction 
by the commission over forwarders would seem essential to effectuate 
the policy of the act and the absence of jurisdiction well might prevent 
giving full effect to that policy. 
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Section 16 forbids various forms of discrimination, as well as other 
practices, on the part of any common carrier by water ‘‘or other 
person,’’ which an independent forwarder readily may commit or 
induce. It is suggested, however, that whatever discriminations might 
be practiced necessarily would be in pursuance of an agreement 
between a carrier and a forwarder who, it is well to point out again, 
acts as agent of the shipper; and that since Congress has given the 
commission jurisdiction over the carriers, it is to be presumed that 
such jurisdiction was thought to be sufficient. 

Whether or not the premise is correct, the conclusion does not 
follow. That the commission may have jurisdiction over one of the 
two parties to a discriminatory agreement or arrangement hardly 
means that it shall not have jurisdiction over both. Indeed, unless 
the jurisdiction includes both, it may be ineffective as to the one 
covered; for the commission then might lack the necessary means of 
obtaining or checking upon information (cf. Sec. 21) necessary to 
ascertain the existence of a discrimination or to take other action 
commanded by the statute. Moreover, some of the practices for- 
bidden appear to be peculiarly if not exclusively susceptible of com- 
mission or inducement by forwarders, brokers and shippers’ agents, 
all specifically mentioned in the section. 

The purpose of Sec. 17, in relevant parts, is to provide for the 
establishment, observance and enforcement of just and reasonable 
regulations and practices relating to or in connection with the receiving, 
handling, storing or delivering of property. By the nature of their 
business, independent forwarders are intimately connected with these 
various activities. Here again, unless the commission has jurisdiction 
over them, it may not be able effectively to carry out the policy of 
the act. ; 

Section 20, which for the most part was copied from Sec. 15(11) 
of the interstate commerce act, forbids the disclosure of confidential 
information by a common carrier by water or other person, when the 
information might be used to the detriment or prejudice of a shipper 
or consignee, or of a carrier, or might improperly disclose his business 
transactions to a competitor. 

Finally, Sec. 21, which is immediately involved in this case, requires 
the filing of reports, records and documents relating to the business of 
persons subject to the act. 


Relationship of Forwarder 


The intimate relationship of the forwarder to both shipper and car- 
rier, essentially that of go-between, gives him not only unique sources 
of information, perhaps in its totality available to no one else, but also 
unique opportunity to engage in practices which the act contemplates 
shall be subject to regulation, some of which we have emphasized in 
quoting the statutory provisions. The statute throughout is drawn in 
very broad terms. It forbids direct or indirect accomplishment of the 
outlawed acts. It broadly covers specific practices, including false bill- 
ing, classification, weighing, and the manner of placing insurance, Sec. 
16, as well as general practices resulting in forbidden evils, Secs. 15, 17, 
which forwarders, affiliated or independent, are favorably placed to 
bring about. It mentions forwarders specifically, not only in Sec. 1, but 
elsewhere, e. g., Sec. 16, without suggestion of distinction between in- 
dependent and affiliated operators. To include the latter but exclude the 
former would be incongruous, not only for want of any such explicit 
suggestion, but because inclusion of one without the other would create 
a statutory discrimination tending in time to force out the affiliated for- 
warder and, with that achieved, to remove forwarding entirely from the 
reach of the regulatory plan. We do not believe that Congress had in 
mind such a self-defeating scheme. Almost as well might it have ex- 
empted all forwarders in the first place. Nor do we think the design of 
the act was merely by indirection to forbid carriers or their affiliates to 
act as forwarders. 

Legislative History 

The legislative history clearly supports this view, although for ex- 
plicit statement it is scanty. No discussion concerning the meaning of 
‘‘any person [not a carrier] carrying on the business of forwarding... 
in connection with a common carrier by water’’ appears except in the 
statement of the manager of the bill in the House of Representatives. 
When dealing with the breadth of the term ‘‘other person subject to the 
act,’’ he said: ‘‘Hence, if this board [the United States Shipping Board] 
effectually regulates water carriers, it must also have supervision of all 
those incidental facilities connected with the main carriers. ...’” 53 
Cong. Rec. 8276. Certainly this language is not indicative of intent to 
give a narrowly restricted scope to the definition’s coverage. Quite the 
opposite is its effect. 

The more significant legislative history, however, appears in the 
metamorphosis which this provision of Sec. 1 underwent during the 
process of enactment. A predecessor bill (H. Rep. 14337, 64th Cong.) 
worded the definition as follows: 

“The term ‘other person subject to this act’ means any person not 
included in the term ‘common carrier by water’ and carrying on the 
business of forwarding, ferrying, towing, or furnishing transfer, light- 
erage, dock, warehouse, or other terminal facilities in or in connection 
with the foreign or interstate commerce of the United States.’’ (Em- 
phasis added) As this was revised in the bill which was enacted (H. Rep. 
15455, 64th Cong.), two changes occurred, apart from adding explicit 
mention of wharfage as among the terminal services. One was to elim- 
inate the words ‘‘ferrying, towing, . . . transfer, lighterage.’’ The other 
was to substitute ‘‘in connection with a common carrier by water’’ for 
“tin or in connection with the foreign or interstate commerce of the 
United States.” 


Significance of Changes 


Had this latter wording been retained there could not have been 
the remotest basis for suggesting that independent forwarders were 
not covered, as there could have been none with reference to any of 
the other businesses or services mentioned. But, for a reason wholly 
unrelated to narrowing the class of forwarders and others not car- 
riers who had been included, the original concluding phraseology was 
changed. That language was obviously inexact when applied, as the 
shipping act did apply, to carriage by water and incidental activities. 
Taken literally, the broad wording would have included forwarders and 
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others furnishing terminal facilities in connection with shipments by 
rail. Obviously it was to eliminate this incongruity, and not to constrict 
the classes of ‘‘other persons’’ previously enumerated that this change 
was made. 

That it had no other purpose appears, moreover, from the elimina- 
tion of ‘‘ferrying, towing .. . transfer, lighterage,’’ which shows that 
when Congress wished to cut down the classes originally covered it 
did so attentively and explicitly. These eliminated persons were in- 
cluded originally, along with forwarders and others, not simply to 
reach affiliates of carriers, but broadly to provide ‘‘for equal treatment 
to all shippers and water carriers by transfer and lighterage concerns 
when forming a link in interstate or foreign commerce.’’ (Emphasis 
added.) Nothing in the hearings, the committee reports, or the debates, 
upon the original or the substituted bills, suggests either an original 
intention to restrict carrier affiliates the coverage of forwarders or 
other furnishers of terminal or ‘‘link’’ service or a later intention to 
change the initial broad coverage by so restricting it. Silence so 
complete cannot be taken as the voice of change. The original con- 
gressional purpose clearly was to reach all who carry on the specified 
activities, whether in or out of affiliation with a carrier. That purpose 
remained unaltered by anything which took place in the course of 
transition from the first to the final form in which the bill was enacted. 


California Cases 


Indeed, we held as much in the cases of California vs. United 
States and City of Oakland vs. United States, supra. The decision 
was that the Commission has jurisdiction over state and municipally 
owned businesses furnishing terminal facilities. The ruling would 
include a fortiori privately owned independent businesses of the same 
type. It would be a strange reading of the ‘‘other person’’ provision 
if forwarders alone were required to be affiliated in order to come 
within its terms, all others covered in both the original and the final 
forms of the legislative proposals being either independent or affiliated. 
Yet this is, in effect, appellees’ exact contention and the view taken 
by the district court. As has been noted, that court misconceived the 
facts in the Oakland case and thus perhaps, at the time of entry 
of its final order, the full scope and effect of our decision. At any 
rate, since Congress has indicated no intention to single out forward- 
ers for regulation only when they are affiliated with a carrier, while 


at the same time broadly covering terminal operators and others, we. 


are not free to inject such a distinction. 

What has been said disposes of the principal contentions _ and 
issues. Appellees, however, offer other arguments, founded chiefly 
in the absence of prior established administrative practice, but 
also in the history of interstate commerce legislation affecting non- 
water transportation and in “decisions relating to that legislation. 
We regard these considerations as inapposite to the problem raised 
by this case in connection with the quite different wording, cover- 
age, history and, to some etxent, policy of the shipping act, for 
reasons already set forth in part and for others briefly indicated in 
the marginal notes attached to this paragraph. 

It remains only to notice the further objections that the case 
does not involve the use of forwarders by carriers to evade regu- 
lations applicable to carriers; and that to hold independent for- 
warders ‘‘subject to the act’’ will bring them under its regulatory 
provisions, in other words, will make them ‘“‘subject to the act.’’ 

Needless to repeat, it is precisely because we think the latter 
effect is required by the consideration already set forth that our 
conclusion has been reached. Moreover, support for it is given by 
the very terms of the specific regulatory provisions cited to con- 
tradict it, as we have pointed out. The ground need not be traversed 
again. The cited provisions, like section 1, are broad and general. 
They strike at evils as likely to be perpetrated by independent for- 
warders as by any of the ‘‘other persons’’ admittedly covered by 
the act. They afford no suggestion of application narrowed to affili- 
ated forwarders or of other distinction between them and independent 
forwarders, such as invariably and in the clearest terms Congress 
has stated whenever it has dealt with forwarders by land. 


Congress ‘‘Knew What It Was About’’ 


The common sense of all this, of course, is that Congress knew 
what it was about in both instances. We cannot ignore its repeated 
demonstrations of that fact. To do so would be to rewrite the statute, 
injecting limitations of affiliation no more rightfully within our func- 
tion than inserting others of physical participation in the transporta- 
tion service proper or of financial responsibility for it. These ad- 
mittedly cannot go in, although there would be as much warrant for 
adding them as for putting in affiliation. 

Statutes may be emasculated as readily and as much by unau- 
thorized restricted reading as by one unduly expansive. And the 
wisdom of the regulation of forwarders with the corresponding re- 
striction of competitive freedom in the business is the concern of 
Congress, not of this court. We leave the statute as Congress enacted it. 

It is inherent in the view we take of the statute that more is 
involved than merely a carrier’s attempt to immunize itself against 
the act’s penalties by using a forwarder to evade the regulations 
made binding on carriers. In that respect forwarders are obviously 
no different from other persons, for the act does not permit such 
evasion by a carrier whether through the use of forwarders or any 
other persons. What is more important is that the act is designed 
and in terms undertakes not only to prevent such evasion by carriers 
through denying them immunity when they hide behind forwarders; 
it also denies immunity to the forwarders themselves when they com- 
mit the acts or practices carriers and others subject to the act are 
forbidden to perform. 

The judgment is reversed and the cause is remanded for further 
proceedings in conformity with this opinion. 

Mr. Justice Jackson took no part in the consideration or decision 
of this case. 


Dissenting Opinion 
In the dissenting opinion Justice Frankfurter contended 
that Congress did not regulate “forwarders” in the shipping 
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act but that it regulated the “business of forwarding . 
connection with a common carrier by water.” 

Here, he continued, referring to the forwarders involved in 
the case, the forwarders “are closely connected not with the 
carrier but with the shipper.” In part, he said: 


2. 2a 


The case is this The business of these appellees is to negotiate on 
pehalf of shippers for shipping space and to make the necessary admin- 
istrative arrangements for the carriage of goods. They have no part in 
the physical process of moving goods. They have no corporate, physi- 
cal, or financial tie with the carriers. The sole question here is whether 
such business has been brought under the regulatory scheme of the 
act. 

The shipping act has been on the statute books since 1916. Yet not 
until 1942 did the agency charged with the duty of enforcing the act 
deem forwarders of this type to be covered by it. The scope of its 
legislation is, of course, for Congress to determine and not for the en- 
forcing agency. Inaction, no matter how consistent and long-continued. 
cannot contract the reach of a statute. But much has properly been 
said about the important significance which attaches to the meaning 
given a statute by those whose duty it is to enforce it and who are 
deemed especially equipped to breathe life into inert language. Just as 
assumption of jurisdiction by an administrative agency for a long period 
of time goes a long way to prove that powers exercised were impliedly 
given, see United States v. Midwest Oil Co., 236 U. S. 549, a consistent 
and unexplained failure to exercise power not obviously conferred by 
legislation may be equally persuasive that the power claimed was never 
conferred. It is not to be presumed that for decades officials were either 
ignorant of the duties with which Congress charged them or derelict 
in their enforcement. 

A consideration of the language of the legislation in its proper 
setting makes it abundantly clear that the failure of the Commission 
and its predecessor for more than twenty-five years to exercise the 
authority which it now claims was due neither to ignorance nor to 
indifference. The explanation that would spontaneously occur to one 
for such administrative practice is, I believe, the right one: the power 
was not exercised because Congress did not grant it. ... 


What Definition Means 


When, then, is forwarding ‘in connection with a common carrier 
by water’’? That term may mean a business or financial connection; 
it may mean a physical connection, i. e., the mutual handling of goods; 
it may mean both. Or it may mean any share in the process of offering 
of goods for water shipment. This last construction would mean that 
the restriction could have been included only for the purpose of exclud- 
ing forwarders like these but concerned with shipment by rail. Such 
is the commission’s essential argument, that the phrase is merely a 
saving clause against its application to forwarders dealing with land 
carriers. To suggest that such a roundabout method was used for the 
purpose of saying that this statute was not impliedly intended as an 
amendment to the familiar interstate commerce act, 24 Stat. 379, 49 
U. S. C. Sec. 1, amendments to which have always been designated as 
such, the administration of which was vested with a different commis- 
sion, the Interstate Commerce Commission, and the subject matter of 
which was completely distinguishable in the very titles of the statutes, 
is to attribute a fanciful abundance of caution, and less than common 
sense to the draughtsman. If every forwarder dealing with water 
carriers was to be covered by the act, the obvious way of covering 
them would have been simply to say ‘‘forwarders’’ without qualification. 
The commission really asks us to disregard the duty of courts to give 
effect to every phrase used by Congress. The construction which is 
now accepted means that ‘‘in connections with a common carrier by 
water’’ are perfectly superfluous words and are to be deleted. 

Significance must be given to the qualification. What more reason- 
able than to hold that this phrase means those forwarders who are 
so closely tied to the business of the water carrier, by corporate, finan- 
cial, or physical union, as to make regulation of them appropriate in 
order to control effectively the carriers with which they are affiliated? 
Such a forwarder is really a part of the process of carrying. -Here the 


forwarders are closely connected not with the carrier but with the 
shipper. 





i. C. Permitted to Intervene 
in Chicago River Railroad Suit 


_ Federal Judge E. R. Shaw, of Chicago, has granted a peti- 
tion of the Interstate Commerce Commission to intervene in 
the injunction suit filed February 12 by the Baltimore & Ohio 
Railroad Co. and seven other railroads against the Chicago 
River & Indiana Railroad Co., asking for a restraining order 
to end “unlawful” operating practices (see Traffic World, 
Feb. 16, p. 459). The Commission “has an interest sufficient 
to warrant it to become a party” to the suit, Judge Shaw ruled. 
He denied a petition of Armour & Co. to intervene. 

On the motion for a preliminary injunction, Judge Shaw 
has ordered counsel for all parties to file short briefs and agreed 
statements of facts by February 26. 

The suit is an outgrowth of changed operating vractices 
on the River Road, following settlement of a recent dispute 
between the road, owned by the New York Central Railroad 

0., and the Brotherhood of Railroad Trainmen. Since Febru- 

ary 1, 1946, the eight railroads claim, the plaintiffs are no 
onger permitted to move their stock cars with their own crews 
over the River Road, at an agreed-upon price of $1 a car, but 
that Such cars are being moved by power and crews of the 
lver Road, at a charge of $12.96 a car. 
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The Commission maintained that denial of asserted track- 
age rights by the New York Central and its subsidiary, the 
River Road, was a violation of an order issued May 16, 1922. 





Mechanics of Motor Carrier Service 
Company Not Subject to I. C. C. 


Supreme Court affirms lower courts in holding me- 
chanics of carrier's separate service corporation not 
exempt from fair labor standards act. Justice Doug- 
las, Frankfurter and Rutledge dissent, viewing me- 
chanics’ work as part of carrier operation 


The Supreme Court has affirmed the judgment of the 
United States Circuit Court of Appeals, sixth circuit, granting 
an injunction sought by the Administrator of the Wage and 
Hour Division, U. S. Labor Department, to enjoin Anna M. 
Boutell and Carroll M. Boutell, doing business as F. J. Boutell 
Service Co. from violating the maximum hours provisions of 
the fair labor standards act of 1938, in No. 73, Anna M. Boutell 
and Carroll M. Boutell, doing business as F. J. Boutell Service 
Co. vs. L. Metcalfe Walling, Administrator of the Wage and 
Hour Division, United States Department of Labor, on writ 
of certiorari to the United States Circuit Court of Appeals 
for the Sixth Circuit. 

Anna M. and Carroll M. Boutell, said the court, were two 
of four partners doing business as F. J. Boutell Service Co., 
the other two not having been subject to the jurisdiction of 
the federal district court, eastern Michigan district, where 
the suit was brought. It said the four partners were the sole 
stockholders of the F. J. Boutell Drive-Away Co., Flint, Mich., 
engaged in the transportation of automobiles and army equip- 
ment. 

Employes of the service company involved in the suit were 
mechanics engaged in greasing, repairing, servicing and main- 
taining the transportation equipment owned and operated by 
the drive-away company, said the court, adding that the parties 
had stipulated and the trial court had found that the service 
company was engaged exclusively in rendering such service 
to the drive-away company and such corporation “is an entity 
separate and distinct from” the service company. Continuing, 
the court said: 


The case presents two questions: (1) Whether the employes of the 
service company are ‘‘engaged in any retail or service establishment 
the greater part of whose selling or servicing is in intrastate com- 
merce’’ within the meaning of the exemption clause, section 13 (a) 
(2); and (2) whether they come within the exemption clause, section 
13(b) (1), which exempts from section 7 of the act (fair labor standards 
act) ‘‘any employe with respect to whom the Interstate Commerce 
Commission has power to establish qualifications and maximum hours 
of service pursuant to the provisions of section 204 of the motor carrier 
act, 1935.’’ 52 Stat. 1068, 29 U. S. C., section 213(b)(1). The district 
court rules against petitioners on both questions and granted the injunc- 
tion sought by the Administrator. The Circuit Court of Appeals affirmed 
on both grounds. 148 F. 2d. 329. We agree with those conclusions. 


The amended findings of fact agreed to by the parties in- 
cluded the statement that the petitioners’ employes “involved 
in this proceeding are mechanics engaged in greasing, repair- 
ing, servicing and maintaining the transportation equipment 
owned and operated by F. J. Boutell Drive-Away Co... .” 
said the court, adding that no claim was made that these em- 
ployes were not engaged in interstate commerce within the 
meaning of section 7 of the fair labor standards act, and that 
they were well within the requirement that they be “actually 
in or so closely related to the movement of the commerce as 


to be a part of it.”’ The court cited McLeod vs. Threlkeld, 319 
U. S. 491, 497. 


In answer to the first question, continued the court, the 
record showed that these employes did not come within the 
exemption stated in section 13 (a) (2) because their employer, 
the service company, supplied its services, including their 
services, exclusively to the drive-away company which in turn 
used those services in interstate commerce. It continued: 


Accordingly, the employes of the service company are not engaged 
in a retail or service establishment within the meaning of section 
13(a)(2) as interpreted in Roland Electrical Co vs. Walling, No. 45, 
decided January 28, 1946, and Martino vs. Michigan Window Cleaning 
Co., No. 21, decided February 4, 1946. Furthermore, substantially all 
of the servicing done by the service company is thus done in inter- 
state commerce, whereas section 13(2) requires the greater part of 
it to be done in intrastate commerce if the employes rendering it are 
to be exempted under that provision. 


The court said the question whether the service company 
employes were to be exempted by virtue of section 13 (b) (1) 
turned on whether the Commission had the “power to estab- 
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lish’” maximum hours of service for them under section 204 (a) 
(1) (2) or (3) of the motor carrier act. 

“Whatever may be the precise scope of the Commission’s 
‘power to establish’ hours of service, we hold that the Com- 
mission does not have that power over the men here concerned 
because the Commission’s jurisdiction is limited to employes 
of ‘carriers’ and the record here shows that the men in ques- 
tion are employes of the service company, which is not a car- 
rier, rather than of the drive-away company, which is a car- 
rier,” said the court. “This is true although the work these 
employes do is all supplied to the drive-away company through 
the service company.” 

In the absence of power in the Commission to establish the 
maximum hours of service of these employes, said the court, 
the provisions of the fair labor standards act as to their max- 
aed hours of employment remained applicable to them. It 
added: ; 


The Interstate Commerce Commission has written many decisions 
defining the limits of its authority to prescribe qualifications and 
maximum hours of service for employes of motor carriers under section 
204 (a) (1) (2) (3), but throughout these decisions it apparently has 
assumed that its jurisdiction is limited to employes of ‘‘carriers’’ which 
in turn are under the jurisdiction of the Commission. It has, for 
example, recognized its power to establish maximum hours of service 
for automobile maintenance mechanics of ‘‘carriers’’ but at the same 
time has said: . 

“By far the larger proportion of the carriers subject to our juris- 
diction operate less than 10 vehicles and do not employ mechanics 
to repair their vehicles, but on the contrary have such work done in 
commercial garages. We have, of course, no jurisdiction over employes 
working in commercial garages. Ex Parte No. MC-2, In the Matter 
of Maximum Hours of Service of Motor Carrier Employes, 28 M. C. C. 
125, 132.’’ 


The wage and hour administrator had interpreted section 
13 (b) (1) of the fair labor standards act consistently with the 
interpretation given to it by the Commission, said the court, 
adding that the interpretation of this act by each of these 
agencies was entitled to great weight. It cited United States 
vs. Amer. Trucking Ass’ns, 310 U. S. 534, 549. 

Citing also Southland Gasoline Co. vs. Bayley, 319 U. S. 
44, the court said it was not necessary to determine what kind 
of a carrier the drive-away company was or even whether it 
was a carrier within the meaning of the motor carrier act be- 
cause the employes involved in this case were not its employes. 
Similarly, continued the court, it was not necessary to deter- 
mine which of the employes of the service company did work 
that affected the safety of the operation of motor vehicles 
because that classification applied to employes whose hours 
were regulated by the Commission, and not to those whose 
a regulated by the fair labor standards act. It con- 
tinued: 


For these reasons we find that petitioners’ employes come within 
the coverage of the fair labor standards act of 1938 and not within 
the exemptions stated in either section 12(2)(2) or section 13(b)(1) of 
that act, and the judgment of the Circuit Court of Appeals, there- 
fore, is affirmed. 


Justice Jackson took no part in the consideration or de- 
cision of the case, said the court. 


Justice Douglas wrote a dissenting opinion, in which he 
was joined by Justice Frankfurter and Justice Rutledge. Citing 
MC-2, supra, also in support of his dissent, Justice Douglas 
said the affiliated garage was not like an independent commer- 
cial garage, still a part of the carrier’s business—no more sep- 
arate or distinct than any other department. While the exemp- 
tion under section 13 (b) (1) might not be a wise one, he said, 
“we must take the law as it is written.” 


MILWAUKEE, ROCK ISLAND APPEAL HEARINGS 


The United States Circuit Court for the seventh judicial 
circuit will hear arguments supporting appeals from orders of 
federal court approving plans of reorganization for both the 
Rock Island and the Milwaukee railroads. 

Four appeals in the Rock Island case will be heard April 
11, at 1212 Lake Shore Drive, Chicago, and the remaining two 
on April 12. The Milwaukee hearing will also be held April 12. 


CHANGES IN DOCKETS 

Hearings in MC 106248 and MC 104960, Sub. 2, assigned for February 
27, at Jackson, Miss., were postponed to a date to be fixed. 

Hearing in MC 86931, Sub. 10, assigned for February 28, at Colum- 
bus, O., was cancelled. 

Hearing in MC 73449, Sub. 32, assigned for February 28, at Indian- 
apolis, Ind., was cancelled. 

Hearing in MC 61598, Subs. 27 and 29, and MC 17820, Sub. 15, 
assigned for March 1, at Greenville, S. C., were postponed indefinitely. 

Hearing in MC 61741, Sub. 16, assigned for March 2, at Detroit, 
Mich., was advanced to March 1, at Hotel Fort Shelby, Detroit, Mich., 
before Jt. Bd. 76. 





TRAFFIC WORLD 
























































REGULATION OF COMMON CARRIER 


(Supreme Court of North Dakota.) The Public Service Com- 
mission before granting certificate of public convenience and 
necessity and permit to become a special common motor carrier 
to transport certain goods was required to take into considera- 
tion existing travel upon the highways, the increased cost of 
maintaining highway concerned, and convenience and necessity 
of public as distinguished from that of an individual. R. C. 1943, 
49-1810. 

If public convenience and necessity is shown, Public Service 
Commission before granting certificate of public convenience and 
necessity and permit to become a special common motor carrier 
to transport certain goods must consider also whether facilities 
already existing or which could be furnished by railroad serving 
the territory were reasonably adequate for needs and demands of 
the territory. R. C. 1943, 49-1810. 

The primary jurisdiction to determine whether application 
for a certificate of public convenience and necessity and permit 
to become a special common motor carrier to transport certain 
goods should be granted was with Public Service Commission, 
and if preponderance of evidence supported Commission’s find- 
ings, court would not substitute its judgment for that of the 
Commission. R. C. 1943, 49-1810. 

Under statute, Public Service Commission could grant a 
special common motor carrier permit authorizing holder to serve 
inhabitants of territory described in permit by transporting for 
them goods of character specified in the permit in less than 
truckload lots to places outside of the territory, or to bring for 
them such goods from places outside of the territory, and against 
contention that holder’s service should be limited to places speci- 
fied in the permit. R. C. 1943, 49-1801, 49-1810, 49-1812, 49-1813. 

The creation of a zone in granting permit to become a special 
common motor carrier to transport certain goods is a matter 
primarily within jurisdiction of the Public Service Commission. 
R. C. 1943, 49-1810. 

Fact that a city within zone created by Public Service Com- 
mission, in granting a permit to become a special common motor 
carrier to transport goods, was situated upon a railroad, did not 
prevent Commission from determining there was a public neces- 
sity and convenience demand for the whole zone. R. C. 1943, 
49-1810. 

That a city within zone created by Public Service Commis- 
sion in granting permit to become a special common motor car- 
rier to transport goods had ample transportation services fur- 
nished by railroad upon which it was situated, or which could 
be furnished by the railroad, did not prevent Commission from 
considering public necessity and convenience for commodities 
demanded by residents of city and for which railroad services 
were not adequate. R. C. 1943, 49-1810. 

On application for a permit to become a special common 
motor carrier to transport goods in less than truckload lots to 
places outstde of the territory specified in permit, or to bring 
for the inhabitants thereof such goods from places outside of 
territory, evidence to show public necessity and convenience for 
entire zone or territory may be obtained from any source avail- 
able. R. C. 1943, 49-1801, 49-1810. 

In prescribing powers and privileges of one granted a pel- 
mit to become a special common motor carrier to transport 
goods. Public Service Commission must take into considera- 
tion transportation services available from railroad company, 
whether it is for city within zone prescribed in special permit 
which is located on the railroad, or for remainder of the zone. 
R. C. 1943, 49-1810. 

Where there are existing parallel lines of service adequate 
in their nature, such existing lines of service must be con- 
sidered favorably by Public Service Commission in acting 0 
application for permit to become a special motor carrier t0 
transport certain goods. R. C. 1943, 49-1810. 

On application for permit to become a special commo! 
motor carrier to transport goods, Public Service Commissio?, 
in determining adequacy of existing transportation, could take 
into consideration that during last few years, owing to great 
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emergency caused by the war, the traffic demand upon railroad 
facilities and equipment was so great the service rendered was 
affected to some extent, even though Commission considered 
the emergency as temporary. R. C. 1943, 49-1810, 49-4814. 

If condition on which Public Service Commission grants 
“a permit to become a special common motor carrier to trans- 
port goods is an emergent one because of the war, the Com- 
mission has power to discontinue special permits if the emer- 
gency disappears and there is no longer public necessity. R. C. 
1943, 49-1810, 49-1814, 

The Supreme Court will take judicial notice of fact that 
the Northern Pacific Railway Company has service lines of 
branch lines of road running from the main branch from 
Jamestown to Leeds and that the territory north of McClusky 
is serviced by the main line of the Soo Railroad running in a 
northeasterly and northwesterly direction. 

A special common motor carrier permit must not allow 
duplication of service already furnished by existing transporta- 
tion facilities, when such facilities are reasonably adequate for 
the community or, if found to be inadequate, would not be 
remedied so as to make existing facilities reasonably adequate 
to needs of the community. R. C. 1943, 49-1810. 

Order of Public Service Commission granting special cer- 
tificate authorizing motor freight service of specified goods in 
McClusky and vicinity in truckload and less than truckload 
lots was too broad, in that it permitted competing service 
parallel to adequate railroad service already in operation, and 
was modified so as to exclude duplicate service on lines of the 
railroad. R. C. 1943, 49-1810, 49-1814. (In Re Hanson, 21 N. W. 
Rep. 2d 341.) 
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LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas. San Antonio.) In action 
by shipper against carrier for damages for loss of articles, evi- 
dence supported finding that valuable articles alleged to have 
been lost were delivered by shipper to the carrier. 

Weight of evidence was for trier of facts. 


In action by shipper against carrier for damages for loss 
of valuable articles delivered for transportation and storage, 
evidence supported finding that the valuable articles were lost 
as a result of negligence of employes of carrier. ) 

Under the Interstate Commerce Act, an express agency 
which takes goods for interstate shipment is liable for any loss, 
damage, or injury to such property caused by it, except that 
a shipper cannot recover a greater value than that placed on the 
goods at time they were turned over to agency for transporta- 
tion. Interstate Commerce Act Sec. 20 (11), as amended, 49 
U.S. C. A. Sec. 20 (11). 


Provision of uniform express receipt that carrier would not 
be liable for articles of unusual value unless listed on receipt 
was invalid as an attempt of carrier to limit its liability in man- 
her prohibited by Interstate Commerce Act, where carrier han- 
dled goods of extraordinary value. Interstate Commerce Act, 
Sec. 20 (11), as amended 49 U. S. C. A. Sec. 20 (11). (Rail- 
way Express Agency vs. Hueber, 191 S. W. Rep. 2d 710). 

(Circuit Court of Appeals, Eighth Circuit.) A railroad may 
by contract exempt itself from liability for damages to buildings 
or structures upon right of way due to fires, though fires are 
attributable to its own negligence. 

Ordinarily a common carrier is an insurer against loss as 
to all property committed to it for transportation, but, where 
shipper is offered a choice of rates and intelligently and freely 
chooses lower rate conditioned upon his agreeing to stipulated 
valuation of property in case of loss, he cannot recover more 
than such value. 

_ In making contracts, not in its capacity as a common car- 
tier, but as an owner of property, railroad company leasing such 
Property to others is not subject to any different rule of law 
than that applicable to other property owners. 

_,..hough a railroad is a common carrier, strict rule of 
liability for loss of or damage to property intrusted to it for 
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transportation, making carrier an insurer, is not applicable to 
all its acts or activities. 

Burning over railroad’s right of way constituted “mainte- 
nance” and railroad was not acting as common carrier so as 
to be subject to strict rule of liability for damages from fire 
to nearby warehouse. 

Property must be delivered into hands of carrier and ac- 
cepted by it before it becomes liable as a common carrier. 

Though carrier loads inanimate or ordinary freight ten- 
dered in less than carload lots, shipper should load carload 
freight where for his convenience the car is placed at his ware- 
house or on public team tracks. 

One may contract against liability for damages resulting 
from his own negligence unless such damage involves breach 
of public duty or duty imposed by law. 

Railroad in making a contract as to property located on 
its right of way acts in a private capacity and not as a “‘com- 
mon carrier,” and in such capacity owes no duty to public to 
exercise care, and may exact its own conditions as to occu- 
pancy. 

Where railroad contracts as to property located on its 
right of way, public has no interest in which of the contracting 
parties shall suffer for loss, as affecting railroad’s right to limit 
its liability for negligence. 

Where railroad leased part of its right of way to private 
warehouseman for grain elevator, lessee’s assignment of lease 
with railroad’s consent to operator of public warehouse was 
not a new lease as affecting validity of provision exempting 
railroad from liability for damages to buildings on leased prem- 
ises. Minn. St. 1941, Sec. 230.01 et seq. 

A contract between public warehouse and railroad for use 
of site along right of way, entered into as result of negotiations 
rather than of legal proceedings, such as lease exempting rail- 
road from liability for damages to buildings on leased premises, 
does not violate public policy of Minnesota. Minn. St. 1941, 
Sec. 230.01 et seq. 

“Public policy” of a state, as affecting validity of contracts, 
means the law of the state, whether found in the Constitution, 
the statutes, or judicial records. 

Under railroad’s lease of part of right of way for grain 
elevator, providing that lessee should not have any claim against 
lessor for damages to buildings on leased premises, rights of 
persons storing grain in elevator were not affected so as to 
make the exemption invalid as violating carrier’s common law 
obligation to the public. 

The possibilitv of performing a contract in an illegal man- 
ner will not render it unenforceable as contrary to public 
policy where the illegality does not appear on face of the in- 
strument. 

The farmers’ co-operative exchange was licensed as a pub- 
lic warehouse does not preclude it from storing its own grain. 

In absence of evidence that any carriers subiect to Inter- 
state Commerce Act. other than defendant railroad. served par- 
ticular village, reviewing court must assume that there were 
no others, since burden of proof was on plaintiffs. Interstate 
Commerce Act Secs. 2. 20 (11). 49 U. S. C. A. Secs. 2. 20 (11). 

A lease of part of railroad right of way for grain elevator, 
requiring freisht to or from the premises to be routed for the 
greatest possible distance over lessor’s system, so far as lessee 
could legally control shipping, was not illegal as in effect grant- 
ing a rebate or preference to lessee, in absence of showing that 
rental was inadequate. Interstate Commerce Act Secs. 2, 20 
(11). 49 U. S. C. A. Sees. 2, 20 (11). 

Where lease of nart of railroad right of way for grain ele- 
vator, exempting railroad from liabilitv for damages, was not 
void on its face, plaintiffs suing railroad had burden of proving 
illegality of the contract. 


A lease of part of railroad right of way for grain elevator, 
exempting railroad from liability for damages to buildines on 
leased premises, precluded recovery by fire insurers of co- 
operative exchange to which the lease was assiened, as sub- 
rovees, for damages from fire in elevator allegedly caused by 
railroad’s negligence. (Michigan Millers Mutual Fire Insurance 
Company vs. Canadian Northern Railway Company, 152 Fed. 
Rep. 2d. 292). 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Tennessee.) In action against a tele- 
graph company for failure to deliver a telegram respecting 
the purchase of apples for the sender, evidence justified a find- 
ing that the telegram had never been delivered to the ad- 
dressee. 

A telegram ordering the addressee to hold certain varieties 
of apples for the sender at a certain price, wiring a deposit and 
ordering the loading as soon as possible, was sufficient to in- 
form the telegraph company of the nature and importance of 
the transaction so as to authorize the recovery of substantial 
damages on failure of company to deliver the teiegram. 

A telegraph company, which holds itself out to the world 
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as prepared to furnish rapid means of communication, must 
transmit messages promptly, and in absence of any legal ex- 
cuse, it will be liable for failure to do so. 

Evidence presented question for jury as to whether de- 
fendant telegraph company should be held liable for damages 
for failure to promptly and reasonably deliver a telegram ac- 
cepting an offer to sell apples at certain price if notified before 
fixed time. (Western Union Telegraph Company vs. Wood, 191 
S. W. Rep. 2d 531). 





Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con. 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern Texas district, Tyler division, at Tyler. Fines to- 
taling $1,550 were imposed on Robert G. Claer, of Longview, 
Tex., John Warren, and William S. Vestal, both of Overton, 
Tex., and on J. C. Wynne, of Tyler, following entry by Claer, 
Warren and Vestal of their respective pleas of guilty to sep- 
arate informations, and following the entry by Wynne of his 
plea of nolo contendere to each of the informations, charging 
them with violations of Part II of the Interstate Commerce act. 
In three separate cases, the defendant Robert G. Claer was 
fined $300. The defendant John Warren was fined $200, the 
defendant William S. Vestal was fined $150, and the defendant 
J. C. Wynne was fined a total of $900 in the three cases. The 
fines were paid in full. The defendnats, Claer, Warren and 
Vestal were each charged in separate informations with op- 
erating as a common carrier of property without a Commission 
certificate and the defendant Wynne, a shipper of oil-well 
drilling equipment, was charged in each of the informations 
with aiding and abetting the respective carriers in the commis- 
sion of such offenses, by means of entering into fictitious leas- 
ing arrangements with the carriers in order to make it falsely 
appear that the transportation actually performed by the ve- 
hicle owners was performed by the defendant shipper as a 
private carrier of its own property. 

Northern California district, southern division, at San Fran- 
cisco. In proceedings instituted by the Commission, a perma- 
nent mandatory injunction was granted requiring San Fran- 
cisco Warehouse Co., San Francisco, a Class I common carrier 
of property, to comply with Commission orders relating to 
filing of annual and quarterly reports. The injunction directed 
the warehouse company to file annual and quarterly reports of 
its revenues, expenses, and statistics with the Commission in the 
future, so long as it should continue to be a Class I motor car- 
rier of property, at such times and for such periods as the Com- 
mission’s orders should require. 


Bill Authorizing Ship Operation 
by Alaska R. R. Is Reported 


The House committee on the territories has reported 
H. R. 4731, authorizing the government-owned Alaska Rail- 
road to extend its services by operating seagoing vessels be- 


a the Territory of Alaska and the continental United 
tates. 


The committee, in its report, reproduced the text of a 
letter addressed to its chairman, Representative Peterson, of 
Georgia, by Acting Secretary Chapman, of the Interior Depart- 
ment, advocating enactment of the bill for reasons stated, in 
part, as follows: 


Steamship service of private carriers between the States and 
Alaska has long been unsatisfactory, although the rates have been 
substantially higher than for comparable service elsewhere. The ships 
used have been old and of poor quality and irregular in their opera- 
tions. Rates have been repeatedly increased, and the excessiveness 
of these rates has been made the subject of territorial legislative appeals 
to the Federal Government. Rates were increased in 1937, in 1940, 
and again in 1942. 

Largely because of these excessive rates, the cost of living in 
Alaska is substantially higher than in the United States. A study made 
in 1940 indicated that in comparison with Washington, D. C., the 
cost of living was 36 per cent higher in Ketchikan, 39 per cent higher 
in Petersburg, 49 per cent higher in Juneau, 60 per cent higher in 
Sitka, 76 per cent higher in Cordova, 89 per cent higher in Anchorage, 
and 109 per cent higher in Nome. These higher costs are primarily 
the result of high freight rates inasmuch as almost all consumer goods 
must be brought in from the States. 

Since 1942 the War Shipping Administration has been operating 
these ships, and now that the war is over it is proposed to turn them 
back to the private operators. The American private operators formerly 
were three in number: The Alaska Steamship Co., which operated 
throughout Alaska, the Northland Transportation Co., and the Alaska 
Transportation Co., both of which operated only between Seattle and 
southeastern Alaska. Recently the Alaska Steamship Co., the largest 
of the three operators, acquired the Northland Transportation Co. This 
action has placed it in a position to obtain a virtual monopoly of all 
Alaska shipping as the Alaska Transportation Co. operated only two 
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small ships, each capable of carrying but 12 passengers and a limited 
quantity of freight. 

The steamship companies claim that they cannot take their ships 
back from the Government and maintain service under existing freight 
rates and passenger fares. On their behalf, therefore, the War Ship- 


ping Administration has petitioned the Maritime Commission for in-, 


creases. The hearings on this petition were commenced on yery short 
notice despite the protests of the people of Alaska, and of various 
Government agencies concerned with Alaska, including this Department, 
At the first session of these hearings, held in Seattle on November 
27, the president of the Alaska Steamship Co. testified that if freight 
rates alone were to be increased, his company would require an increase 
of 161 per cent over 1939 rates or 108 per cent over present rates, 
but that if passenger rates as well as freight rates were increased, 
the increase would need to be only 99 per cent over 1939 rates or 
65 per cent over present rates. 

It is obvious that any such increase would send the cost of living 
in Alaska to such heights that it would stop completely the develop- 
ment of the Territory and would cause the withdrawal from Alaska 
of many of the people now living there. 

The proposed increase in transportation rates would levy a burden 
of approximately $8,000,000 annually on the public of Alaska, and 
would also be reflected in greatly increased costs to the many 
Government agencies now operating in Alaska. These increased costs 
would necessarily require additional appropriations unless all Govern- 
ment services were to bedrastically curtailed. 

It was a somewhat similar situation in the early years of this 
century which made it unavoidable for the Federal Government, if it 
was to safeguard the tremendous national asset of Alaska, to build and 
subsequently to operate the Alaska Railroad. At that time it was 
recognized that in the problem of transportation between the States 
and Alaska the water route and the rail route are links in a single 
chain (see the statement of Senator Ashurst, one of the proponents 
of the bill, in 51 Congressional Record, p. 444). It seems obvious 
that the development of Alaska cannot follow any planned or orderly 
course if transportation costs are to be subject to frequent and drastic 
increases with the economic dislocations that necessarily accompany 
them. It would clearly be in the national interest to provide a cushioning 
effect, and this can best be accomplished by authorizing the Alaska 
Railroad to extend its transportation service down to the States. 

The Alaska Railroad has for years been operating freight- and 
passenger-carrying vessels on the Yukon and Tanana Rivers, carrying 
cargoes vast distances within the Territory.... 

I am convinced that the time is particularly opportune for the 
enactment of H. R. 4731 inasmuch as the development of Alaska, which 
now more than ever before is a matter of real importance to the 
national defense and economy, would be promoted by such legislation. 
Moreover the availability of a great number of surplus ships built 
during the war would greatly reduce the cost of carrying out the 
purposes of the bill, and the enactment of the bill, in turn, would 
afford an unusual opportunity to put some of these surplus vessels 
to good use.... 





M.C., W.S. A. Appropriation Cutbacks 
Proposed in New Rescission Bill 


The House committee on appropriations has reported the 
second supplemental surplus appropriation rescission bill, 1946, 
further reducing by a total of $737,068,000 the appropriations 
that had been made for the current fiscal year for the Maritime 
Commission and. the War Shipping Administration and that 
had been reduced earlier by the first surplus appropriation bill, 
passed by Congress and signed by the President. 

With respect to the Maritime Commission and the W. S. A., 
the committee added $93,234,000 to additional rescissions pro- 






posed by the Bureau of the Budget. It said it had increased | 


by $16,585,000, or to $375,000,000, the rescission recommended 
as to the revolving fund of the W. S.A. which, the committee 


noted, was employed to finance operational functions normally | 


a responsibility of the Maritime Commission. 

“The committee has added $1,649,000 to the rescission 
proposed in the Budget’s submission of the Maritime training 
fund, because it doubts very much if the training levels pro- 
jected for the remainder of the fiscal year can be inaintained,” 
said the committee in its report. 

Thus, the Maritime training fund appropriation was reduced 
by a total of $2,000,000. 

The Budget proposed a cutback of $25,000,000 in the W. S. A. 
marine and war risk insurance fund (revolving fund), and the 
committee added to that reduction $35,000,000, to make it 
$60,000,000. 

“Of the contractual authority available to the U. S. Mari 
time Commission for the construction of ships and facilities,’ 
said the committee, “the committee considered a proposal for 


the repeal of $420,079,000. It proposes to aid to such amount | 


$39,921,000, which, the probabilities are, will not be needed for 


obligation before the close of the current fiscal year, if at all, | 


depending upon future developments regarding the size and 
type of the merchant marine it will be in the public interest 
to maintain.” 


It added that, of the Maritime Commission’s cash construc- | 


tion fund, which was for satisfying obligations incurred under 
the contractual authorization, $39,921,000 was recommended 
for rescission beyond the amount the Budget had proposed, 
which was $260,068,000. 
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Senate I. C. Committee Resumes 
Rail Insolvency Hearings 


Seeks data to compare operations of roads in re- 
ceivership with those not in that status, in connection 
with S. 1253, the so-called Mahatffie bill to remove 
actually solvent roads from receiverships and trus- 
teeships. Seaboard trustee reviews financial opera- 
tions and C. M. & St. P. protective committee chair- 
man testifies 


Financial operations of railroads in receivership and those 
not in that status were compared as the Senate interstate com- 
merce committee resumed hearings, February 26, on a revised 
S. 1253, the so-called Mahaffie bill intended to facilitate rail- 
road debt adjustment and provide for removal from receivership 
or trusteeship of railroads nominally insolvent but actually 
solvent (see Traffic World, February 23, p. 541). 

Senator Wheeler, of Montana, chairman of the committee 
presided as the committee heard the testimony of Henry W. 
Anderson, receiver of the Seaboard Airline railway, and E. 
Stanley Glines, chairman of a protective committee for holders 
of Chicago, Milwaukee, St. Paul and Pacific 5 per cent bonds. 

Saying that many railroads out of receivership had re- 
funded their debts without recourse to new security issues, 
Senator Wheeler asked Mr. Anderson why those in receiver- 
ship could not do the same. Mr. Anderson said there were 
various. obstacles because of court procedures and the diffi- 
culties of separating funds derived from different holdings. 
Holders of sequestered bonds often objected to the use of funds 
derived from their holdings for use in buying other bonds, he 
said. 

“If I were running the Pennsylvania railroad I would not 
—_ ” ask any bondholders if certain bonds could be bought,” 

e said. 
_ Following a discussion of Seaboard refinancing projects 
Senator Wheeler commented that there was no excuse why 
railroad trustees could not have refunded debts at lower rates 
in view of the lower interest rates prevailing around the 
country. 

Mr. Anderson traced the financial history of the Seaboard 
since it went into receivers’ hands in the late twenties. The 
Florida real estate boom, he said, was the beginning of sav- 
ings under the receivership, adding that the system had prac- 
tically been created anew since that time. The low point in Sea- 
board earnings, he said, was in 1932, when the net earnings were 
$208,000 and the gross $711,000. The gross revenue, he said, 
later went to $30,000,000, then down to around $7,000,000 in 
1940, $10,000,000 in 1941, and $42,000,000 later. He described 
a refunding of $24,000,000 equipment trust certificates over a 
period of three years which he said he initiated, adding that by 
obtaining a lien on the equipment the receivers were able to 
refund approximately $13,000,000 of the $24,000,000 and re- 
financed the remainder by a new issue. In effect, he said, they 
bought the equipment with certificates and at the same time 
secured the holders of the certificates, which he described as 
“disappearing securities,” by obtaining liens against the 
property. 


Seaboard Bond Purchases 


Senator Wheeler questioned Mr. Anderson about the Sea- 
board purchases of bonds of the Seaboard All Florida, the 
Georgia, Florida & Alabama, the Raleigh & Augusta and other 
issues, Mr. Anderson explaining that the receivers obtained 
court permission to offer to purchase such bonds from the hold- 
ers with the understanding that prices were later to be fixed 
by the court. Mr. Anderson recited certain difficulties in the 
sale of the bonds in this manner through court orders and 
Senator Wheeler remarked that that was one reason why the 
committee would like to take the receiverships out of the hands 
of the courts. There was no reason, said Senator Wheeler, 
why in good times railroads in receiverships should not buy 
bonds like well conducted railroads not in receivership. 

Senator Wheeler said he asked the Commission for infor- 
mation concerning the Seaboard’s methods of accounting with 
respect to “charging interest on interest” and received a reply 
one feature of which was a statement concerning the tax bene- 
fit resulting to an estate from long trusteeships. 


In response to a question Mr. Anderson said the Treasury 
had been deprived of a substantial sum because of the book- 
keeping system used by the receivers which system, he added, 
had been approved by the courts. 

Turning to the question of counsel fees for the Seaboard 
receivership, Chairman Wheeler, reading from a statement fur- 
nished by the Commission, said that from 1931 to 1945 a “cold 
one million dollars” had been asked for legal fees by the re- 
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ceivers’ principal counsel and that additional fees for legal 
services brought the total to $1,118,165. The senator remarked 
that these amounts were “unconscionable” for a road in re- 
ceivership. Mr. Anderson said the amounts of fees for legal 
counsel were determined by the courts and that he and the other 
receiver had nothing to do with them. 

Regarding his own compensation as receiver, Mr. Anderson 
explained that before he became associated with the Seaboard 
interests he had been able to make $100,000 a year in his law 
practice and that he took the receivership position with some 
reluctance after several refusals, his compensation having been 
made $24,000 a year fourteen years ago. He said that in all 
that time his remuneration was, the only one in the receiver- 
ship that had not been increased. He said he finally asked the 
court to increase his pay but left the amount to be fixed by 
the court. In that period, he said, wages on the Seaboard had 
increased $18,000,000 a year. 

Describing the Seaboard’s capital structure at the beginning 
of the receivership as the worst he had seen in all his railroad 
experience, Mr. Anderson averred that the receivers had taken 
a “broken down derelict railroad” and made it ‘‘one of the 
finest transportation agencies in the United States.”’ It was the 
first southeastern road, he said, to operate streamline trains 
and diesel locomotives. 


War Traffic a Factor 


Senator Wheeler said that while the receivers undoubtedly 
had rendered great benefits they could not have done it with- 
out the war traffic and added that the real benefit went to the 
underlying bondholders. Mr. Anderson averred that war busi- 
ness was one of the factors in the Seaboard’s growth under the 
receivership. 

“You retired some of the debt but you could have retired 
a lot more of it,” said Senator Wheeler. 

Mr. Glines, of the C. M. & St. P. protective committee said 
the problems of his road would be solved more expeditiously 
and satisfactorily if it was allowed to follow the present pre- 
scribed course and suggested that the Commission be given 
power to decide what was a fair and equitable assessment of 
security holders rather than requiring a 51 per cent majority 
assessment. He also advocated provisions for compensation of 
members of protective committees. He urged the Senate com- 
mittee to carry out its avowed intention of investigating the 
C. M. & St. P. reorganization plan. 


Anderson Wants “New” Company 


Mr. Anderson said he wanted the “new” Seaboard company 
to take over by April 1, if the Commission acted in the proceed- 
ing involving the Seaboard reorganization. 

Senator Wheeler, committee chairman, read into the rec- 
ord a letter of February 25, from Chairman Barnard, of the 
Commission, to the senator, relating, among other things the 
amounts of money disbursed to the Seaboard receivers and 
counsel for salaries or fees. The letter said the approximate 
amount of salary received or to be received for the period be- 
tween January 1, 1931, and December 31, 1945, was $510,000 
for Leigh R. Powell, Jr., receiver; $312,000 (including compen- 
sation since January 31, 1933, only) for Mr. Anderson as re- 
ceiver; and $365,000 for Harold J. Gallagher, counsel, or a 
total of $1,187,000. Adding approximate additional minimum 
amounts requested, the Commission letter said the total 
amounts to be received would be: Mr. Powell, $760,000; Mr. 
Anderson, $562,000, and Mr. Gallagher, $1,000,000, which would 
average a year, $50,677 for Mr. Powell; $43,230 for Mr. Ander- 
gon; and $66,666 for Mr. Gallagher. 


W. R. C. Cocke, counsel for the receivers, and R. P. Jones, 
chief finance officer, said the Commission letter, also requested 
$120,000 and $100,000, respectively, as compensation in addition 
to $371,500 and $273,000 previously received, which, it said, 
would bring their annual compensation to $32,767 and $24,891, 
respectively. The letter continued: 


An item in the Commercial and Financial Chronicle of January 7, 
1946, p. 111, states that the judge ordered the assignment of $250,000 
as additional compensation for the receivers, counsel, and the chief 
finance officer. 

The receivers’ annual reports to the Commission also show that 
the following amounts were paid for legal fees and expenses to firms 
with which Gallagher was connected: A total of $25,278 to Miller, 
Owen, Otis & Bailly during 1936, 1937, and 1940; $7,506 to Willkie, 
Owen, Otis & Bailly in 1941; and a total of $118,165 to Willkie, Owen, 
Otis, Farr & Gallagher in 1942, 1943, and 1944. The nature of the 
services is not otherwise indicated. 


Mr. Anderson, of the Seaboard, later filed a supplementary 
statement with the committee in which he said, among other 
things, that it was hoped the committee would see its way 
clear to exclude the Seaboard from the operation of S. 1253, 
if it was passed. 

It was clearly in the interest of the property and of the 
public that it served, said Mr. Anderson, that the termination 
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of court administration should not be further delayed, but that 
the property should be promptly transferred, as was now con- 
templated, to the purchaser. 


Asks Return of Seaboard to Purchaser 


Exclusion of the Seaboard from operation of the bill, con- 
tinued Mr. Anderson, could be readily accomplished by simply 
providing that the bill should not apply to proceedings in 
equity where a foreclosure decree had been actually executed 
by a sale, and the sale confirmed by the court administering 
the property. He also said: 


The proceedings for reorganization of the property are substan- 
tially complete. Final applications have been made to the I. C. C. for 
approval of the issue of new securities. Since the Commission has 
already tentatively approved the plan and capitalization provided for 
therein, it is assumed that this authority will be given in the very 


near future. In that event the property can be transferred to the new 
company by April 1, 1946. 


George D. Gibson, Richmond, Va., of the law firm of 
Hunton, Williams, Anderson, Gay and Moore, appeared for 
certain bondholders of the St. Louis-San Francisco Railway 
Co., the Denver Rio Grande & Western, and the Missouri 
Pacific. 

Mr. Gibson said his firm thought the committee would 
want to give careful consideration to paragraph 5, page 14, 
of the bill, by which the authority of the operating trustees 
was abolished. This meant, he said, that subject to the pro- 
tective custody of the courts, the old equity managements 
would resume immediate possession of these reorganization 
properties. He continued: 


If possession were withheld from them until consummation of a 
plan under the new provisions, this would provide an incentive for 
equity managements to work out a plan with their creditors. It would 
also provide an assurance that the restoration of possession occurs 
only upon a considered determination that it is compatible with the 
public interest and the final terms of an effective plan. To confer 
this privilege at the outset, however, gives no protection to these 
elements of public interest but provides equity managements with every 
incentive to stall the reorganization process. 


Two Broad Classes of Roads 


Even if an appropriate limitation of time was included in 
the bill, continued Mr. Gibson, there were potential evils in 
this arrangement that he felt sure the committee would wish 
to weigh. There were, for this purpose, he said, two broad 
classes of roads, those roads whose stock was controlled by 
other railroads, or by a holding company, and those where 
the stock was distributed and control was not concentrated 
in any few hands. 


With respect to the first class Mr. Gibson referred, as an 
example, to the fact that the Rio Grande common stock was 
controlled in equal shares by the Western Pacific and the Mis- 
souri Pacific, and that the Cotton Belt was controlled by the 
Southern Pacific. 


“There have been many changes in conditions since the 
reorganization proceedings of these roads began,” he said. 
“The properties have been greatly improved. Strong, inde- 
pendent, local operating managements have been built up. It 
may well be in the interest of the public and the security 
holders having the main interest in the property that such a 
state of affairs should continue on a permanent basis.” 


Somewhat similar conditions applied to the second class 
of roads, he continued. In that class, where the stock was dis- 
tributed and control was not concentrated in a few hands, he 
said, the committee’s bill not only would disrupt the local 
organization now functioning, but would give the power of 
management to corporate entities that were in many instances 
a mere shell. They had no adequate staff, he said, adding that 
they were not in touch with the day-to-day problems of the 
road. Their directors, he said, in some instances had not been 
elected for many years and were no longer truly representa- 
tive, and even their stock, having been “kicked about the 
market” at nominal prices, had in large part passed into 
speculative hands who had “no prime incentive for stable 
management.” 


In all roads of both these classes, continued Mr. Gibson, 
the abrupt substitution of equity possession in the progress of 
reorganization might well destroy the continuity of manage- 
ment policies, whether in programs for property improvement, 
or in patterns of traffic relationship and solicitation, or in pub- 
lic relations, and other matters. This substitution, he said, 
could not be expected to contribute to efficient and resource- 
ful management, but, on the contrary, would most probably be 
prejudicial, and all the more so in view of the uncertainty of 
its tenure. It would also be a substantial deterrent to the 
ability of the operating organizations to attract to their ranks 
men of ability and promise, for management also was inter- 
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ested in security of position, just as unions were in “mainte- 
nance of membership,” said Mr. Gibson. 

“The factual situation of the reorganization roads makes 
no appeal that can outweigh these very considerable public 
disadvantages,” he added. 


Committee’s Purposes Not Advanced 


Mr. Gibson said this provision of the committee’s bill did 
not advance the purposes the committee had in mind, but 
would, on the contrary, tend to frustrate them, and might in 
any event tend to disorder and confusion of management at 
the very time when the multiplied problems of transition to 
a peace economy demanded the highest skill of direction. Since 
the properties were to remain within the protective custody 
of the courts, possession should remain with their operating 
trustees until completion of the reorganization, said Mr. Gibson. 

He averred that one of the important points in appraising 
the factual situation of the reorganized roads was that, de- 
spite the undoubted improvement in their current position re- 
sulting from the unprecedented earnings of war time, they did 
not, in many instances, have sufficient cash on hand, or for that 
matter, sufficient net current assets, to pay all their matured 
unpaid interest. 

As an illustration, said Mr. Gibson, the Rio Grande, at the 
end of 1945, reported cash of 8.3 million dollars and temporary 
cash investments of 25.7 million dollars. Net current assets, he 
said, were reported at 30 million dollars. But against this, he 
continued, the road reported interest in default in the amount 
of 58 million dollars, or almost twice the total cash and tem- 
porary cash investments, or net current assets, whichever were 
taken as the base. 

S. 1253, he said, was designed for the needs of a going 
concern that wanted to modify its debt capitalization. Unless 
the bill should be rewritten to provide for modification or elimi- 
nation of stockholder positions when such course was indicated 
on the particular facts. it might well be that the committee 
would desire to impose limitations on its availability, rather 
than making its procedure accessible to all carriers without re- 
gard to their particular situation, said Mr. Gibson. 

“Certainly,” said he, “we believe the committee will, in any 
case, desire to provide for some further course of action if no 
agreement shall be reached. That brings me to what we re- 
‘spectfully believe the most critical shortcoming of the bill, its 
failure to provide for any alternative on failure of agreement, 
or to impose any time limit on the debtor’s vacation.” 

Mr. Gibson urged that some effective time limit be put on 
the suspension of reorganization remedies accomplished by the 
bill. 

“That seems to us the place where a change in the bill is 
most urgently needed,” he added. 


The bill, continued Mr. Gibson, should include distinct pro- 
visions not only for the periods with which the permitted ne- 
gotiations and the new review by the Commission should be 
concluded, but also for the further procedure that must ensue 
in case of a failure to consummate a plan by these new means. 

“Only in this way can the committee restore the original 
incentive of chapter XV to stimulate progressive utilization of 
the new provisions,” said Mr. Gibson. “Only in this way can 
the committee be sure that something will surely be accom- 
plished at some time.” 


Commends Committee Policy 


Mr. Gibson commended the committee’s policy of salvag- 
ing the effort that had already been expended in the various 
reorganization proceedings. Cash was held in trust for the 
benefit of the property that produced the cash, said Mr. Gib- 
son, adding that to use the cash of senior bondholders to re- 
tire junior bonds would be considered gambling with other 
people’s money. The trustees, he said, had fiduciary responsl- 
bilities to all persons who held securities of a road. 

Promotion of sound equity holdings in reorgan’zation was 
better than deluging the market with paper tokens, averred 
Mr. Gibson. Senator Reed, of Kansas, said holders of equity 
shares must have some assurance they were not going to be 
wiped out. 


There was some disagreement between Senator Wheeler 
and Mr. Gibson on the question of purchase of senior and 
junior securities, the senator saying it appeared to be Mr. 
Gibson’s theory that all money should be held by trustees for 
purchase of senior bonds. Mr. Gibson said there was no effort 
for partiality in this matter. Senator Wheeler remarked there 
had been great speculation in seniors and Mr. Gibson averr:d 
this had been surpassed by speculation in juniors. 


Senator Wheeler said roads that had been in trusteeship 
had been frozen and preferred stockholders and holders of 
junior bonds wiped out. Those railroads that were in the hands 
of owners had not been frozen and had done a fine job of debt 
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reduction, he said, adding. that that was what the bill was 
about. 

An essential point he wished to drive home, said Mr. Gib- 
son, was that in reorganizations there was a serious problem 
of reorganization proportions. 

Senator Reed averred that the “party most entitled to 
criticism in this whole thing is the Interstate Commerce Com- 
mission.” He said that when the increased business of war time 
rolled on into its third and fourth years, the Commission 
should have said to the courts: “We would like to take another 
look.” He said the Commission should have asked the courts 
to return reorganization matters to it for further considera- 
tion. There was no law to require this, the senator continued, 
adding that he nevertheless believed the courts would have 
been glad to have done so. If the courts had refused to do so, 
he continued, the Commission could have asked for legislation. 
In not doing this, he said, the Commission was “derelict in its 
obvious duty.” 


Surprised at Hobbs Bill Sentiment 


Senator Reed said he had been “surprised” at the senti- 
ment for passage of the Hobbs bill, the bill passed by the 
House to provide equity for stockholders in railroad reorgani- 
zation proceedings. 

In response to a question of Senator Reed, Mr. Gibson said, 
with respect to the Hobbs bill, that he thought the committee 
could question (1) a provision that new capitalization should 
be fixed in reference to valuation, and (2) violation by the 
Hobbs bills of Congressional tradition applied to administra- 
tive agencies, namely that an administrative finding on any 
tolerable basis was conclusive. He said the Hobbs bill asked 
the courts for their opinions “de novo.” 

John W. Steadman, representing Missouri Pacific first and 
refunding bond holders and Frisco prior lien bondholders 
criticised the bill’s time-limit arrangements, saying the bill 
provided no limt of time in which agreements must be reached 
and left properties in charge of persons under no compulsion 
to effectuate reorganization plan. 

William V. Hodges, of Denver, Colo., representing the 
Frisco in reorganization plans under section 77 of the bank- 
ruptcy act and also the Denver & Rio Grande Western, said 
that if the bill was passed everybody concerned would be on 
notice that they had better act in good faith. 

Interest payments ceased, he said, when bankruptcy took 
place. The procedure was to pay principal first, he said, and 
if there was a surplus then it was a question of which class of 
interest must be taken up first. That made the selection of 
interest payments a negotiable matter, he said, adding that 
England had made more progress in this field of debt adjust- 
ment than the United States. 


Harry Haggerty, vice president, Metropolitan Life Insur- 
ance Co., said he was for getting the roads out of the courts 
with the least possible delay and believed the Commission was 
the proper agency to consider these matters. He .objected to 
proposed amendments that, he said, would leave reorganiza- 
tions in mid-air if creditors and boards could not get together. 

Senator Wheeler said members of boards should be indi- 
viduals who lived in the territories where the roads operated 
rather than absentee members who came from New York. 

_ Mr. Haggerty said the life insurance companies and sav- 
ings banks had one idea—to reestablish the credit of “these 
railroads.” 

Ely Speaks for Old Colony 


Former Governor Joseph B. Ely, of Massachusetts repre- 


senting investors in the Old Colony Railroad, and Robert R. — 


Young, chairman of the board of the Alleghany Corporation 
and of the Chesapeake & Ohio, in testimony before the com- 
mittee February 28, expressed agreement with the objectives 
of the considered bill as revised. 

Mr. Ely said that unsatisfactory operation of section 77 
of the bankruptcy act had been illustrated by the handling 
of the Old Colony and that this example showed “How a well- 
drawn law can be messed up by partisan lawyers.” He dis- 
cussed at length the status of the Old Colony as affected by 
its operation as part of the New York, New Haven & Hartford 
System and as affected by the New Haven reorganization pro- 
ceedings. He said the New Haven had obtained court author- 
ization for disaffirmation of the New Haven lease of the Old 
Colony; that the New Haven had left the Old Colony “without 
a caboose or a coal car,” an he averred that a damage suit 
Subsequently filed on behalf of the Old Colony against the 
New Haven trustees had been an idle gesture, because the 
trustees of the New Haven and the trustees of the Old Colony 
were the same—“it was Palmer suing Palmer.” It had been 
In the New Haven’s interest to run the Old Colony in the 
interest of the New Haven, he declared. It was his position 





that, had the Old Colony been run independently, it could have 
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shown profits. He urged the committee to see to it that a 
subsidiary road that was capable of being operated at a profit 
independently should not be thrown into the management of 
another road. 

Mr. Ely, though he said he regarded the Commission as an 
able body, criticized the commission’s reorganization plan for 
the New Haven, saying that the values assigned by the Com- 
mission to the various classes of property and claims of the 
Old Colony exceeded, when added up, the total amount of the 
assets of the Old Colony as determined by the Commission, in 
the New Haven reorganization. 


Dual Capacity of Trustees 


He said that trustees in bankruptcy should never be in 
a dual capacity as officers'of the court, “As in this case,” and 
that it was impossible for such trustees to give justice to both 
sides. His second point, he said, was that “the legal fraternity” 
had erected certain legal barriers to “fluid understanding of 
the equities of situations that arise.’”’ He contended, further, 
that “where a proceeding has dragged over as many years as 
this one, there should be, of necessity, review—especially 
where the economic picture has changed as it has in these war 
years.” Such review, he said, should not be behind closed 
doors, but should be one in which the parties had opportunity 
to present their case. He suggested that railroads in the cate- 
gory treated by the considered bill be remanded to the Com- 
mission for hearing. 

Senator Wheeler said there were some who felt that the 
Commission, once having drawn a plan, would not want to 
say at a later date that its original plan had been wrong. 
Mr. Ely said he was confident that the Commission would 
“hear our case” and would not be tied to “something it seemed 
necessary for them to do in 1942.” He said he regarded the 
Commission as “a reasonable body of men.” ; 

Young’s Testimony 

Mr. Young said that the point of view reflected by the 
Senate interstate commerce committee’s recent report on the 
status of railroads in receivership or trusteeship and the ques- 
tions asked by Chairman Wheeler and other committee mem- 
bers were “the most constructive that have been voiced by 
public officials in this field.” 

“Their views and the views which follow may not be in 
accord with those of a certain element in Wall Street.” He said, 
“but I am sure they will be accepted by everyone who believes 
in the preservation of equity, fair play, and the rights of the 
small investor.” 

He said the committee report he referred to was “an able 
presentation of the strangest foreclosure in history, exceeding 
any other in total losses and number of victims.” 

“The political reprecussions,” he continued, ‘would have 
been far greater if their magnitude had not been concealed 
in the complexities of the financial structures and the law. 
Most insurance policy holders, many savings bank depositors, 
charitable and educational institutions, fiduciaries, and count- 
less investors have been harmfully affected; some ruined. 
Procedures were persisted in of appalling heartlessness. .. . 
As a consequence, the ability of a vital industry-to raise new 
equity capital may have been irretrievably impaired. Could 
there be any greater threat to private enterprise, to the na- 
tion’s safety, dependent as it is upon a constantly improving 
transportation system, than for the American investor in 
common and preferred stocks to be driven out of the rail- 
roads ?” 

Committee Report “Restrained” 


Mr. Young said that, if there was any criticism of the com- 
mittee report in question, it was “in the limitation of its scope 
and in its restrained language in describing malfeasance that 
went beyond ineptitude, and in hinting at motives which are 
sordid.” He said much of the material that appeared in the 
report had been “clearly written” over four years ago by the 
Alleghany Corporation. 

“The ill-gotten gains, the voting trusts, perpetrated and 
threatened, which furnished the motive for this gigantic breach 
of trust (by the instigators of the alleged malfeasance), must 
be dissolved,” he said. 

He read excerpts from a full-page advertisement that he 
said had been published by Alleghany Corporation on Decem- 
ber 1, 1941, under the heading: “Life insurance companies in- 
consistent and unjust in Missouri Pacific reorganization.” 


_ He particularly assailed what he described as the reorgan- 
ization plan of John W. Stedman, spokesman for a group of 
life insurance companies, for the Missouri Pacific. 


“I understand that Mr. Stedman was in here yesterday 
still predicting calamity for the railroads,” Mr. Young con- 
‘tinued. “His record for inaccuracy of prediction have been 
startling. ... The first requirement of sound management is 
faith in the business. But I am not so charitable as to believe 
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that Mr. Stedman’s pessimism tocay is any more Cisconnected 
with his motives that was his pessimism in 1941—the preserva- 
tion of the voting trust. Such pessimism must be eliminated 
from the railroads, by legislation if necessary... .” 

He added that while some “border-line” railroads “not 
encumbered by the pessimism of Mr. Stedman or the mercies 
of section 77” had used their large earnings to retire debt “at 
huge discounts in the open market under a specific act of Con- 
gress which made such purchases for retirement tax-free, Mr. 
Stedman and his Missouri Pacific trustee jealously hoarded 
$100,000,000 to $150,000,000 in cash, yielding no return, and 
resisted petitions by security holders to repay the R.F.C. and 
other creditors receiving high rates of interest.” 


Banker Domination Charged 


Mr. Young charged that for three generations “Morgan 
and Kuhn-Leob” had dictated the policies of the American rail- 
roads “without a dollar of permanent ownership therein.” 

“Is there any wonder that Morgan and Kuhn-Loeb had 
more partners than bond salesmen, and that each partner 
owned a yacht?” he asked. 

He said it was “hardly to be wondered” that the com- 
mission and the courts “went along in the beginning, away 
back in 1935, with the murderously pessimistic forecasts” of 
“schemers.” He said the “crust” of the banking-insurance 
group that owned railroad securities was ‘“‘to be marvelled at.” 

“Some of the evils that flow out of this banker domination 
of the railroads can be seen in the patterns of uniform action,” 
he declared. “There was the pattern in the competitive bidding 
controversy. It was as if there were only two railroads in the 
country; one controlled by Alleghany, the other by Morgan. 
The Association of American Railroads appeared before the 
Commission, representing all the railroads except C. & O., and 
pleaded that the two banking houses be kept in their position 
of preference. The intervention of the railroads against their 
own security holders, in the face of the record, was a gross 
violation of their obligations to their own security holders... . 
They have been, and will continue to be, lackeys of Morgan 
until this control is finally broken up. 

“The same pattern occurred in the Pullman case, C. & O. 
alone standing for progress... . 

“Now we find the same pattern in our attempt to establish 
passenger service through the long-blocked Chicago and St. 
Louis terminals. No railroad has yet publicly responded to our 
advertisement, though it is clearly in the interest of each and 
every one of them to join C. & O. and Nickel Plate or any other 
carriers they like in this service. The Missouri Pacific, under 
the threat of Stedman’s voting trust, ignores us, although as 
owners of $11,000,000 of Missouri Pacific bonds and 60 per 
vent of its common stock, we have intervened in court to 
force Mr. Thompson, the trustee, to join C. & O. in giving 
the public this service. Other railroads in reorganization, 
similarly intimidated by voting trusts, feel themselves com- 
pelled to ignore us, lest they offend the higher-ups. . .. Re- 
sponsible federal and state officials charge that air conditioning 
in day coaches was discouraged when it was first introduced. 
Could this be because it would involve Pullman in heavy ex- 
pense to keep pace with progress? ... These railroad men are 
still buying ice for their refrigerator cars and throwing ob- 
stacles in the way of those who would manufacture self-refri- 
gerated cars, although easily portable and highly efficient re- 
frigeration machines have been procurable for more than 20 
years. 

“The dry rot that has come from this pattern of banker 
control as opposed to ownership control, this elimination of 
competition in the railroad field .. . has brought the largest 
and most essential industry in the richest nation in the world 
to the sad state where a dollar invested in it is not as good as 
an idle dollar in-the bank... .” 

Mr. Young said that this latter “fact” was of such “appall- 
ing significance” in its impact on post-war employment pros- 
pects and the need for further technological development in 
the railroad field that “this committee which has rendered 
such great service could not have chosen a better vehicle to 
ee’ on its splendid record than this bill under consideration, 
S. 1253.” 


Concluding Remarks 
He concluded his statement as follows: 


“There are, however, some modifications and additions to 
S. 1253 which should be considered: 


1. No road, however small, should be arbitrarily excluded from 
its benefits, nor should any securities be issued under Section 77 after 
the effective date of this bill. Justice is not a question of size, nor 
should it be withheld where it can still be dispensed. Obviously, this 
committee cannot go back into those situations in which securities 
have already been issued under Section 77 and correct the many wrongs 
which have been done, except possibly to the extent of dissolving the 
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voting trusts for which there is no excuse whatsoever, and never has 
been. 

2. The required consent percentages, 75 and 51, respectively, should 
be applied not to the total amount of the issue outstanding, but to that 
portion of the issue sufficiently interested to vote; this because where 
coupons have not been paid for many years, security holders cannot 
always be located and notified and their failure to vote-would, as the 
bill is written, be equivalent to to a vote against the plan. 

3. The bill provides the mechanism for effecting amendments to 
indentures. It is not complete without making similar provisions for 
the amendment of charters with respect to stock provisions. 


Why He Prefers S. 1253 


The suggestion that Section 77 be amended to provide for a re- 
appraisal of these reorganizations by the Interstate Commerce Com- 
mission offers nothing but the promise of a repetition of the delays and 
expenses of the past thirteen years. 

The Hobbs bill and the Reed bill, while pointing in the right direc- 
tion, both set up artificial standards which must be applied without 
exception, whereas the record is filled with situations which are excep- 
tional and require sympathetic and special consideration. 

This preference of our for S. 1253 is confirmed by the unanimity 
with which the life insurance executives endorsed it before it was 
applied to the roads in which they had so carefully set up their voting 
trusts and which were much more in need of the doctor’s treatment 
than hypothetical patients in the distant future. They cannot consis- 
tently come down here now to deny relief which a few weeks ago they 
endorsed so highly. 


Objections to S. 1253 on the grounds that it is a shame for all the 
hard work done under Section 77 to go overboard are not even worthy 
of consideration at the price of justice. 

When S. 1253 becomes law, we, together with the other security 
holders of Missouri Pacific, will promptly present a plant to the Inter- 
state Commerce Commission that will be just and fair to all persons 
with an honest stake in this great property. We will do this imme- 
diately. No delays will be tolerated. 


D. & R. G. W. 


Wilson McCarthy, co-trustee (with Henry Swan) of the 
Denver, & Rio Grande Western, told the committee that he 
knew that the court and the D. & R.G.W. trustees were “ex- 
ceedingly” anxious that a reorganization plan be approved that 
would permit that railroad to “live,” and added that “I rather 
think that the Commission has approved a plan that will per- 
mit us to live.” He was supported by Senator Johnson, of 
Colorado, in the statement that the trustees had to undertake 
the job of improving the physical condition of the road and 
that, if they had not proceeded with that work, the road could 
not have earned the money that it had earned. 

Mr. McCarthy, answering a question by Senator Wheeler, 
said that the road now had cash totaling $40,376,000, exclusive 
of certain commitments, among which were orders for 500 box 
ears, three diesel freight locomotives, a postwar streamlined 
train costing about $2,500,000, and taxes. Senator Reed com- 
mented that when any railroad could accumulate $40,000,000 
in cash and also improve its physical property, it was “very 
far from a bankrupt road.” Mr. McCarthy said the trustees 
had been very diligent in building up the business of the road, 
and that revenue from war plants that had been built along 
its route and that the trustees hand “worked hard to get” had 
totaled about $35,000,000. He added that the trustees were 


working diligently for retention of the steel plant at Provo, 
Utah. 


Senator Reed said that the considered bill offered two 
ways in which roads nominally insolvent but actually solvent 
could go: (1) The trustees could be dismissed and an applica- 
tion could be filed with the Commission by the debtor, within 
six months, for modification of issues and provisions of the 
road’s securities, under Section 20B of the bill, or (2) the 
reorganization plan could be returned to the Commission for 
a further expression by it as to the validity of the plan. Sena- 
tor Reed asked Mr. McCarthy which of those courses he would 
prefer, Mr. McCarthy said that, taking the first course, he 
would be out of a job, but that he would gladly resign if the 
properties involved could remain intact under another trustee, 
“rather than go back to the debtor corporation.” He added 
that he believed complete justice would be done as nearly as 
possible if, under an amendment to the bill, the reorganization 
proceeding could be returned to the I.C.C. He said that, if in- 
justice had been done to the general bondholders, he would 
like to see the Commission correct it, but that the stock had 
been declared without value by three courts and that the 
Supreme Court had denied certiorari as to that matter. 

“I don’t think you can restore value to something when 
that value is gone,” he said. 


Senator Reed asked the witness to prepare an amendment 
to the bill to carry his views into effect. 

Henry McAllister, general counsel for the D. & R.G.W. 
trustees, explained that the use of the railroad’s cash to pay 
off funded debt would involve difficulties, because “our under- 
lying bonds are all divisional mortgage bonds.” 

“If we started to purchase these bonds,” he said, “there 
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would be a controversy between the parties as to what bonds 
should be bought and what the price should be.” 


Says Revised Bill Unconstitutional 


Edward W. Bourne, New York City, of counsel for the 
protective committee for the Chicago, Rock Island & Pacific, 
opposed S. 1253 as revised because, in his opinion, it suspended 
indefinitely the remedy of creditors and would therefore be 
unconstitutional. He regarded the Hobbs Bill, providing for 
equity of stockholders in railroad reorganization proceedings, 
as an attempt to have a legislative declaration of value of 
securities. 

Senator Wheeler remarked that if he himself had not held 
up the Hobbs bill, “perhaps arbitrarily,” after its passage by 
the House, it would have been passed by the Senate long ago. 
He said there had been “terrific, organized propaganda” in 
favor of the Hobbs bill. 

Asked whether the stipulation in the bill of a time limit 
would remove his objections to the bill, Mr. Bourne said that 
fixing a time limit would “cure a defect,” but that he thought 
the bill even then would be unconstitutional because of its 
treatment of creditors. He said that not one reorganization 
plan had been consummated under Section 77 in which the 
creditors who received securities did not now, on the basis of 
present stock market prices of their securities, have more than 
the amount of their claims at the time of reorganization. 
Senator Wheeler said the stock market did not indicate value, 
but that it indicated only what speculators thought securities 
were worth. 


Mr. Bourne averred that much uncertainty would attend 
the turning over of property of a railroad in reorganization to 
the debtor company. He said that “we just have no idea who 
the stockholders of the Rock Island are.” 


He contended that if Mr. Young, of the Alleghany Cor- 
poration and the C. & O., went out now to buy another rail- 
road, he would have to obtain approval of the transaction by 
the Commission, but that, if S. 1253 were enacted, he would 
obtain control, temporarily, of the Missouri Pacific without 
Commission approval. 


Senator Wheeler said there was serious question in the 
public mind whether control of railroads, either by holding 
companies or by “somebody else,” was in the public interest. 
He maintained that it.certainly was true that the railroads 
had been dominated by New York bankers. 


Asks Exception of Seaboard 


Otis A. Glazebrook, Jr., of New York City, partner in the 
investment banking firm of Hornblower & Weeks and member 
of the Seaboard reorganization committee, and, since Decem- 
ber 1, 1933, chairman of the Seaboard first and consolidated 6 
per cent bondholders’ committee, said that one purpose of his 
appearance before the committee was to urge it to exclude the 
Seaboard from provisions of the bill. 

“That’s what they all want,” said Senator Wheeler. 

_ Mr. Glazebrook said there were special and particularly 
impelling reasons why the Seaboard request for exclusion 
should be accepted. 


He proceeded to outline steps that had been taken in the 

Seaboard reorganization, saying he was proud to have been 
identified with it. In the course of this discussion, Senator 
Wheeler said he hoped that the reorganized company would 
not use available cash to pay a 20 per cent dividend to stock- 
holders, immediately after reorganization—“the same thing 
the North Western did.” Senator Wheeler became more in- 
censed, the more he thought about that matter, and he wound 
up his discussion of it by saying that there were some business 
men who showed lack of intelligent selfishness and who, by 
some of their actions, were doing more to destroy free enter- 
prise than was being done by anyone else. 
_ Mr. Glazebrook said provisions of the Seaboard reorgan- 
ization plan guarded against payment of dividends except out 
of surplus created after January 1, 1946. He had not com- 
pleted his testimony when Senator Wheeler brought hearing 
to a close, the afternoon of February 28, and the chairman 
advised Mr. Glazebrook that he would be the first witness 
called on resumption of the hearings, March 4. 


5-CENT AIR MAIL RATE PROPOSALS 


Senator Mead, of New York, has introduced S. 1858, and 
Representative McKenzie, of Louisiana, has introduced H. R. 
560, identical bills to reduce the rate of postage on domestic 
air mail to 5 cents for each ounce or fraction thereof, with 
respect to first class mail. The proposed reduction would be 
made effective “on the first day of the second month following 
the month of enactment” of the proposed legislation. 





Seaway Opponents Have “Turn at Bat” 
at Senate Committee Hearings 
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Foreign relations subcommittee in charge of S. J. 
Res. 104, calling for congressional approval of U. S.- 
Canada agreement of 1941 for construction of St. 
Lawrence waterway and power project, hears pro- 
posal for further discussion of issues with Canada; 
questions raised as to tolls, U. S. navigation rights, 
effect on American lake fleet, coal industry, etc. 


Having received testimony of many advocates of the St. 
Lawrence seaway and power project in the week ended Febru- 
ary 23, the Senate foreign relations committee’s subcommittee 
in charge of legislation to bring about completion of a deep- 
channel waterway through the Great Lakes-St. Lawrence basin 
began, on February 25, the hearing of witnesses opposing the 
project (see Traffic World, Feb. 23, p. 535). 

Chairman Hatch, of the subcommittee, had announced at 
the opening of the hearings, however, that each side would have 
additional time for rebuttal, and it was indicated that rebuttal 
testimony would be presented in the week beginning March 4. 

First of the “opposition” witnesses to appear before the“ 
subcommittee February 25 was Tom J. McGrath, of Washing- 
ton, D. C., executive director of the National St. Lawrence 
Project Conference. 

To the list of proponents who had testified in the first four 
days of the hearing were added the following witnesses, before 
the subcommittee took its week-end recess: 

Representative Fuller, of New York;*Henry La Liberte, 
president and treasurer of the Cutler-Magner Co., Duluth, 
Minn., and chairman of the Duluth Seaway Commission; Rob- 
ert H. Smith, traffic commissioner of the Duluth Chamber of 
Commerce and traffic manager of the Duluth Board of Trade; 
Joseph Kres, of Cleveland, O., treasurer of the Cleveland In- 
dustrial Union Council (C. I. O.), appearing also as district vice 
president of the United Electrical, Radio and Machine Workers 
of America (C. I. O.), of Cleveland; Representative O’Konski, 
of Wisconsin; Russell Smith, legislative .representative of the 
National Farmers Union; George E. Hardy, vice chairman of 
the Toledo (O.) World Port Committee, representing ‘the port 
city of Toledo’; Mark McKee, of Port Austin, Mich.; Rollin A. 
Newton, president of the Northern Federation of Commerce, 
Massena, N. Y.; Frederick F. Umhey, of New York City, execu- 
tive secretary of the International Ladies’ Garment Workers 
Union, of New York. 

Also, Arthur H. Packard, president, Vermont State Farm 
Bureau; James A. Glenn, of Washington, D. C., appearing for 
the Wisconsin State Federation of Labor; Howard Y. Williams, 
of Chicago, executive director of the Independent Voters’ 
League, of Chicago, appearing also for the Progressive Citizens’ 
Committee of Cincinnati, O., other voters league groups at 
Bloomington, Ind., and St. Louis, Mo., and the Liberal Voters’ 
League, of Wisconsin; Representative Wasielewski, of Wiscon- 
sin; Fred Bailey, legislative counsel, the National Grange; 
Frank X. Martel, president of the Detroit and Wayne County 

(Mich.) Federation of Labor; Hugh Thompson, of Buffalo, 
N. Y., regional director of the C. I. O., and Representative 
Rabaut, of Michigan. 


Export Grain Rates 


Mr. La Liberte said he was a director of the Soo Line. He 
said it was his impression that the Great Lakes-St. Lawrence 
waterway was “destined to be one of. the world’s greatest trans- 
portation facilities in due course of time.” Mr. Smith, of the 
Duluth C. of C. and Board of Trade, averred that arguments 
of seaway opponents that the seaway project would adversely 
affect grain exports from the United States were unsound; that 
Canadian grain now had a substantial rail freight rate advan- 
tage to the lake ports, and that this advantage would be af- 
fected “neither way” by completion of the seaway. He said 
that railroads going west out of Chicago could by no stretch of 
the imagination be harmed by the seaway, and that the same 
was true of railroads radiating from Duluth, Minn., and Su- 
perior, Wis. Representative O’Konski said the St. Lawrence 
project meant more to his area than words could express. 

Mr. Hardy, of Toledo, said that at Montreal the average 
navigation season on the St. Lawrence for the ten-year period 
1931 to 1940, inclusive, was 234 days—‘‘just six days short of 
eight months,” or approximately the same as the navigation 
season on the Great Lakes. He said that neither Montreal nor 
the Great Lakes system had been seriously handicapped by the 
short season of navigation. Public benefits from the expend- 
harbors, channels, etc., in the Great Lakes system had been 
itures totaling $195,000,000 that had been made heretofore on 
“almost unbelievable,” he declared. 

Mr. McKee said he has served for some years as vice pres- 
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ident of several short line railroads and that for the last ten 
years he had been either executive vice president or president 
of the Wisconsin-Michigan Steamship Co. He said that for 
years this country had been in need of ‘‘the strategic St. Law- 
rence route” and that the need would become rapidly more 
pressing in the postwar period. Mr. Newton supported, particu- 
larly the power development phase of the project, as did Mr. 
Packard. 

“We must open every channel for maximum employment,” 
said Mr. Williams, the voters’ league spokesman. “We must not 
leave dirt walks in congested areas where paved sidewalks are 
necessary. The St. Lawrence has been left’a ‘dirt walk’ and we 
ask you to make it a highway for modern travel.” 


Iron Ore from Laborador? 


Mr. Thompson asserted that it had been reported reliably 
that the supply of iron ore in the Mesabi range of northeast 
Minnesota would be exhausted in about five years; that a new 
supply of iron ore had been found in Labrador, and that the St 
Lawrence seaway would be needed to bring that ore to the steel 
mills at the lower lake ports. 

Representative Rabaut said that the seaway, by providing 
low-cost water transportation, would have the effect of reduc- 
ing land transport costs competitively, “thereby increasing total 
» traffic for both rail and water carriers.” As a result of greater 

industrial activity, he said, the market for coal would be ‘n- 
creased. 

Mr. McGrath, after stating that the National St. Lawrence 
Project Conference had a total of 263 members, representing 
“business enterprises in every state of the Union,” and after 
submitting a membership list to the subcommittee, said he did 
not believe that understandings between the interested public 
bodies had been sufficiently resolved to warrant ratification of 
the 1941 agreement between the United States and Canada. Un- 
der terms of the joint resolution considered by the subcommit- 
tee (S. J. Res. 104), that agreement would be approved by Con- 
gress, except articles VII and IX thereof. 

One major issue with respect to that agreement, he sa‘d, 
was “the lack of a definite agreement with Canada respecting 
our rights in wholly Canadian waters’; another was involved 
in the distribution of the United States’ share of the power that 
might be generated in the International Rapids section of the 
St. Lawrence River. He dealt at some length with the latter 
question. 


“Delayed” Study of Tolls 


He said that although S. J. Res. 104 provided for an inves- 
tigation into the feasibility of charging tolls on the fore‘gn com- 
merce of the United States and Canada, so as to make the pro- 
posed seaway self-liquidating, such a study would not be made 
until after the project had been authorized and “presumably at 
some time during the course of construction or perhaps later.” 


“This certainly appears to be an unbusinesslike approach 
to this subject,” he continued. “What would it avail the United 
States if the President and the Congress should decide that tolls 
ought to be imposed? Unless our partner in the ownership ard 
operation of the facilities is agreeable to the making of such 
charges, the will of Congress could not be made effective. If 
tolls sufficiently high to liquidate the cost of the proj-ct are 
charged, it is my belief that the waterway would attract little 
if any foreign commerce. But if it is a wise policy to make this 
project self-liquidating, and if it is practical to do so, good 
business judgment dictates that an understanding with Caneda 
be arrived at respecting the subject before the agreement is 
ratified.” 

Mr. McGrath said that when Canada signed the agreement 
in 1941 it was “beholden to the United States for moral and 
material support in its war with the aggressor nations.” that 
it had signed the agreement with reluctance; that its financial 
burdens had been greatly increased by reason of the war; that 
it had greatly added to its hydro-electric production s'nce 1941, 
and still had many potential high-grade hydro-electric power 
sites awaiting development, and that, in the light of the chang d 
conditions, it seemed the proper and expeditious thinz to do 
would be “to again review the matter with Canada to acc rtain 
its present views on the subject. before changing the treaty 
and ratifying it.” He added that h'‘s best information as to the 
present state of public opinion in Canada was that there was 
no great enthusiasm in that country “for this agreement at 
this time.” 

Position of Ralph Budd 


Referring to testimony of some seaway advocates that a 
group of western railway executives had endorsed the seaway 
and to an implication by one witness that, had it not been for 
the organization of the Association of American Railroads in 
1934, the western railroads would still approve the project, Mr. 
McGrath said that all but one of the railway pres‘dents to whom 
reference had been made had died, and that the one who was 
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still living was Ralph Budd, president of the Burlington. He 
said that on December 7, 1920, Mr. Budd had written a l:tt r to 
Charles P. Craig, executive director of the Great Lakes-St. 
Lawrence Tidewater Association, endorsing what was then 
known as the Great Lakes-St. Lawrence Tidewater Project; 
but that Mr. Budd’s position toward the project had changed 
since that time, as evidenced by a letter he had written on June 
26, 1944, to Senator Butler, of Nebraska, setting forth his be. 
lief that the St. Lawrence project did not “merit favorable con- 
sideration at this time” and including, in explanation of that 
view, the following: 


There was a time some 20 years ago when I was president of the 
Great Northern Railway, that in common with executives of other rail- 
roads serving the Northwest, I thought this project would be justified. 
My view was based chiefly on critical car shortages which existed then, 
and the difficulty the western grain and lumber railroads had in secur- 
ing the return of cars which moved off their lines loaded to the eastern 
roads. That situation had entirely changed by 1932 and at that time 
I approved a statement by Colonel Alfred P. Thom on behalf of the 
Association of Railway Executives before the Senate committee on 
foreign relations in opposition to the St. Lawrence seaway. Other 
western railroad executives who in previous years approved the project 
under the conditions which existed, also expressed their changed views 
at that time. Since 1932 there has been a further development of trans- 
portation agencies and after the close of the present war there seems 
to be no doubt that there will be a surplus of transportation available 
to the public. Under such circumstances the construction at great 
public expense of additional facilities does not seem justified; unless 
it can be justified after a fair appraisal it should not be undertaken. 

For many years it has seemed to me that the sound approach in 
matters such as this would be along the lines I expressed in a recent 
address before the Executives’ Club of Chicago, as follows: 

‘‘There is a practical way to protect the public, both taxpayer and 
shipper, and that is to require every user of public provided facilities 
to. pay a fair charge for such use; also to require all transportation 
projects which involve the expenditure of public money to be submitted 
to the Interstate Commerce Commission just as new railway extensions 
must be submitted to determine the necessity for such expenditures, 
including the effect they will have on existing essential carriers.,”’ 


Constitutionality Question 


The next “opposition” witness was Dr. Edwin Borchard, of 


New Haven, Conn., professor of international and constitutional 
law at Yale University, who asserted that approval of the con- 
sidered U. S.-Canada agreement of 1941 by a majority vote 
of each of the two Houses of Congress, rather than its ratifica- 
tion as a treaty by a two-thirds vote of the Senate, would be 
unconstitutional. 

In an opinion he filed with the committee, Dr. Borchard 
said that the agreement was “neither an executive agreement 
nor a treaty, but a sort of intermediate hybrid which has no 
constitutional warrant and few, if any, precedents.” 

“If the St. Lawrence waterway project can be concluded 
by executive agreement plus congressional majority vote,” he 
declared, “then any international compact can be submitted to 
the same procedure and the treaty power (of the Senate) fal! 
into disuse.” 

He said that, while a treaty was binding on the contracting 
parties and could not be unilaterally modified or repealed by 
legislation, an executive agreement plus a congressional ma- 
jority vote did not bind the country, “but, at most, since 
it is largely executory, only the present administration, and 
may be departed from by the next administration or the next 
Congress without charge of having violated any constitutionally 
binding obligation.” He said that Congress could not change a 
word of the agreement, and must either accept it or reject 
it in its present form, but that it could require changes in 
provisions of a treaty. 


Handicap-to U. S. Lake Carriers, Wood Says 


A. T. Wood, of Cleveland, O., president of the Lake Car- 
riers Association, told the subcommittee that American vessels 
on the Great Lakes, engaged primarily in transportation of bulk 
commodities, had to compete with Canadian lake ships, and 
that under the U. S.-Canada agreement of 1941, for which 
congressional approval now was being sought, handicaps would 
be imposed on the American lake vessel operators. 

Water transport of grain would be greatly affected by the 
proposed seaway, he said, adding that by use of the seaway 
within Canadian territory the Canadian ships would be able 
to transport grain through the lakes and down the St. Lawrence 
as far as Montreal, their area of operation thus being extended, 
while American lake vessel operations would extend to the 
east only as far as Ogdensburg, N. Y., as at present. The 
result, he said, would be that Montreal would dominate all 
import and export trade and, with respect to grain, the position 
of the American farmer, who could not now compete with the 
Canadian farmer, would be aggravated. 

Gilbert R. Johnson, of Shaker Heights, O., counsel for the 
Lake Carriers Association, said that navigation interests of the 
United States would be inadequately protected, shipping safety 
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on the Great Lakes would be seriously impaired, and Great 
Lakes water levels would suffer if the St. Lawrence project 


. were approved. 


“Canada, or the Province of Quebec, of the Maritime 
Province, or all of them, could impose charges upon United 
States ships below that place where the international boundary 
leaves the St. Lawrence River, without violating treaty obliga- 
tion,” he said. ‘On the other hand, any such charges imposed 
by the United States, or any state, would have to apply equally 
to ships of both countries.” 

He stated that seagoing ships and Great Lakes ships oper- 
ated under different safety rules, and contended that to permit 
foreign ocean ships to be navigated on the lakes by persons 
unfamiliar with the rules for prevention of collisions and the 
practices on the lake waters would jeopardize the safe naviga- 
tion of all ships. The seaway agreement, he said, provided that 
“the harbor of Montreal and the navigable channel in the St. 
Lawrence River below Montreal shall be maintained at depths 
now existing or as hereafter increased.” 


Fears Impairment of Lake Levels 


“Whatever water would be necessary to hold these depths,” 
he asserted, ‘“‘would be abstracted from Lake Ontario. It follows 
that if the flow from Lake Ontario reduced the level of that 
lake below essential navigable depths, Lake Ontario would 
have to be replenished from the upper lakes. Thus the levels 
of the entire Great Lakes system would be impaired to support 
depths at and below Montreal in territory wholly within 
Canada.” 

Captain T. H. Saunders, representing the International 
Ship Masters Association, in his testimony described about 
present navigation problems and difficulties on the Great Lakes 
and connecting channels and suggested that the money pro- 
posed to be spent on the St. Lawrence project be spent, instead, 
for improvement of lake harbors and channels. 

Hubert B. Fuller, chairman of the transportation commit- 
tee of the Cleveland (O.) Chamber of Commerce, asserted 
that the St. Lawrence project offered no prospect of advantage 
to the port and city of Cleveland as to products of general 
consumption, but that the project did threaten to imperil the 
prosperity of Cleveland ‘‘because of the very considerable vol- 
ume of certain types of bulk commodities which would un- 
doubtedly be transported over this waterway in the event of 
completion of this project in competition with those commodities 
of American origin.” From the standpoint of Cleveland, those 
commodities would be primarily coal, ore and low-grade, semi- 
finished steel products, such as billets, pig iron and bars, on 
which the port of Cleveland largely depended for its tonnage 
and for the prosperity of the large fleet of lake ships operated 
from that port, he said. 

As to a contention of seaway advocates that additional 
transport facilities were needed between the Atlantic seaboard 
and the midwest, Mr. Fuller said that there had been “an 
immense improvement in our transportation facilities due in 
part to the greater operating efficiency of the rail lines and 
in part to the development of the motor trucking industry and 
the inauguration of an amazing system of highway transporta- 
tion.” He added that, as a result, the facilities of existing 
agencies of transportation under normal conditions were in 
excess of the traffic available. 


Expenses. vs. Savings 


Walter P. Hedden, of New York City, director of port de- 
velopment of the Port of New York Authority, declared, in 
his testimony, that four dollars would be spent on the proposed 
Seaway to achieve a possible saving of one dollar in transport 
costs. He said the navigation phase of the project would 
cost U. S. taxpayers about $350,000,000 and that interest, 
amortization, operation and maintenance of this part of the 
Seaway would cost them an additional $20,000,000 a year. 


The Port of New York Authority had estimated that 5,- 
500,000 tons a year of import and export traffic would move 
over the seaway, and that, with possible savings of less than a 
dollar a ton in transport costs, the total savings would be about 
$5,000,000 a year, or one-fourth of the annual cost for interest, 
amortization, operation and maintenance. On the basis of pro- 
ponents’ -estimate of a 50 per cent diversion of import-export 
tonnage from the port of New York, he said, the reduction would 
amount to almost 3,000,000 tons a year, or about one-sixth of 
the pre-war foreign trade of the port. He described as “fan- 
tastic” a claim of seaway proponents that 6,000,000 tons of 
domestic freight a year would be handled between the Great 
Lakes ports and the coastal seaboard by way of the Gulf of 
St. Lawrence, in view of a steaming distance over that route 
between New York and Detroit of 2,283 miles, as against a 
waterway distance from the Great Lakes to New York by way 
of the New York State Canal System of 753 miles. 

Andrew H. Brown, transportation commissioner and com- 
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merce counsel of the Cleveland C. of C., contended that what- 
ever possible benefits might result from the seaway and power 
project could not offset “the tremendous cost of the undertak- 
ing.” In support of a contention that estimated savings in 
transport charges resulting from the seaway had been over- 
stated, he said that, although a saving of more than 5 cents 
a bushel on export grain had been claimed, the fact was that 
in the last three years before the war in Europe the all-water 
rates from the head of the lakes to Montreal averaged only 
4% cents a bushel. 


Opposition from Coal Industry 


F. F. Estes, of Washington, D. C., appearing on behalf of 
the National Coal Association, expressed opposition to both the 
seaway and the power phases of the project. He said the project 
would take away from the coal industry many of its present 
markets and that, to the extent it would take away from the 
railroads some of their present traffic, the amount of coal now 
used by the railroads would correspondingly diminish. He main- 
tained that, “judging from the general over-all increase in ma- 
terial and labor costs since 1941,” it was not unreasonable to 
anticipate that the cost of carrying the entire project to final 
completion would exceed $1,000,000,000. He said the House 
appropriations committee, in a recent report on the War De- 
partment civil functions appropriations bill for 1947, in which 
$42,000,000 was provided for continuing construction work on 
21 river and harbor projects, had stated that in some cases the 
estimated present cost of some of the projects was four times 
that cost that was figured when the authority to construct the 
project was granted. Any temporary employment that might 
be provided by the St. Lawrence project, he averred, would be 
many times offset by “the permanent displacement of workers 
now employed by the coal, railroad and other closely allied in- 
dustries.”’ He asserted that the area that the seaway would 
serve now had adequate transportation, and that, “just as the 
military during war time put their reliance upon the railroads 
in preference to slower modes of transportation, so in this new 
era of speed will industry and shippers utilize mainly the more 
modern forms of transportation.’”’ No coal export tonnage would 
move over the seaway, because the normal channels for ex- 
port coal from this country were to tidewater ports at N.w 
York, Baltimore, Norfolk, Philadelphia and the Gulf, he said, 
but he saw a possibility that duty-free British, Canad’an and 
Russian coals would find their way to American lake ports, 
thus curtailing the market for American coal. He said that 
there was no shortage of power in the New York and New 
England area and that improvement in steam-generating plants 
had made such plants equally, if not more, economical than 
hydro plants. 

Additional testimony to show that the seaway and power 
project could not be justified and would adversely affect the 
coal industry was presented by R. L. Ireland, Jr., of Cleveland, 
president of the Hanna Coal Co., appearing in his capacity as 
president of the Ohio Coal Association; J. J. Quinn, represent- 
ing the Central Pennsylvania Coal Producers Association of 
Altoona, Pa.; and A. S. Boden, representing the Western Penn- 
sylvania Coal Operators Association, of Pittsburgh, Pa. 


Indiana Official’s Testimony 


Leroy E. Yoder, chairman of the Indiana Public Service 
Commission, in testimony that, he said, had the full support 
and approval of Governor Gates, of Indiana, declared that “we 
are opposed to any program that will make it easier for foreign 
coal to compete with our own coal in American and Canadian 
markets, and that Indiana coal miners, as well as employes in 
other Indiana industries were likely fo suffer in their wages and 
employment if competition of foreign products was encouraged 
‘and fostered “by making access to the Great Lakes area cheaper 
and more attractive.” Any benefits that might accrue from 
completion of the St. Lawrence project would inure, in large 
part, to Canada, he averred. He said there was no lack of mod- 
ern, efficient and reasonably priced means of transportat’on 
for the people of Indiana and other Great Lakes states. 

“In addition to the benefits derived from the railroads as 
a medium of transportation,” he continued, ‘we must consider 
their value as purchasers of equipment and supplies. The latest 
data readily available to me discloses, for instance, that in 
1938 more than 600 firms in over 300 cities of the state benefited 
by purchases made by the railroads. In the same year, the 
railroads paid in taxes to Indiana almost $8,000,000. The an- 
nual railroad payroll in the state approximates $75,000,000. 

“The schools of Indiana rely substantially on railroad taxes 
for their support. In 1937-38, according to the United States 
Office of Education, the average cost of public school education 
in Indiana based upon then current expenses and average daily 
attendance, was $77.20 per pupil. Approximately one-half of 
the total tax payments of the railroads is devoted to school 
purposes. On this basis, it is clear that our railroad taxes alone 
defray the annual cost of public school education for more than 
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50,000 boys and girls in the state. These are some of the ad- 
vantages that we desire to protect.” 

Representative Byrne, of New York, pictured the St. Law- 
rence project as one that would injure to the port of Albany, 
N. Y., by diverting traffic away from it. Dawson Ditt, of 
Saylesville, R. I., a vice president of the New England St. 
Lawrence Project Conference, appearing on behalf of Chambers 
of Commerce of Providence, Pawtucket and Woonsocket, R. I., 
and for the Associated Industries of Rhode Island, asserted that 
the seaway would create a transportation surplus “at least 
seven months of the year” and that it would offer no national 
advantages. 


Vermont Railroad Spokesman 


Horace H. Powers, president of the Vermont State Rail- 
road Association, said the existence of the Vermont railroads 
was threatened by the St. Lawrence project, by cutting into 
the through traffic that provided those roads with the bulk of 
their revenues, and declared that “if the railroads in Vermont 
are to continue in private ownership, and if they are to give 
the type of service which they now render, they must have 
relief from competition sponsored by and at the expense of the 
government.” 


Harold E. Kimball, of Gorham, Me., traffic manager and 
secretary of the Maine Port Authority, said he had seen no 
demand by recognized operators of steamships for deepening 
of the St. Lawrence; that helping this country to “recover its 
economic equilibrium” would be the greatest service to the 
country, and that this could not be accomplished by “fostering 
new gigantic public works of doubtful value.” Frank S. Davis, 
representing the Maritime Association of the Boston Chamber 
of Commerce, advanced the contentions, among others, that the 
St. Lawrence project would harm Boston and other New Eng- 
land ports because “foreign-flag vessels would by-pass New 
England ports and practically control transportation of ma- 
terlals through the St. Lawrence to Great Lakes ports,” that 
the project would seriously affect east shipbuilding plants, that 
it would add to the tax burden, and that New England rail- 
roads could not withstand any further loss of traffic. 


Henry E. Foley, of Boston, representing the New England 
Conference in Opposition to the St. Lawrence Project, assailed 
a contention by proponents of the project that the seaway 
would create new traffic for Boston harbor, If that was true, 
why did not western manufacturers always ship via the New 
York Barge Canal instead of by rail, he asked. He added that 
lapse of time, insurance costs and reloading for transshipment 
by rail were obviously important factors and that there was 
no basis for ‘the assumption that the seaway will offer savings 
attractive enough to affect the factors of delay and risk.” 


“The plans call for 30-foot locks, but only 27-foot chan- 
nels,” he said. “How long will it be before the pressure to 
deepen the channels to 30 feet will bring about vast new ap- 
propriations ?” 

Roscoe H. Prior, president of the National Association of 
Stevedores and of the Propeller Club of Boston, Mass., said 
that diversion of tonnage from New England ports to the St. 
Lawrence waterway would cause departure of New England 
stevedores for other jobs; that the result would be a substan- 
tial loss in efficiency in the stowage of the remaining tonnage 
moving through any given port affected, and that this would 
be reflected in much higher operating costs to “our already 
overburdened American ship owner.” He therefore opposed 
the considered legislation. 


Witness for Shippers’ Advisory Boards 


Clare J. Goodyear, of Philadelphia, traffic manager of the 
Philadelphia & Reading Coal & Iron Co. and president of the 
National Association of Shippers’ Advisory Boards, for which 
he appeared as a witness, said that in five months of the year 
in which the seaway would be closed to navigation the rail- 
roads would have to carry the load with equipment that would 
otherwise be unnecessary; that capitalization of this equipment 
would be added to the burden of freight rates paid by other 
users of the railroads, and that use of the seaway seven months 
a year would necessitate laying off considerable railroad labor 
in that period which would be needed again when the burden 
of the traffic was transferred from the canal to the rails in the 
winter. He added that every Great Lakes harbor and connect- 
ing channel would have to be deepened to accommodate 
ocean-going ships that would use a 27-foot waterway. 


Railroad Plant Jeopardized, Says Hood 


J. M. Hood, president of the American Short Line Railroad 
Association, pointed to the wartime performance of the na- 
tion’s railroads as evidence of their essentiality to national de- 
fense and said the seaway would seriously jeopardize con- 
tinued existence of a part of the railroad plant. He said that 
if it was not economical, practical and feasible to liquidate 
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the navigation project through assessment of tolls, “the entire 
project with respect to navigation would seem to be, per se, 
unjustifiable.” 

L. C. Sabin, vice president of the Lake Carriers’ Associa- 
tion, said it was evident that the Great Lakes fleet had an 
over-capacity for ordinary peacetime needs and that “anything 
which tends toward its depletion, as the deepened St. Lawrence 
does, would have most serious consequences in time of emer- 
gency.” The cost to this country of: interest, operation, and 
maintenance of the proposed waterway would amount to “at 
least a dollar per ton, and probably two or three dollars, for 
every ton transported over the waterway beyond that now pass- 
ing present canals,” he averred. 

Chauncey J. Hamlin, of Buffalo, chairman of the Niagara 
Frontier Planning Board, said that that board considered the 
seaway and power project “so generally ruinous to American 
commerce and industry, labor and capital that its nation-wide 
deleterious effects would far exceed whatever claimed advan- 
tages might redound.” He declared that, as the seaway would 
be ice-locked for five months of the year, the amount needed 
in tolls to liquidate the project within 50 years would be $3,- 
000,000 each operating month, or about $100,000 a day. He 
added that he had been advised by the superintendent of the 
Welland Canal that, on a 24-hour basis, this canal could han- 
dle on an average only 28 of the larger cargo boats a day, and 
he added that, even if the Welland Canal could handle 30 ocean- 
going ships a day, the toll charge necessary for such liquidation 
would have to average $3,300 a ship. 

“No chain is stronger than its weakest link,” he commented. 


A. A. R. Spkesman on Traffic Estimates 


Walter J. Kelly, assistant to the vice president of traffic 
of the Association of American Railroads, said that the esti- 
mates of traffic and transport charge savings that had been 
made by the St. Lawrence Survey of the Commerce Depart- 
ment were “exaggerated far beyond any reasonable possibility 
of attainment.” He said that conclusion had been reached after 
analysis of the St. Lawrence Survey report by a committee of 
qualified traffic officers of the railroads. He stated that the 
Survey. estimates were based on the theory that all traffic that 
now moved or might move in the territory under considera- 
tion, including that moving by rail, waterway and highway, 
would be transferred to the proposed seaway. The department 
survey failed to recognize that factors other than rates af- 
fected the movement of traffic, and ignored the competition of 
existing inland waterways lying wholly within this country 
and carrying much of the potential tonnage assigned to the St. 
Lawrence route, he declared. 

“It ignores also the commercial value of many combinations 
of rail-water, water-rail and rail-water-rail routes which use 
the Great Lakes and connecting inland waterways within the 
United States,” he added. 

He told the subcommittee that it did not seem likely that 
a service could be established on the seaway for domestic grain 
to Baltimore, Philadelphia, New York and Boston at rates low 
enough to compete with the water-rail routes via Buffalo and 
the —— route via Buffalo and the New York State Barge 
Canal. 


Charles C. Fichtner, executive vice president of the Buffalo 
(N. Y.) Chamber of Commerce, said the seaway would be harm- 
ful to the economy of the Niagara Frontier in several respects, 
one being that it would dislocate the important grain trade; 
another, that it would “disrupt. highly organized and highly 
efficient transportation systems focusing by land and water in 
one of the world’s great distributing centers at Buffalo.” 


Vessel Drafts and Seaway Depth 


Arthur H. Gosselin, chairman of the harbor development 
committee of the New Haven (Conn.) Chamber of Commerce, 
said the proposed seaway would have a serious effect on Amer- 
ican shipping. The American ships used in intercoastal and 
foreign service, he said, drew 27 to 29 feet of water, but, based 
on a 27-foot channel proposed in the St. Lawrence, only ships 
of a draft not over 24 feet would be able to negotiate the St. 
Lawrence. 


Frank P. Philbrick, Vermont vice president of the National 
St. Lawrence Project Conference, said the seaway would com- 
pel reduction of the tonnage of New England railroads. J. 
Leonard Sweeney, vice president of the New England Organl- 
zation for the state of New Hampshire, appearing on behalf of 
the Chambers of Commerce, of Nashua, Manchester, Concord 
and Portsmouth, N. H., and for the New Hampshire Manufac- 
turers Association, said the people of New Hampshire were 
definitely opposed to the considered resolution. Southworth 
Lancaster, traffic manager of the Port of Boston Authority, 
suggested that the channel depth proposed would not suffice 
to make possible the construction of oceangoing ships at Great 
Lakes shipyards that proponents of the seaway anticipated. 
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Michael J. Powers, assistant secretary of the Albany (N. Y.) 
Port Commission, reiterated opposition of Albany to the project. 


Parmelee on “Unjust Discrimination” 


J. H. Parmelee, director of the Bureau of Railway Eco- 
nomics of the A. A. R., undertook to show that the proposed 
seaway would not be in keeping with the national transporta- 
tion policy expressed by Congress, particularly with respect 
to “unjust discrimination, undue preferences or advantages, or 
unfair or destructive competitive practices.” He said that rates 
to be charged on “the toll-free, tax-free St. Lawrence seaway” 
would be discriminatory in that shippers unable to use the 
waterway could not “enjoy the subsidized rate,” and that the 
competition afforded existing agencies of transport by “the 
subsidized waterway” would be both unfair and destructive. 
He estimated that the seaway part of the project would cost 
more than $400,000,000. For this expenditure, he said, the only 
thing the United States would get would be “a part-time trans- 
portation facility with a maximum capacity of 10 million tons 
of U. S. freight per year, or an investiment of $40 per ton of 
annual capacity.” 


R. E. Howe, president of Appalachian Coals, Inc., of Cin- 
cinnati, O., said that every million tons of coal which the St. 
Lawrence project would cause to be displaced would “subtract 
about $3,000,000 annually from the gross revenues of the coal 
industry; it would subtract about $2,000,000 annually from the 
pay envelopes of American coal miners; it would subtract about 
$2,000,000 annually from the freight revenues of the railroads, 
and it would subtract about $1,000,000 annually from the pay 
envelopes of railway employes.” Norman F. Patten, of New 
York City, speaking for the Anthracite Institute, viewed the 
seaway project as a threat to the American anthracite indus- 
try because of its opening of the way for importation into 
Canada, “the fourth largest market in importance in the an- 
thracite industry,” of anthracite from overseas. Charles L. 
Raper, of Syracuse, N. Y., chairman of the Syracuse regional 
committee of the New York State Conference in Opposition to 
the St. Lawrence Project, and representing, also, the Syracuse 
Manufacturers Association -and its Chamber of Commerce, as- 
serted that to spend the taxpayers’ money for additional trans- 
portation and more electric energy “in a region where trans- 
portation and power are already more than ample” is now 
only indefensible but also unfair to private enterprise.” G. H. 
Pouder, executive vice president of the Baltimore Association 
of Commerce, referred to estimates by the Commerce Depart- 
ment’s St. Lawrence Survey that construction of the seaway 
would result in diversion of 770,077 short tons of cargo from 
the port of Baltimore, and added that “it is obvious that Balti- 
more or any other major United States port can ill afford such 
losses, which may be considered minimum,” and that “it is in 
the national interest to keep these seaboard ports active and 
busy through the full twelve months of the year.” 


_ “The tremendous expenditure of tax funds which it entails 
is unquestionably out of proportion to the usefulness of the (St. 
Lawrence) project,” said Frederick W. Burton, director of the 
transportation department of the Rochester (N. Y.) Chamber 
of Commerce, in his testimony. 


Position of Virginia Interests 


Henry E. Ketner, of Richmond, Va., commerce counsel for 
the Virginia Corporation Commission, opposed the seaway on 
behalf of that commission and the State Port Authority of Vir- 
ginia, the Virginia Manufacturers Association, the Virginia 
Coal Operators Association, the Hampton Roads Maritime Ex- 
change and various municipalities, chambers of commerce and 
others. He said that the Hampton Roads ports in normal times 
were only utilized at about half of their peak capacities and 
predicted that the proposed seaway would cause a further loss 
of traffic by these ports. 


Elmer S. Stengall, assistant counsel of the city of Buffalo, 
N. Y., read a resolution adopted by the Buffalo common coun- 
cil in opposition to the St. Lawrence Project. 

David S. Jackson, chairman of the ports and waterway 
sub-committee of the Buffalo Chamber of Commerce, said that 
the pre-war negotiations, reports, plans, blueprints and esti- 


mates on which the seaway and power project was based were 
now obsolete. 


“In all thinking in connection with hydro-electric projects 


there must now be included the new subjects of the develop- 
ment and use of atomic energy,” he said. 


Testimony by: Saltonstall 


Senator Saltonstall, of Massachusetts, viewing the St. 
Lawrence development as a threat to New England industries, 
Pointed to efforts now being made by his state to stimulate 
the port of Boston. 


“We are now discussing with the Army and the Navy what 
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wharves and dockage facilities they want to continue, what 
will be available to us, how much more we have to build, and 
how much it is going to cost,” he said. 

The Boston & Maine, he said, was dependent on Boston 
and on Maine ports for goods it would bring from other sec- 
tions to the coast. With respect to the New York Central and 
its subsidiary, the Boston & Albany, Senator Saltonstall said he 
believed that in recent years “the New York Central has been 
very much more concerned with the port of Boston and with 
New England and has brought more freight down into our 
section than into the city of New York.” 

Tyre Taylor, of Washington, D. C., representing the South- 
ern States Industrial council, headquartered in Nashville, 
Tenn., said that “We have been unable to identify a single 
southern interest that would benefit by completion of the St. 
Lawrence project,”.and that any benefits the project might 
provide would accrue to the most highly industrialized section 
of the United States. ; 

Further opposition to the project was expressed by Samuel 
H. Williams, manager of the transportation and foreign trade 
bureau of the Philadelphia Chamber of Commerce and Board 
of Trade, representing several other Philadelphia commercial 
organizations, and Reginald P. Long and Ear] Lexo, represent- 
ing the board of supervisors of Erie County, N. Y., including 
the cities of Buffalo, Lackawanna, Tonawanda, and smaller 
communities. 

Opposition from Louisiana 


Several witnesses from Louisiana appeared before the 
subcommittee the morning of February 28 to assert, generally, 
that completion of the St. Lawrence project would have a 
detrimental effect on the port of New Orleans and other ports 
in that area and on employment and industrial activities along 
the gulf and the lower Mississippi River valley. These wit- 
nesses were: Steve Quarles, representing the Central Trades 
and Labor Council, A. F. L., at New Orleans; Louis A. 
Schwartz, general manager of the New Orleans Traffic and 
Transportation Bureau; P. A. Frye, of Baton Rouge, executive 
secretary of the Louisiana Public Service Commission; Walter 
Parker, New Orleans, economist and former assistant to the 
Secretary of Commerce; J. W. Stanard, general manager of 
the Baton Rouge Traffic Bureau, Inc., and Louis Bourgeois, 
member of the board of commissioners of the Port of New 
Orleans. 

J. K. Hiltner, general manager of the U. S. Pipe & Foun- 
dry Co., Burlington, N. J., asserted that the proposed seaway 
would be used largely by foreign tramp steamers, to the detri- 
ment of the American shipping industry and employes in that 
industry. 

James W. Danahy, vice president and managing director 
of the West Side Association of Commerce, New York City, 
contended that if, after its construction, the St. Lawrence 
project would be as successful as its proponents claimed it 
would be, the economic importance of New York City and the 
business of the nation would be reduced. In the case of a 
single commodity, such as sugar, the Hudson River Channel 
might lose 58 per cent of its receipts and shipments, he 
averred. 

Another New York Witness 


Cornelius H. Callaghan, Executive Vice President of the 
Maritime Association of the Port of New York, described traffic 
estimates of proponents of the seaway as “theoretical, fan- 
tastic, and erroneous.” He said that American ships, to use 
the seaway, would have to be loaded.2,000 to 3,000 tons or more 
short of deadweight capacity, and that such operation would 
not be profitable. 

Peter A. Garrity, representing chambers of commerce 
and other civic groups in the anthracite-producing areas of 
northeastern Pennsylvania, said the St. Lawrence project 
would cause unemployment in the mining industry and that 
this would be reflected in unemployment in the industries that 
furnished supplies to the mining companies, and in the rail- 
road industry. Views in agreement with that position were 
stated by Frank Mantz, executive secretary of the Hazleton, 
Pa., Chamber of Commerce. 

Charles J. O’Leary, in charge of transportation for the 
New York Produce Exchange, took the position that the sea- 
way would not benefit American export grain trade and said 
his organization had recently reiterated, by adoption of a 
resolution, opposition to the St. Lawrence project that it had 
expressed in past years. 


Mead Opposes Seaway, Supports Power 
Speaking before the labor and industry committee of the 
New York State Conference in opposition to the St. Lawrence 
project, at a luncheon meeting at the Waldorf-Astoria, New 
York, on February 25, Senator James M. Mead, of New York, 
said that construction of the proposed St. Lawrence seaway 
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would not only be wasteful at this time but would also blight 
the ports of New York, Albany and Buffalo, as well as affect 
adversely communities along the state’s barge canal system. 

He said that, while registering his voice against the pro- 
posed seaway, he had not changed his stand in favor of the 
power project linked with it. He added that, if the power 
project had been separated from the seaway project when the 
matter came before the Senate in 1934, it would have unques- 
tionably received the Senate’s approval. 

He pointed out to what he described as a growing surplus 
of transportation radiating out of the Port of New York and 
“carrying without difficulty all of the freight and traffic arising 
in the Great Lakes area.’ He said it would be folly to make 
a huge investment in a new traffic artery when those already 
in existence were more than adequate to carry the load. 

Predicting that the seaway, if constructed, would be run 
at an annual deficit requiring a government subsidy, Senator 
Mead said that loss of business to seaway carriers would also 
force railroads to seek subsidies, requiring payments of two 
subsidies in order to maintain both carriers for alleged reasons 
of national security. Recalling that railroads successfully han- 
dled the heavy war traffic, he said these land carriers could 
not afford to lose a large part of their peace-time business to 
new and unnecessary competition. Pointing out that the St. 
Lawrence seaway would be subject to seasonal interruptions, 
because the river was frozen over for five months in each year, 
he added: 

“If the cream of the summer’s traffic is taken from our 
railroads and routed through the St. Lawrence they will be 
left with the costly traffic of winter season when the St. Law- 
rence is closed. If the seaway carries the remarkable tonnage 
its advocates prophesy for it, then the railroads along with the 
waterways and the highways of our state will suffer from this 
new competition.” 





Surplus War-Built Merchant Ship Sale 
Bill Sent to White House 


After months of consideration, Congress completes 
action on legislation providing for disposal of billions 
of dollars worth of merchant ships to private owner- 
ship. House adopts conference report on measure by 
record vote of 233 to 115. Previously approved by 
Senate 


Schuyler Otis Bland, chairman of the House committee on 
merchant marine and fisheries, saw the completion of one of 
the biggest jobs he has had to supervise as committee chairman 
when the House, on the afternoon of February 26, by a vote of 
233 to 115, adopted the conference committee report on H. R. 
3603, the bill providing for disposal of the government’s war- 
built merchant ships. This completed congressional action on 
the measure which the enrollment clerks then prepared for 
transmission to the White House for presidential action on it. 
It was not thought likely that President Truman would send 
the bill back to the Capitol with a veto message. A review of 
the bill as agreed to in conference and as finally approved by 
— appeared in the Traffic World of February 9, pp. 
393-94. . 

“Mr. Speaker,” said Chairman Bland in calling for action 
on the conference report, “the conference report that is now 
before the House is the culmination of the activities and work 
of the committee on merchant marine and fisheries for about 
two years. The first bill that was introduced was, as I recall, 
on March 27, 1944. Since that time up to this good hour I do 
not believe the consideration of the measure has been out of 
the mind of this speaker in one form or another. I am de- 
lighted to have it now presented to the House for its final 
confirmation. 

“The report is a unanimous one. It has been agreed upon 
by all of the conferees of the House and of the Senate. Of 
course, there are some matters in the bill that some of us 
would like to see changed, but, as is the case with all bills of 
this magnitude, the report is an attempt to agree on something. 

“The bill was reported to the House in June of last year 
just before the recess—too late to take it up at that time. It 
was heard in the House and given two days’ consideration, 
October 1 and 2 (1945), and finally agreed upon. The confer- 
ence report as it is presented does not, except in one particular, 
go beyond the range of the differences between the House and 
Senate. .. . That was an amendment inserted at the instance 
of the Commissioner from the Philippines, which gives priority 
to the Philippine Islands over foreigners but not over Amer- 
icans. The bill seeks to take care of Americans first. 


Magnitude of Problem 


“When you realize the great number of ships that have 
been constructed you will realize the problem that is before 
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us. We have to sell ships to foreigners or we will not dispose 
of the surplus. Our tonnage at the beginning of the war was 
about. 11,500,000 deadweight tons. Our war-built tonnage 
amounted to 58,000,000 tons. The prewar world tonnage in 
1939 was about 75,000,000. Our postwar tonnage is about 
95,000,000. Estimating as large as possible a use in America, 
the postwar needs will be from 15,000,000 to 17,000,000 tons. 
I mention this in order that the House may have before it the 
magnitude of the problem. 

“The limitation in size of ships to be included was reduced 
from 2,000 tons to 1,600 tons. This was done in order to afford 
an opportunity to the Alaskans and to the Filipinos and others 
who might use ships of smaller tonnage to buy them if they 
found it convenient to do so.” 

Considering only ships of 1,600 gross tons and over, Chair- 
man Bland continued, the United States possessed in Septem- 
ber, 1945, 5,529 seagoing merchant ships as compared with 
1,401 in 1939. He then pointed to findings of the House com- 
mittee on postwar economic policy and planning for the neces- 
sity for planning an American merchant marine above its pre- 
war size to meet the needs of traffic and of the increased naval 
force of the country. 

Criticism 

Representative Jackson, of Washington, saying that al- 
though he considered the coriference bill “unsatisfactory and 
inadequate” in many respects, urged action because “if there 
is any further delay in the establishment of a ship-sales policy, 
I am fearful it will lead to chaos in the shipping industry.” 
He discussed the trade-in allowance provisions of the bill and 
trade-in practices of the Maritime Commission which he criti- 
cized. He contended that the bill contained a provision bene- 
fitting only the United Fruit Company with respect to adjust- 
ment on “three reefers purchased by the United Fruit Company 
between June 30 and September 3” and that on purchase of 
bo vessels the company would receive “a windfall of $1,350,- 
000.” 

Representative Weichel, of Ohio, though not opposing the 
conference report because “it might be the best that can be 
done under the facts that we have, but I am not admitting that 
we have all of the facts,” criticized the Maritime Commission 
and War Shipping Administration for irregularities. 

Representative Wigglesworth, of Massachusetts, also crit- 
ical of the legislation, reviewed objections he had to the bill, 
and then asserted that “one thing is abundantly clear.” 

“The manner in which this bill, if enacted into law, is ad- 
ministered is of the utmost importance,” he continued. “If the 
people’s money is to be properly protected, there must be a 
complete change in the financial standards of the Maritime 
Commission. The commission is undergoing some reorganiza- 
tion. I hope that the essential change will be forthcoming. 
There is no member of the House, I am sure, who wants to see 
this ship ‘sales’ bill become a ship ‘gift’ bill.” 


SEAMEN’S REEMPLOYMENT RIGHTS 


The House committee on merchant marine and fisheries 
has favorably reported H. R. 3973, to amend existing legislation 
providing reemployment rights for persons serving in the mer- 
chant marine, so as to bring within the scope of that legislation 
seamen who have left the merchant marine service in order to 
serve in the armed forces, or persons released from the armed 
services to serve in the merchant marine. 

“The second objective of this bill,” said the committee, 
“is to cover those persons who were the civilian employes of 
the War Department and in the Army Transportation Service. 
The bill is so worded it will provide for those persons. The 
civilian personnel of the Army Transport Service are not cov- 
ered under the selective service act or the army retirement or 
reserve army service law. They are not covered with unemploy- 
ment rights similar to those available to the members of the 
armed services. They are under the civil service. They are not 
in the merchant marine and they should be accorded the same 
privileges otherwise granted. This bill will accomplish that 
purpose. 

“The third purpose of the bill is to extend the time for 
making application for reemployment of those persons who 
served in the merchant marine from 40 to 90 days. This is 
uniform with the selective service act and those acts covering 
the armed-service personnel.” 





FRISCO’S DIESEL LOCOMOTIVES 

The new 4,000 horsepower streamlined diesel-electric loco- 
motives which will power the Meteor and Texas Special trains 
of the Frisco Lines will each generate enough electricity to 
supply the electric household demands for 1,000 families, 
according to H. L. Worman, Frisco chief operating officer. He 
said the engines would provide Frisco passengers with a more 
comfortable, cleaner and safer ride, with a top speed of 98 
miles per hour, rapid acceleration, and smoother in starts, stops 
and slowdowns. 

The locomotives are expected to be in service by October. 
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Bermuda Air Agreement Satisfies 
Truman and C. A. B. Head 


Chairman Pogue, at Senate committee hearing, says 
U. S.-U. K. bilateral air transport agreement is step 
forward and has achieved important objectives for 
this country: Truman letter expresses “satisfaction” 
with results of Bermuda conference 


In testimony before the Senate commerce committee, 
Chairman L. Welch Pogue, of the Civil Aeronautics Board, said 
that the bilateral air transport agreement between the United 
Kingdom and the United States, which had been signed at 
Bermuda on February 11, represented an important step for- 
ward in international air transportation and that various ob- 
jectives “important to the United States” had been achieved 
in the agreement “insofar as international air transportation 
operations between the two countries are concerned” (see Traf- 
fic World, Feb. 16, p. 473). 

Senator McCarran, of Nevada, a member of the Senate 
commerce committee, earlier had found fault with the agree- 
ment (see Traffic World, Feb. 16, p. 474). Later, Representa- 
tive O’Hara, of Minnesota, joined in criticism of the agreement, 
saying it seemed to him that “as usual, in negotiations between 
our State Department and some foreign country, we came out 
a poor second.” 

“We have granted the British not only the routes they 
wanted, but also the use of our military bases,’ said Mr. 
O’Hara. “We have not only opened up to them the whole 
United States, incredible as it seems, but we have even given 
them the right to determine what fares shall be made for car- 
rying the American public on American aircraft, traveling any- 
where in the world outside our own 48 states. What I am con- 
cerned about is that in matters affecting transportation the 
State Department goes along making agreements which affect 
every form of transportation in this country, without even a 
suggestion of any review or action by the Congress. . . . This 
is a most serious issue. . .. I want no part of this new venture 
into the field of international cartelism, and I am convinced 


that at Bermuda a government cartel dominated by the British 
was created.” 


Reciprocal Entry Provisions 


“We believe that this agreement will assist the United 
States in important ways in achieving the world-wide air route 
system which this government proposed in 1944,” said Chair- 
man Pogue, in his testimony. “The United Kingdom, including 
its territories, mandates, possessions, and protectorates, in- 
cludes 17 points, most. of them important points, scattered all 
over the world on our world-wide air routes. If it be agreed 
that the leadership of the United Kingdom has an important 
bearing on the attitude of the dominions and of Egypt, various 
countries in the Near East, and in India, it is apparent that 
the making of this agreement should assist materially in set- 
per a pattern for reaching agreements with additional coun- 
ries, 

He said that the United Kingdom had for the first time 
been authorized by this country to use Hawaii as a stop for 
international traffic and to have access to additional points in 
the United States which the British had not heretofore been 
authorized .to serve. 

“In broad outline,” he said, “we desired full rights to 
operate to and through London and Glasgow and to 15 other 
British points scattered throughout the world with the priv- 
ilege of setting down and picking up international traffic at all 
of those points. In exchange for those rights United Kingdom 
air carriers were authorized to serve 11 points in the United 
States, a point in Hawaii, a point in San Juan, and certain 
other island points in the Pacific. . . . It (the Bermuda agree- 
ment) breaks new ground and purposely leaves certain areas 
to be dealt with in the light of experience through conference 
and good liaison work between the aeronautical agencies of 
the two governments.” 


Taxing of Rates and Fares 


With respect to the level of fares of U. S. and British air 
Carriers operating between this country and points in the United 
Kingdom, Chairman Pogue said that experience of the United 
States internally had led to the conclusion that some regulation 
at the governmental level of a public utility engaged in the 
transportation business was not only desirable but necessary, 
and that, “with this domestic experience in mind, the United 
States agreed with the United Kingdom at Bermuda for the 
review at governmental level of rates charged by operators, 
but only within the statutory powers and authorities, so far as 
we are concerned, which the Congress has or may hereafter 
confer upon the United States aeronautical authorities.” 
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He said the British desired to control frequencies of plane 
trips between the countries, as well as to control the rates, but 
that they agreed to modify their position as to frequencies “so 
that the agreement has no limitation upon frequencies and 
permits each nation to determine for itself the number. of fre- 
quencies which its own air carriers shall operate.” 


Broader C. A. B. Rate Powers Suggested 


Mr. Pogue suggested that Congress should grant powers to 
the Civil Aeronautics Board over the rates charged by U. S. 
air carriers for international transportation of persons and 
property. He made that suggestion in the course of discussion 
of the “rate-fixing’” phase of the Bermuda agreement. 

In working out the review of rates to be charged, he said, 
the United States was confronted with the firm position by the 
United Kingdom that it would not permit its air space to be 
used by air carriers charging “rates which are free from all 
governmental review of any kind and subject to being used in 
rate wars and destructive practices.” 

“In order to get agreement it was essential to recognize the 
sovereign right of the United Kingdom thus to control access 
to its market,” he continued. “Accordingly it is recognized in 
the agreement that if, after consultation between the aero- 
nautical authorities of the two governments, the air carriers 
of either country charge a rate unsatisfactory to the other 
country, the country raising the objection to any new rate may 
take such steps as it may consider necessary to prevent the 
inauguration or continuation of the service in question at the 
rate complained of. 

“This power on the part of one government will be elimi- 
nated, however, in the event that powers are conferred by 
Congress upon the aeronautical authorities of the United States 
to fix fair and economic rates for the transportation of persons 
and property by air on international services and to suspend 
proposed rates in a manner comparable to that which the Civil 
Aeronautics Board is at present empowered to act with respect 
to such rates for the transportation of persons and property by 
air within the United States. In that event, when a new rate 
is proposed, for example, by one of our air carriers between a 
point in the United States and a point in the United Kingdom 
territory, that rate will go-into effect provisionally if in the 
opinion of the board it is not unfair or uneconomic, even though 
it is unsatisfactory to the United Kingdom. The agreement 
provides that in such case the aeronautical authorities of the 
two countries will continue to consult in an effort to reach an 
agreement as to what the proper rates should be. If an agree- 
ment can be reached, then both countries will see that the 
agreed rate is placed in effect, of course assuming (as indicated 
above under this contingency) that the Congress shall have 
conferred appropriate power upon the Civil Aeronautics Board 
to accomplish this result.” 

He said that so long as the C. A. B. had no power over 
international rates the board could use only its best efforts to 
cause advisory opinions of the Provisional International Civil 
Aviation Organization to be placed into effect, but that if Con- 
gress did confer such power on the C. A. B. the rates recom- 
mended in such advisory reports of the P. I. C. A. O. would be 
placed in effect by the board. 

It was expected, said Mr. Pogue, that the United Kingdom 
would have one or more representatives in Washington “to 
keep close contact with our aeronautical authorities on all mat- 
ters of interest to the two countries arising under this agree- 
ment,” and that the United States would “reciprocate in this 
respect.” 

Appearing before the commerce committee again on Febru- 
ary 27, Chairman Pogue responded to committee member re- 
quests for a “more specific appraisal of the advantages and 
disadvantages represented by the Bermuda agreement to the 
respective air transportation interests of the United States and 
the United Kingdom.” 

Chairman Pogue, after discussing details of the agreement, 
said the C. A. B. believed that the agreement represented an 
essentially equitable arrangement between the two countries. 

“It represents a long step toward clearing our respective 
world route patterns and toward permitting that freedom of 
operation over them for which this government has consistently 
stood,” he said. “It is the board’s judgment that the agreement 
provides the,airlines of the two countries with a genuinely fair 
opportunity to compete in world traffic matters. We therefore 
believe that the agreement is fully consistent with the public 
interest of the United States.” 

Chairman Pogue expressed the opinion that the agreement 
from the point of view of traffic and the exchange of “fifth 
freedom” rights between the United Kingdom and the United 
States “is obviously not to the disadvantage of United States 
interests.” 

President Truman Approves 


President Truman issued the following statement about the 
agreement: 
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I want to express my satisfaction with the conclusion of an air 
transport agreement with the United Kingdom at Bermuda on February 
eleventh. It is now clear that very difficult problems in specialized 
technical areas in the relations of the two countries can be worked 
out separately from the overall financial and trade negotiations which 
took place during the fall. Under the Bermuda agreement there will 
be no control of frequencies, and no control of so-called Fifth Freedom 
rights on trunk routes operated primarily for through service. It gives 
to the airline operators the great opportunity of using their initiative 
and enterprise in developing air transportation over great areas of 
the world’s surface. 

Because civil aviation involves not only problems of transportation 
but security, sovereignty and national prestige problems as well, the 
joint working out of air transport agreements between nations is a 
most difficult one. Many countries, naturally desirous of having air 
transport companies of their own, and with treasuries heavily de- 
pleted by their war efforts, have a genuine fear of the type of rate war 
with which the history of various forms of transportation has been so 
full. In the Bermuda agreement the executive branch of the United 
States government has concurred in a plan for the setting up of ma- 
chinery which should protect against the type of rate war feared by 
so many of the countries through whose air space we desire that our 
airlines have the right to fly. Part of the plan for future rate control 
will be dependent on the granting of additional powers by the Congress 
to the Civil Aeronautics Board. 


_The major purpose of the two governments in regard to 
— air transport has now been set forth in writing and it 
reads. 


““(1) That the two governments desire to foster and encourage the 
widest possible distribution of the benefits of air travel for the general 
good of mankind at the cheapest rates consistent with sound economic 
principles; and to stimulate international air travel as a means of 
promoting friendly understanding and good will among peoples and 
insuring as well the many indirect benefits of this new form of trans- 
portation to the common welfare of both countries.’’ 


I believe the results of this conference constitute a very important 
forward step. 


Director Johnson Favors Single Agency 
to Regulate Transportation 


O. D. T. director takes view that no barrier should be 
raised to integration of different types of carriers. 
Wants one agency to eliminate competing regula- 
tory agencies, that agency to be the Commission. 
Suggests separation of executive and quasi-legisla- 
tive and quasi-judicial duties 








It was an unjustified exaggeration to say that the United 
tates had no transportation policy, said Director Johnson, of 
the Office of Transportation, in a statement filed with the sub- 
committee on transportation of the House committee on inter- 
state and foreign commerce, at the invitation of the sub-com- 
mittee, in connection with its national transportation inquiry. 
There were weaknesses in the policy, he said, but that, gener- 
ally speaking, a defensible policy was outlined by statute and 
administered “without glaring weakness.” 

He urged legislative action.designed to meet weaknesses 
stated as follows: 


Under existing legislation railway and commercial highway transport, 
together with a small fraction of inland water transport, are subject 
to regulation by the Interstate Commerce Commission. Air transport, 
increasingly competitive with surface carriers, is subject to regulation 
by a separate agency, the Civil Aeronautics Board. Currently, certain 
forms of transport benefit through public aid; such benefits the rail- 
ways, in particular, do not enjoy. Variations in the burden of taxa- 
tion are to be found and certain types of transport are the beneficiar- 
ies of heavy public outlays. All of these factors tend to make for 
inequities in the formulation and development of a defensible trans- 
portation policy. 


Citing the arguments “most convincing” for and against 
separate regulatory bodies for each of the modes of transport, 
Director Johnson said it would, under such circumstance, be 
impossible to make effective a national transportation policy 
except under one condition: “the establishment of a superior 
regulatory body by which the judgments of the lesser agencies 
of control would be subject to review.” The advantages of a 
single regulatory body to control all forms of carriers for hire, 
both common and contract, he said, would be the formulation 
and making effective of a national transportation policy and 
that, furthermore, all conflicts of authority would be eliminated. 
The sole disadvantage of such centralized regulation, he said, 
was the “possible bias of the single agency in behalf of, or 
against, a particular form of transport.” 

“It need scarcely be said that such bias is highly improb- 
able and that, even if there were upon occasion a suggestion of 
bias, the resulting prejudice to a particular form of transport 
might well be less costly to it and to the public than the con- 
fusion which must inevitably exist as a consequence of inde- 
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pendent and competing regulatory agencies in control of com- 
peting forms of transport,” he said. 

Another change in policy, representing a break with the 
past, was desirable, he said. He observed that the Commission, 
the Civil Aeronautics Administration and the Public Roads Ad- 
ministration had executive responsibilities and that, scattered 
throughout other governmental agencies, were additional groups 
dealing with particular aspects of transport. 

There should be a definite separation of responsibilities and 
powers as between quasi-legislative and quasi-judicial on the 
one hand, and, on the other, executive, he said. In the one 
independent regulatory body he had suggested, he urged that 
all authority be centered “to exercise over every form of do- 
mestic transport quasi-legislative and quasi-judicial controls,” 
and continued: 


To administer all legislative or other requirements that are execu- 
tive in nature, I urge the creation of a Transportation Authority, or, 
if you will, a Department of Transportation. This authority or de- 
partment should not be a mere segment of some other organization, as 
the Civil Aeronautics Administration is today of the Department of 
Commerce, but independent, responsible directly to the President of 
the United States and with a separate budget. 


With the establishment of such an authority, he said, the 
competition that now existed between various agencies of gov- 
ernment .in the promotion of particular forms of transport 
would be eliminated, a national transportation policy could be 
developed and made effective, with a resulting elimination of 
“much of the friction and conflict now evident among advocates 
of various types of transport, a coordinated and unified pro- 
gram of development would be possible to supplement the 
unified program of regulatory control. 

No major reorganization of the Commission appeared de- 
sirable or needful, said Director Johnson, but suggested certain 
modifications: Broadening of its power to cover all domestic 
movements for hire by water; subjection of all domestic air 
transport for hire to regulation by the Commission; elimina- 
tion of present overlapping of jurisdiction of the Securities and 
Exchange Commission and the Commission on financial mat- 
ters; extension of the Commission’s power to delegate to sub- 
ordinates the right to act in its name, and an increase in the 
Staff of the motor carrier bureau. 

Where the activities of the carriers were subject to super- 
vision of the regulatory agency all forms of transport for hire 
should be exempt from application of the antitrust statutes, he 
said, freeing them with respect to matters involving coopera- 
tive action from fear and threat of interference on the part of 
the Department of Justice. 


Coordination of Transportation 


Leading into a discussion of the integration of the various 
forms of transport, Director Johnson said he believed differ- 
entials in rates as between different types of carriers were sel- 
dom warranted or desirable, and never, in his opinion, war- 
ranted when the sole purpose was to maintain uneconomic 
operations. If, by reason of abandoning a favorable differ- 
ential, one type of carrier would disappear and service by but 
a single carrier would result, such monopoly—subject to close 
regulatory control—was still preferable to “indefinite subsidy 
of uneconomic operations,” he said. He added that each type of 
carrier should be required to make effective a rate schedule 
based on all legitimate costs of service, and if able to serve 
under such a rate structure at lower costs than other forms, 
the public should be permitted to benefit therefrom. 

“A major problem that might here develop is this: that 
existing traffic would be so divided among the various forms 
of transport that the operation of none would prove financially 
successful,” said he. “In such case, the answer might lie in the 
integration of the various forms of transport in this area or in 
a survival struggle that would leave the carrier best fitted to 
render a total service in control of the field.” 

He continued: 


Coordination may result from voluntary action upon the part of 
like types of carriers or of different types or from regulatory orders 
designed to obtain coordination; on the other hand, coordination may 
be the consequence of the extension of common ownership over cal- 
riers of like type or of different types—commonly termed integration. 
To the extent that it is possible to obtain voluntary or ordered co- 
operation and it is economicaily sound, such unification of service 
should be encouraged. No action by government would be essential 
to voluntary cooperation. It is possible, however, that coordination 
under order of the regulatory body may be feasible in certain instances 
and preferable to integration. To facilitate this, a clear statutory basis 
should be given for such orders, indicating when they may legitimately 
be promulgated. 

At the present time, statutory authority exists for regulatory ap- 
proval of the unification of carriers of the same type, subject to certain 
specific limitations, as in the case of the railways. Barriers have been 
erected, however, against action designed to effect the; integration of 
rail and water carriage, where any measure of competition exists; 
obstacles have been placed in the way of the integration of rail and 
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highway operations which makes such integration difficult; and admin- 
istrative policy makes impossible at present any integration between 
surface and air carriers. All such obstacles, statutory or administra- 
tive, should be eliminated and the way cleared for integration, subject 
to approval by the single regulatory body upon a clear showing of 
public interest. 

The general public has little interest in transportation by rail, 
by highway, by air, by water, as such: rather, that public is deeply 
interested in the best possible transportation service at reasonable cost, 
whether that service be rendered by one type of transportation or 
another or, indeed, by a combination of several. Because a complete 
transportation service can rarely be rendered by a single type, it 
seems both logical and proper that the public be privileged to benefit 
to the fullest extent, consistent with the preservation of a reasonable 
measure of competition, from the integration or close coordination of 
transport which so combines all types of transport as to make it 
possible for the integrated or coordinated unit to render to the cus- 
tomer the compiete service in which he is interested. The justification 
of any form of transport lies, not in its provision of independent cor- 
porate action for existing service units, but in its service to the public: 
unification—as coordination—must, ultimately and properly, be judged 
upon the basis of its possible public service rather than in the light of 
its effect upon the number of separate operating units of some par- 
ticular type of transport. Such integration or coordination should, 
however, as stated, be subject to the control of the Interstate Com- 
merce Commission, that public interest be adequately safeguarded. 


Common Ownership and Integration 


Director Johnson returned to the subject under the above 
heading where, after discussing the conditions he thought 
ought to flow from the consolidation directed along “lines of 
unification of the weak with the strong, with ultimate aban- 
donment of unprofitable lines and with fixed charges of the 
properties consolidated properly adjusted to earnings, after the 
economies of consolidation are realized,” he said there should 
be no legal barrier to the common ownership, operation, and 
control of carriers for hire of the same type, controlled in the 
public interest. He said he believed the unification of rail with 
rail and truck with truck should be permitted, subject to proof 
that unification was in the public interest, and continued: 


I feel that the same principle should govern with respect to the 
unification of different types of transport as suggested above with 
respect to the same types. . . . I believe it wholly unsound, from the 
standpoint of public interest, to erect a positive barrier against the 
integration of any two different types of transport; on the other hand, 
it would certainly be inimical to public interest if such integrations 
were subject to 10 controls. This control I would vest in the Interstate 
Commerce Commission. 

The retention of competition within given areas is important: this 
is true not only of competition between unlike types of transport but 
also competition between like types. On the other hand, there are 
situations in which the cost of retaining competition is to the public 
excessive. I am convinced that the Interstate Commerce Commission, 
in examining any proposal to integrate like or unlike types of trans- 
port, should give careful consideration to the effect of the proposed 
integration upon competition within the area served. It would not 
seem essential that competition be maintained within each community 
or within each minor area; on the other hand, the continuance—even 
intensification—of competition over large areas is generally desirable. 
In judging public interest, the Commission has no greater respon- 
sibility than to decide upon the importance of retaining existing com- 
petition in a particular situation as against the benefits of unifications 
urged. 


~ Other subjects discussed by Director Johnson in his state- 
ment were finance, taxation, federal aid to transportation, in- 
terstate barriers to commerce, and the submarginal carrier. 


Revenue Freight Loading 


Revenue freight loading the week ended February 23 
totaled 723,281 cars, according to the Association of American 
Railroads. This was 16,227 cars or 2.3 per cent above the pre- 
ceding week, 49,115 cars or 6.4 per cent under the correspond- 
ing week last year, and 57,703 cars or 7.4 per cent under the 
corresponding week of 1944. 


MONEY FOR O. D. T. CAR SERVICE 


The Senate appropriations committee has reported H. R. 
5458, the urgent deficiency appropriation bill for 1946, without 
proposing any revision in the proposed supplemental appropria- 
tion of $159,000 carried in that bill, as passed by the House, for 
use by the Office of Defense Transportation in the current fiscal 
year in connection with car service activities of that agency 
(see Traffic World, Feb. 16, p. 468). 


The $159,000 proposed to be added to funds now available 
for the O. D. T. represents a restoration of part of a reduction 
of $3,075,000 in O. D. T. funds that had been effected earlier 
in any appropriation rescission bill. 


The Senate committee’s printed hearings on the bill showed 
that the committee heard no testimony with respect to the 
O. D. T. item, and the committee made no comment about it in 
its report. 


Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, 
totaled 49,762,306,000 in November, 1945, as compared with 
59,384,270,000 in November, 1944, and 634,370,827,000 in the 
eleven months ended with November, 1945, as against 679,- 
649,843,000 in the like 1944 period, according to a compilation 
by the Commission’s Bureau of Transport Economics and 
Statistics of revenue traffic statistics of those roads, state- 
ment M-220. 


Revenue tons carried in November, 1945, amounted to 
219,841,888, as against 247,304,274 in November, 1944, and 
2,648,055,356 in the eleven months ended with November, 1945, 
as against 2,806,101,537 in the like 1944 period. Freight revenue 
totaled $463,902,145 in November, 1945, as compared with 
$585,270,481 in November, 1944, and $6,131,675,875 in the eleven 
months ended with November, 1945, as against $6,440,890,343 
in the like 1944 period. 


Revenue passengers carried totaled 72,594,817, and pas- 
senger revenues totaled: $145,628,278 for November, 1945, as 
compared with 73,029,856 and $140,298,704, respectively, for 
November, 1944. In the eleven months ended with November,- 
1945, revenue passengers carried totaled 817,056,636 and pas- 
senger revenues amounted to $1,555,330,733, as against 836,- 
146,663 and $1,643,864,158, respectively, for the corresponding 
1944 period. 


Freight traffic averages for November, 1945, compared 
with November, 1944, respectively, were reported as follows: 

Miles a revenue ton a road, 226.4 and 240.1; revenue a 
ton-mile, 0.932 cent and 0.986 cent; and revenue a ton a road, 
$2.11 and $2.37. 


For the eleven months ended with November, 1945, com- 
pared with the like 1944 period, freight traffic averages were 
reported, respectively, as follows: 


Miles a revenue ton a road, 239.6 and 242.4; revenue a 
ton-mile, 0.967 cent and 0.948 cent; and revenue a ton a road, 
$2.32 and $2.30. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 24,301 
freight cars, and a daily average shortage of 7,003 freight cars 
for the week ended February 23, according to the car gervice 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 631; auto 
box, 2,239; flat, 3,256; gondola, 14,578; hopper, 267, and mis- 
cellaneous, 3,330. 

The shortage was made up as follows: Plain box, 6,081; 
auto box, 67; gondola, 13; hopper, 792, and miscellaneous, 50. 





Revenue Freight Car Loading—Week Ended Saturday, Feb. 23 


Grain and Live 
grain-prod. stock Coal 
{ 1946 51,720 17,223 184,186 
Total all roads.......... hasan 4 1945 40,465 12,892 170,354 
| 1944 48,084 15,648 177,135 
Preceding week February 16..... 1946 51,843 18,080 181,840 
Per cent increase over...........-. 1945 27.8 33.6 8.1 
Per cent decrease under.......... 1945 
Per cent increase over...........- 1944 7.6 10.1 4.0 
Per cent decrease under.......... 1944 
{ 1946 415,985 137,692 1,425,011 
Cumulative 8 weeks to Feb. 23.. 4 1945 342,640 117,695 1,331,851 
| 1944 434,735 126,690 1,452,446 
Per cent increase over...........- 1945 21.4 17.0 7.0 
Per cent decrease under.......... 1945 
Per cent. increase over............ 1944 8.7 
Per cent decrease under.......... 1944 4.3 1.9 





: Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
8,852 37,650 7,288 113,883 302,479 723,281 
15,479 37,466 12,191 101,633 381,916 772,396 
15,306 42,556 13,322 102,271 366,662 780,984 
7,799 36,318 5,412 118,332 287,430 707,054 
A) 12.1 
42.8 40.2 20.8 6.4 
11.4 
42.2 11.5 45.3 17.5 7.4 
75,749 273,511 58,795 919,111 2,444,476 5,750,330 
115,474 309,561 90,293 779,634 2,968,994 6,056,142 
122,343 337,246 112,653 807,377 2,919,326 6,312,816 
17.9 
34.4 11.6 34.9 17.7 5.0 
13.8 
38.1 18.9 47.8 16.3 8.9 
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Transportation Tax Yields Approach 
Half Billion Dollar Mark in 1945 


Internal revenue collections from taxes imposed on amounts 
paid for transportation of persons and property in the calendar 
year 1945 totaled $452,984,352.33 as against $423,369,145.94 in 
1944, according to statistics made public by the Bureau of In- 
ternal Revenue of the Treasury Department. 

The tax on amounts paid for transportation of property is 
3 per cent except in the case of coal on which the tax is 4 
cents a ton. 

The tax on amounts paid for transportation of persons is 
15 per cent. It was 10 per cent prior to April 1, 1944. 

On amounts paid for transportation of property the yield 
in 1945 was $219,342,260 as against $221,384,666.17 in 1944 
while in the case of transportation of persons the yield was 
$223 ,552,092.33 as against $201,984,479.77 in 1944. 

The tax on transportation of oil by pipeline (4% per cent 
of the transportation charges) yielded $15,679,681.94 in 1945 
as against $16,348,216.91 in 1944. 

The federal gasoline tax of 1% cents a gallon brought in 
$424,585,161.64 in 1945 as against $328,597,298.52 in 1944. 

The $5 motor vehicle use tax, which has been repealed ef- 
fective June 30, 1946, yielded $124,501,284.41 in 1945 as against 
$128,054,436.66 in 1944. 

Employment taxes paid by carriers totaled $283,015,647.37 
in 1945 as against $286,749,984.14 in 1944. These taxes amount 
to 6% per cent of pay roll. 


RAIL PUBLICLY REPORTED DIVIDENDS 
Publicly reported dividend payments by railroads increased 
from 16.6 million dollars in January, 1945, to 19.7 million dol- 
lars in January, 1946, according to the Department of Com- 
merce. It said the rails’ publicly reported dividend payments 
increased from 87.6 million dollars for the three months ended 


in January, 1945, to 88.7 million dollars for the three months 
ended with January, 1946. 


Steel Strike Effect on Rail 
Equipment Program 


The steel workers’ strike, now settled, has delayed the 
military program for 1,200 troop sleepers (the 400 kitchen cars 
were delivered in January) and this, in turn, will delay the 
modernization program of the domestic railroads, says the 
Civilian Production Administration. 

“The backlog of orders for passenger coaches increased by 
250 units during January, to 2,194 cars as of February 1,’ it 
said. ‘Deliveries were not expected in any substantial volume 
until the last half of 1946, and as a result of the steel strike, 
the program will probably extend well into 1947. 

“Production of freight cars for domestic use increased in 
spite of the strike and reached 3,040 units in January, compared 
with 2,851 in December. Freight cars built for export increased 
from 481 in December to 1,272 in January. Total freight cars 
on order are now approximately 85,000 units, of which about 
44,000 are for export. 

“All of the principal manufacturers of locomotives were 
shut down during the steel strike, since their workers are 
affiliated with the steel union. Accordingly, the already large 
backlog of orders has increased and unfilled orders for large 
diesel-electric locomotives for domestic use now total about 
45200. 


NEW ENGLAND ADVISORY BOARD 


The New England Shippers Advisory Board will hold its 
spring meeting, March 21, at the Hotel Kimball, Springfield, 
Mass. 

In an effort to conserve time, travel and expense, the New 
England Traffic League will hold its Springfield meeting at the 
same place, March 20. A joint meeting of its executive com- 
mittee and board of directors will be held on the evening of 
March 19. 

A banquet will be held at the Hotel Kimball, March 20, 
under the joint auspices of the Springfield Traffic Club, the 
New England Traffic League and the advisory board. 

W. H. Day, manager of the transportation bureau, Boston 
Chamber of Commerce, and general chairman of the advisory 
board, has notified board members that means must be devised 
to increase the productive capacity of the available supply of 
box cars. “The railroads are endeavoring to improve their 
performances and shippers must do likewise in the interest of 
moving the nation’s commerce,” stated Mr. Day. “One out- 
standing obstacle on the shippers’ side of the picture is the 
five-day week which appears to be gaining in popularity with 
the result that a steadily increasing number of cars remain 
on track untouched on Saturdays and Sundays,” said Mr. Day 


TRAFFIC WORLD 


in urging board members to review their performance records 
and to apply corrective measures if possible. 





SOUTHWEST ADVISORY BOARD 


The Southwest Shippers Advisory Board will meet March 
15, at the Hotel Galvez, Galveston, Tex. The executive, rail- 
road contact, and loss and damage prevention committees will 
meet the previous day. 

Beauford Jester, of Austin, Tex., member of the Railroad 
Commission of Texas and candidate for governor, will be the 
principal speaker at a luncheon, March 15, sponsored by the 
Traffic and Foreign Trade Club of Galveston. 

W. C. Kendall, chairman, car service division, Asscciation 
of American Railroads, Washington, D. C., will report on the 
national transportation situation, at the general board meeting. 
C. H. Dietrich, of Chicago, executive vice-chairman, fre‘ght 
claim division, A. A. R.,: will speak on claim prevention ac- 
tivities. Wallace Green, traffic manager, Huey & Philp Hard- 
ware Co., Dallas, Tex., is general chairman of the board. Al- 
ternate chairman is Frank H. Cross, district. traffic manager, 
General Mills, Inc., Oklahoma City, Okla. 


GREAT LAKES ADVISORY BOARD 

The Great Lakes Regional Advisory Board will meet March 
20 at the Hotel Carter, Cleveland, O., with several committees 
—the executive, railroad contact, and loss and damage com- 
mittees—meeting March 19. 

Clifford F. Hood, president, American Steel & Wire Co., 
will be guest speaker at a luncheon March 20. Robert E. Wood- 
ruff, president, Erie Railroad Co., will be toastmaster. L. H. 
Baughman, traffic manager, Toledo Scale Co., Toledo, is presi- 
dent of the board. 





A.R. E. Association Meeting in Chicago 


Railroad engineering officers from all parts of the United 
States and Canada will attend the forty-fifth annual meeting 
of the American Railway Engineering Association at the Palmer 
House in Chicago on March 12, 13 and 14. Research to produce 
better railroads and railroading will. be the major topic for dis- 
cussion. ae 

Heading the list of speakers will be Brigadier General 
Donald Armstrong, commandant of the Army Industrial Col- 
lege, who will address the luncheon on the second day. 

Other speakers at the three-day meeting will include C. E. 
Johnston, chairman of the Western Association of Railway 
Executives; Henry T. Heald, president of the Illinois Institute 
of Technology; Ralph B. Peck, research assistant professor of 
soil mechanics at the University of Illinois; W. M. Wilson, re- 
search professor of structural engineering at the University of 
Illinois; J. R. Tenney, superintendent of safety of the Western 
Maryland Railway and chairman of the committee on highway 
crossings of the A. A. R. safety section; E. W. Reich, super- 
intendent of telegraph and signals of the Reading Railway 
System and chairman of the.A. A. R. signal section, and J. M. 
Trissal, superintendent of communication and electrical engi- 
neer of the Illinois Central System and chairman of the A. A. R. 
electrical. section. 

Honorary memberships will be presented to Ralph Budd, 
president of: the ‘Burlington Lines, and J. M. R. Fairbairn, 
retired chief engineer of the Canadian Pacific Railway. 

Standing committees of the association will report on re- 
search activities to improve the railway plant and methods, 
and the newly elected officers will be installed. A. A. Miller, 
president of the organization and chief engineer maintenance 
of way of the Missouri Pacific Lines, will preside. 

In connection with the meeting, Radio Station WAAF in 
Chicago will present a roundtable discussion on Thursday, 
March 14, from 5:15 to 5:30 p. m., Central Standard Time. 
The participants will be A. A. Miller; J. B. Akers, chief engi- 
neer of the Southern Railway System, and Miss Olive W. Den- 
nis, research engineer of the Baltimore and Ohio Railroad. 
Albert R. Beatty, manager of the press and radio service of the 
A. A. R., will act as moderator. 


CHICAGO PASSENGER TERMINAL COMMITTEE 


Headquarters for the terminal engineer’s staff of the com- 
mittee working on plans to consolidate passenger facilities of 
the 16 railroads using the four stations south of Chicago’s cen- 
tral business district, will be opened the week of February 25, 
at 166 West Jackson Boulevard, Chicago, according to F. G. 
Gurley, president of the Santa Fe Railway, and chairman of 
the South Side Terminal:Committee. 

C. P. Richardson will be in charge of the office. R. E. 
Dougherty, vice-president of the: New York Central System, is 
chairman of the engineering committee. 

The committee is attempting to get railroad agreement on 
a modern terminal to replace the present stations, the La Salle 
Street, Dearborn, Grand Central and Central stations. 
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The author, in two earlier ar- 
ticles, told about the need for and 
probable good results to be ex- 
pected from an Institute for Traf- 
fic Management, and the form its 
organization ought to take and 
the functions it ought to perform. 

In the accompanying article he 
defines, in more explicit terms, 
the place of the institute in the 
elevation of the personal qualifi- 
cations of the traffic manager and 
draws the clear line of demarca- 
tion between the institute and the 
Associated Traffic Clubs Founda- 
tion, the function of which is to 
convince industry generally of the 
value and responsibility of traffic 
management. 

According to Dr. Wilson, what 
the institute is to be and do are 
only relatively more important 


than what it is not to be and not. 
to do. He carefully examines both 
sides of the picture in this article 
and comes up with a series of defi- 
nitions that should carefully be 
borne in mind by those interested 
in its promotion. 





All who are eager to have trans- 

portation and traffic management 
as a field of business activity continue 
its progress toward higher standards of 
professional attainment and wider recog- 
nition as a vital function in management 
have been encouraged by two recent 
papers of distinction. One was that of 
E. G. Plowman on “Traffic Control in 
Business Management,” presented to the 
Junior Traffic Club of Chicago on Janu- 
ary 3; and the second was the address 
of A. H. Schwietert, traffic director of 
the Chicago Association of Commerce 
and member of the board of directors 
of the Associated Traffic Clubs of Amer- 
ica Foundation, before the Alumni Asso- 
ciation of the College of Advanced Traffic 
at Chicago on January 15. The first of 
these splendid papers by leaders in the 
field of transportation and traffic. man- 
agement was published in the Traffic 
World of January: 12, 1946, (pp. 81-84) ; 
and the second was published in the 
same journal in its issue of January 19, 
1946, (pp. 188 and 190). Mr. Plowman’s 
paper stressed the importance of traffic 
control to the industrial management. 
Mr. Schwietert’s paper outlined the ob- 
jectives of the A. T. C. of A. Foundation 
admirably, and referred to the proposed 
plans for an Institute of Transportation 
and Traffic Management. The purposes 
and objectives of the foundation and of 
the institute appear to the writer to be 
reasonably distinct and mutually com- 
plementary. 


As this writer sees it, the purposes of 
the institute are to assist, encourage, 
guide and counsel those who seek to pre- 
pare for examinations, in the schools or 
study programs of their choice, to estab- 
lish their qualifications. The Institute, 
as its proponents envisage it, is not to 
be a school, or a correspondence course, 
or a sponsor of legislation. It is similar 
in funtion to the board of regents in an 
educational program and like the char- 
tered societies in accountancy, engineer- 
ing, insurance, and other fields—a body 
of men interested in assisting themselves 
and other to attain higher standards in 
their work and to measure their attain- 
ments by comprehensive and impartial 
examinations. 
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Institute and Foundation 
Co-Workers in Traffic 


Working together in the Field of Traffic Management, 
the Newly Organized A. T. C. Foundation and the Pro- 
jected Institute for Traffic Management Can Govern 
the Future of the Traffic Department and Traffic Man 


By G. LLOYD WILSON 


The purpose of the examinations is to 
enable the Institute to certify that those 
who have successfully passed them have 
demonstrated their capabilities by the 
objective standards of these examina- 
tions. The candidates will prepare for 
their examinations as in_ these other 
fields, by university or college training, 
in traffic management schools or courses, 
by study groups or self-study, as they 
see fit. 


The Interstate Commerce Commission 
will conduct its bar examinations. Some 
of those who have taken the Institute 
examinations may seek admission to the 
Commission’s bar, and if they do so they 
should be better prepared to take the 
examinations. If they do not seek to 
practice before the Commission as many 
will not, the institute examination will 
serve as evidence of their qualifications 
as expert traffic and transportation men. 


If any states choose to require that a 
person, holding himself out to advise or 
counsel others in traffic matters as a 
consultant, shall be licensed by the state, 
that is the affair of the state. Those who 
have successfully passed the institute ex- 
aminations should have little difficulty in 
establishing to the satisfaction of the 
state license examination authorities that 
they possess the qualifications of having 
successfully passed a series of compre- 
hensive and impartially graded examina- 
tions in transportation and traffic man- 
agement. Perhaps the state licensing 
officers, if this plan of requiring public 
practitioners in traffic management to be 
licensed is adopted, may give to the insti- 
tute certificate holders credit toward the 
license examinations or even an exemp- 
tion from them, but that has nothing to 
do with the institute. 


It is comparable to the state certified 
public accountants examinations, and the 
examinations of the Institute of Account- 
ants; or insurance license requirements 
and the examinations of the American 
College of Life Underwriters or the 
American Institute of Property and Cas- 
ualty Underwriters. The function of 
state licensing examinations or require- 
ments is to protect the public against 
incompetent or irresponsible persons who 
seek to earn their living by claiming 
competence to assist those requiring such 
assistance. The function of institutes in 
the various fields of vocational or profes- 
sional work is to assist those who aspire 
to work, in any part of the field to pre- 
pare themselves for service and to estab- 
lish their qualifications by objective 
standards of examinations which merit 


the approval of the Institutes in the re- 
spective fields. 


The A. T. C. of A. Foundation 


The purposes of the Associated Traffic 
Clubs of America Foundation are to pro- 
mote the recognition of the importance 
of the traffic function in industry and to 
stress the need of competent traffic per- 
sonnel in industrial and commercial 
traffic departments, as well as in carrier 
traffic departments and in government 
services. The aims and objectives of the 
proposed institute and the foundation are 
not opposed; on the contrary they are 
complementary. The present writer is 
inclined to the view that they are indis- 
pensable to each other. 

The Institute encourages ambitious 
and competent persons to qualify as traf- 
fic men and women. It gives the oppor- 
tunity of demonstrating capacity by ex- 
amination. The successful passing of the 
examinations puts the person in a posi- 
tion to be certified by the institute as 
one who has passed the standards of 
competency it sets. The successful candi- 
date is then in position to say to his 
present or prospective employer: 

“IT have met the standards set by the 
institute as the reasonable standards of 
competency.” 

Whether or not this impresses an em- 
ployer will depend solely on the reputa- 
tion the institute acquires by the stand- 
ards it sets and the fairness and rigidity 
with which they are enforced. The insti- 
tute, if sponsored and directed by men 
of high character and ability, will be 
in position to earn its reputation by its 
work. 

This writer is in hearty agreement 
with Mr. Schwietert that “the only prop- 
er and logical way to raise the standards 
and qualities of the traffic manager is 
through an educational program. To the 
extent that the Institute for Traffic 
Management plan proposes a systematic 
program of education through a working 
arrangement with existing educational 
institutions, it ought to receive the 
wholehearted support of traffic men.” 

That is precisely the point. If traffic 
managers and those aspiring to be traffic 
managers are to continue the progress 
this vocational group has made over the 
last half century in the next half cen- 
tury, it will be by “a systematic pro- 
gram of education” which means study, 
experience and the demonstration of 
qualification. 

Mr. Schwietert and the present writer 
are in complete accord on this and all 
other points with respect to the indis- 
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Burlington 


a 1 200 interchange points, the BURLINGT: | Route 
as an essential link between railroads . 
West, North, and South. 


. Through its 22 principal gateways 


AN ESSENTIAL LINK IN TRANSCONTINENTAL TRANSPORTATIO 
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= “Yes sir, that’s my job—shadowing freight cars. Here in the Burling- 
ton Service Bureau we follow every carload shipment as close as its 
own shadow. 

“Tt’s a big job, with ten to fifteen thousand cars rolling on Burling- 
ton tracks every day. But in a jiffy, we can tell you all about practically any carload 
shipment on our lines . . . where it is, what’s in it, and when it’s scheduled to arrive. 
We get a report on each car approximately every 100 miles! 

. “This system was developed, tested and proven by Burlington folks. It means 
better service for shippers and their customers. 

“Chances are you never heard of shadowing freight cars. Railroading is like that. 
For every service you see, there are dozens you never notice. But they’re on the job, 
in the cause of better transportation.” — 












A tag like this is made for every carload 
shipment on the Burlington lines, and 
makes car-tracing fast and sure. 


HERE’S WHAT THIS TAG SAYS: 


Train 68, leaving Denver on the 23rd, includes 
Burlington Refrigerator Express Car 75004, 
loaded with celery, and shipped via the 
Burlington over the Western Pacific and 
Denver & Rio Grande Western Railroads. 
From Growmore Company, Terminous, Cal., 
to Bigg Fruit Co., Chicago. Standard refriger- 
ation. Date shipped: the 18th. ; 







@ G8DN 23 CELERY BREX 75004 WP DRGW 
GROWMORE CO TERMINOUS CAL. 
@ BIGG FRUIT CO CH SR 18 ; 
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pensability of technical training in traf- 
fic management and to the desirability 
that the services which effective traffic 
management can render to industry, to 
carriers, and to government agencies, be 
brought to the attention of industrial and 
other executives. 

Some persons, however, have read into 
the proposed institute plan a suggestion 
that is not there—that the traffic man- 
agement be “professionalized by legisla- 
tion.” Stated again, the purpose of the 
institute, as this writer sees it and has 
always seen it, is to assist traffic man- 
agement along the same path that has 
been taken by other business specialized 
activities—such as accountancy, engi- 
neering, insurance underwriting, and 
other progressive groups—by education 
and the recognition of standards of com- 
petency by examination. 

The writer has discussed this point 
with Dr. John H. Frederick, professor 
of transportation and industry, Univer- 
sity of Texas, whose views on the prob- 
lems of the advancement of traffic and 
transportation have been a welcome con- 
tribution to progressive thinking on this 
problem. Dr. Frederick has expressed 
his belief that, essentially, all plans for 
the advancement of the status of traffic 
management are in accord on the point 
that the movement must be one of tech- 
nical education and training, examina- 
tion and recognition. The ways in which 
the recognition are to be achieved are 
less imporant than this object and result. 

In a recent visit with the author in 
Philadelphia, Dr. Frederick stated that 
he would cooperate in any plan which 
sought to promote the interests of those 
engaged in traffic and transportation 
work who sought assistance in improv- 
ing their training and the opportunity of 
demonstrating their qualifications. 


Lowe. P. Siddons, Traffic Manager, 
Holly Sugar Corporation, who is the 
present chairman of the committee on 
professionalization of the Associated 
Traffic Clubs of America, has been an- 
other pioneer in the work of developing 
an appreciation of the true professional 
status of traffic management. In a re- 
cent letter to the author, in which Mr. 
Siddons deplores the apparent confusion 
of some commentators upon the pro- 
gram, he states: 


“So far as I have ever been able to 
determine, you (the present author) 
have never advocated the establishment 
of educational and ethical standards 
through legislation, and neither has Dr. 
Frederick. I have answered a number 
of allegations by showing that traffic 
management is a profession for which 
state legislatures could establish ethical 
and educational standards and have cited 
court decisions [to back up the asser- 
tion]. I have never at any time advo- 
cated the passing of any state laws to 
organize the profession of traffic man- 
agement, either individually or on behalf 
of the A. T. C. of A. committee on pro- 
fessionalization.” 

The present writer as the first chair- 
man of the committee on professionali- 
zation of the Associated Traffic Clubs 
and continuously from the establishment 
of this committee can vouch for the ac- 








curacy of Mr. Siddons’ statement with 
respect to the attitude and statements 
of this committee on the subject. 

Never in any of the numerous discus- 
sions among committee members over a 
period of more than a decade has such 
a program been advocated, nor has any 
of the committee’s reports or studies 
suggested “professionalization by legis- 
lation.” The present writer has consist- 
ently maintained, in informal discussions, 
in addresses before transportation and 
traffic groups, and in articles on the 
subject, that the program of the Associ- 
ated Traffic Clubs of America and his 
own personal efforts were directed to- 
ward the greater recognition by industry 
and carriers of the importance of the 
traffic function in industry and com- 
merce and the attainment of this de- 
served recognition by following the lead- 
ership of other American professional 
groups in business by sponsoring and 
assisting—with the cooperation of other 
groups of men of recognized attainments 
in the field of transportation and traffic 
management—an Institute which would 
serve to assist in developing educational 
programs in transportation and traffic 
management, cooperate with educational 
institutions, prepare and distribute svl- 
labuses of study of the subject matter 
of the field, and recognize the attain- 
ment of adequate standards of general 
and technical educational training and 
of successful practical experience by ex- 
aminations and appropriate certification 
by the institute. 


What the Institute Should Not Be 


Perhaps it is desirable to state in 
somewhat dogmatic terms what the pres- 
ent author, speaking for himself only, 
believes the proposed Institute should 
not be. 


1. It should not be a school conducting 
resident or correspondence classes. This field 
is properly the area of activity of university 
and college institutions, specialized business 
or traffic schools, or correspondence instruc- 
tion institutions which are doing progressive. 
ly good work in this field. 

2. It should not be a cram school to put 
the finishing touches on those who aspire to 
take examinations for its certificates. 

3. It should not be an institution which 
presumes to judge the standards of educa- 
tional institutions engaged in instruction in 
the field of transportation and traffic man- 
agement. 

4. It should not be a mutual admiration 
society of certificate holders who have de- 
clared themselves in as the chosen few in 
the field of transportation and traffic manage- 
ment, and exert their efforts to keep others 
out. 

5. It should not be a labor union of traf- 
fic and transportation personnel. 

6. It should not be a propaganda group 
to seek legislation restricting the right of 
others to engage in traffic and transportation 
work, for industries, carriers, government 
agencies, or the public. 

7. It should not seek to establish in the 
states or in the federal jurisdiction a li- 
censing system for the restriction of the 
rights of individuals who choose to hold 
themselves out to serve the public as traf- 
fic consultants, or traffic service bureaus or 
to perform other public aspects of traffic 
management. 

8. It should not interfere with the proper 
functions of other traffic and transportation 
organizations which have done so much in 





HUNGERFORD TO A. A. R. VICE-PRESIDENCY 


Clark Hungerford, general manager of the Southern Rail- 
way System, western lines, with headquarters at Cincinnati, 
on March 1 became vice-president (operations and maintenance 
department) of the Association of American Railroads at Wash- 
ington, D. C. Mr. Hungerford succeeds C. H. Buford, who was 
recently elected executive vice-president of the Milwaukee Road 
(see Traffic World, February 23, p. 546). ; 

Mr. Hungerford entered the service of the Southern in Oc- 
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the field of traffic and transportation and 
should continue to perform these functions 
in the future—such as the National Indus- 
trial Traffic League, the Shippers Advisory 
Boards, the Associated Traffic Clubs of Amer. 
ica, the Association of Interstate Commerce 
Commission Practitioners, and other national, 
sectional and local transportation and traffic 
groups. 

9. It should not supersede traffic study 
groups conducted or sponsored by traffic clubs 
or other organizations. 

10. It should not supplant the assistance 
given to traffic clubs and to individuals by 
the Associated Traffic Clubs of America 
through its Committee on Education and Re. 
search. 


What the Proposed Institute Should Be 


With equal dogmatism and disregard 
of discretion, the author ventures to sug- 
gest what his thinking about the prob- 
lem leads him to suggest the Institute 
should be: 


1. It should be an impartial body of per- 
sons engaged in traffic and transportation 
work in all phases who undertake to assist 
others to prepare to do more effective work 
in this field for their own advancement and 
the better service of their employers. 

2. It should assist residence and corre- 
spondence educational institutions interested 
in developing more adequate instruction in 
transportation and traffic management, as it 
may be invited to assist such institutions or 
the individuals engaged in instructional work. 

3. It should prepare statements of the 
fields of technical work and prepare for 
distribution among students or institutions 
seeking the service syllabuses of materials 
for study in preparation for its examinations. 

4. It should prepare, conduct and grade, 
through competent and impartial examina- 
tions and examiners, the general and tech- 
nical education and practical experience of 
those who voluntarily seek the recognition of 
its certificates. 

5. It should seek to encourage the collec- 
tion and publication of studies and materials 
in the fleld of traffic and transportation. 

6. It should call attention of students to 
the opportunities in the field of transporta- 
tion and traffic management so as to attract 
those of capacity who are interested in this 
fleld as a life work. 

7. It should cooperate closely with the 
Associated Traffic Clubs of America Founda- 
tion, the function of which is to enhance 
the appreciation of traffic management in in- 
dustry, by providing the Foundation with 
evidence of the qualifications of competent 
traffic management. 

8. Its examinations should provide the ob- 
jective standards which can be used by those 
who seek to practice before the Interstate 
Commerce Commission or state commissions 
or to practice the public aspects of traffic 
management to demonstrate that they have 
established their general qualifications in 
traffic management. 

9. It should cooperate with the National 
Industrial Traffic League, the Association of 
Interstate Commerce Commission Practition- 
ers, and the Associated Traffic Clubs of Amer- 
ica in the. educational aspects of the work 
of these organizations. 

10. It should be established and main- 
tained as a means by which those who have 
attained distinction and prominence in the 
field of transportation and traffic manage 
ment may assist. younger men and women to 
progress in: the field and to measure objec- 
tively their qualifications. 

Theodore Roosevelt once remarked that ev- 
ery man owes it to himself and to his pro 
fession to devote part of his energy to the 
improvement of the field in which he labors. 
The Institute affords this opportunity to those 
of us who work in the many important as 
pects of transportation and traffic management. 


tober, 1918, as transitman at Charlotte, N. C., where he later 
became a junior engineer. Mr. Hungerford was promoted to 
superintendent at Selma, Ala., in October, 1927, and later 
served in the same capacity at Macon, Ga., Alexandria, Va, 
and Birmingham, Ala. On August 1, 1939, he was appointed 
general manager of the railway’s western lines. He is a mem [ 
ber of the board of managers of the Cincinnati Union Terminal; 
a member of the American Railway Engineering Association, 
and a trustee of the Lawrenceville School Fathers Association 
at Lawrenciville, N. J. 
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March 2, 1946 


Recommendations of Examiner in 
North Central Air Case 


Examiner F. Merritt Ruhlen, in a proposed report in the 
so-called North Central Case, No. 415, et al., dealing with 
applications for authority to establish new and additional air 
transportation in an area extending from Lake Michigan west 
to Idaho, and from Missouri and Kansas north to Canada, has 
recommended that the Civil Aeronautics Board: 

1. Amend permanently Pennsylvania-Central Airlines Cor- 
poration certificate for route No. 32 to extend that route from 
Milwaukee to the Twin Cities, those cities not to be served 
on flights originating or terminating west of Detroit. 

2. Amend permanently Inland Air Lines, Inc., certificate 
for route No. 35 to extend that route from Huron to the Twin 
Cities, neither the Twin Cities and Huron nor Rochester and 
the Twin Cities to be served on flights originating east of 
Rapid City; grant Inland temporary authority to serve Brook- 
ings, Mankato, and Rochester on the recommended extension. 

3. Temporarily amend the Inland certificate for route No. 
35 to inelude Chadron and Alliance as intermediate points 
between Hot Springs and Scottsbluff. 

4. Temporarily amend Northwest Airlines, Inc., certificate 
for route No. 3 to include Bozeman as an intermediate point 
between Billings and Butte. 

5. Grant Mid-Continent Airlines, Inc., a temporary cer- 
tificate authorizing the transportation of persons, property, and 
mail between terminal points Duluth and the Twin Cities; be- 
tween the terminal points Duluth and Chicago; between the 
co-terminal points Chicago and Milwaukee and the terminal 
point Twin Cities, via named intermediate points, subject to 
restrictions. 

6. Temporarily amend Mid-Continent Airlines, Inc., certi- 
ficate for route No. 26 to include Mitchell, Yankton, Norfolk, 
and Fremont as intermediate points between Huron and Omaha. 

7. Grant Parks Air Transport, Inc., a temporary certifi- 
cate authorizing the transportation of persons, property, and 
mail between the terminal points Chicago and the Twin Cities, 
and between the terminal points Chicago and Des Moines, via 
various intermediate points, scheduling stops at three and four 
intermediate points, respectively. 


In two further recommended findings, the examiner pro- 
posed that all temporary certificates or amendments be granted 
for 3 years only with a provision that the three-year period 
should commence one year from the date of issuance of the 
certificate; and that all applicants awarded temporary certifi- 
cates or amendments be required to submit periodic reports 
showing cancellations of, delays of, and failures to complete 
scheduled flights, with reasons therefor, the volume of traffic 
carried on each route, and the origination and destination of 
passenger traffic. 


Denial of authoirty to perform proposed services was rec- 
ommended as to Wisconsin Central Airlines; Black Hills Air 
Lines; Bos Air Cargo; and Burlington Transportation Co., appli- 
cants with surface carrier affiliations. The examiner said none 


| of the applicants would use aircraft to public advantage in the 


surface carrier operations of its affiliated company. He said the 


rs gga of Justice had intervened to oppose those appli- 
cations. 


$ 
TRAVEL ON ARMY PLANES 


_ Use of army transport planes to provide “free rides” for 
Civilian personnel of executive agencies of the federal govern- 
ment, other than the War Department, was criticized by the 
House appropriations committee in its report on the second 
supplemental appropriation rescission bill, 1946, in which cut- 
backs of appropriations for the War Department and other 
departments and agencies were recommended. 

The committee said it had come to its attention that “the 
War Department is looked to in many cases to provide air 
transportation gratis to civilian personnel of other executive 
agencies,” 

“In those cases where agencies, other than the White 
House, have appropriations for travel,” said the committee, “it 
is the judgment of the committee that unless the travel is to 
be performed on a regularly scheduled flight, commercial fa- 
cilities should be used, if available, and, if not, that a charge 
should be made at the commercial rate. A contrary procedure 
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would have the effect of increasing limited appropriations for 
travel.” 


Air Certificate Applications 


“Zien Alaska Airlines, Inc., of Fairbanks, Alaska, has asked 
the Civil Aeronautics Board, in No. 2198, for authority to carry 
persons, property and mail between the terminal point Fair- 
banks and the terminal point Anchorage, Alaska. In No. 2199 
it asked the same authority between Nome, Alaska and Anchor- 
age, via Moses Point, Unalakleet and McGrath, Alaska. 

Other applications received for air transportation were as 
follows: 


No. 2222, Federal Airlines Co., Salt Lake City, Utah.; scheduled; 
persons, property, and mail between the terminal points Albuquerque, 
N. M., and El Paso, Tex.; El Paso and Douglas, Ariz.; Douglas and 
Nogales, Ariz.; Nogales and Phoenix, Ariz; Phoenix and San Diego, 
Calif.; Phoenix and Las Vegas, Nev.; El Centro, Calif., and Los An- 
geles, via various intermediate points. 

No. 2223, Arizona Airways, Inc., Phoenix, Ariz.; scheduled; Persons, 
property and mail between the terminal points Phoenix, and Yuma, 
Phoenix, Grand Canyon, Ariz., San Diego, Calif., Guaymas, Mexico, El 
Paso, Tex., and Salt Lake City, Utah, and between Tucson, Ariz., and 
Albuquerque, N. M., via various intermediate points. 

No. 968, Border Airlines, Salt Lake City, Utah; scheduled; persons, 
property and mail, as amendment No. 3 to application in No. 968, 
between the terminal points Albuquerque and El Paso; El Paso and 
Douglas; Douglas and Nogales; Nogales and -Phoenix, Phoenix and 
San Diego and Las Vegas; El Centro, Calif., and Los Angeles, via 
various intermediate points. 

No. 2029, Island Air Ferries, Inc., Bohemia, Suffolk county, N. Y.; 
scheduled; persons, property and mail, as amendment No. 1 to appli- 
cation in No. 2029, between terminal points Rye Lake, N. Y., and New 
London, Conn., and between Islip, N. Y., and New Haven, Conn., via 
various intermediate points. 

No. 2224, Western Air Lines, Inc.; scheduled; mail, persons and 
property, between the terminal points El Centro, Calif., and Dallas, 
Tex., via various intermediate points. 

No. 2225, Western Air Lines, Inc.; scheduled; mail, persons and 
property, between the terminal points Salt Lake City, Utah, and Dallas, 
via various intermediate points. 

No. 2226, Western Air Lines, Inc.; scheduled; mail, persons and 
property, between the terminal points Reno, Nev., and El Paso, via 
various intermediate points. 

No. 2227, Western Air Lines, Inc.; scheduled; between the terminal 


points Albuquerque, N. M., and El Paso, via various intermediate 
points. 


AIR FREIGHT APPLICATIONS PREHEARING 


The Civil Aeronautics Board has announced a prehearing 
conference on the applications of Universal Air Freight Corpo- 
ration, Docket No. 681; Acme Air Express, Inc., Docket No. 
1479; Air Freight Forwarders, Inc., Docket No. 1560; and 
Airways Freight, Inc., Docket No. 1561, involving proposals for 
freight forwarding services, on March 27, 10 a. m., eastern 
standard time, in Conference Room C, Departmental Audi- 
torium, Washington, D. C., before Examiner William F. Cusick. 


U. S. Aviation Experts to Confer 
in Dublin on Atlantic Route 


Fifty United States aviation experts from federal organ- 
izations and airlines will attend the conference at Dublin, Ire- 
land, in March, to determine standard operating procedures 
for North Atlantic air services. 

Headed by Gerald B. Brophy, U. S. delegate and Chief of 
Mission, and with Charles I. Stanton, deputy administrator of 
the Civil Aeronautics Administration as chief of the technical 
staff, there will be 23 official delegates representing the State 
Department, Civil Aeronautics Board, the C. A. A., War and 
Navy Departments, Coast and Geodetic Survey, Federal Com- 
munications Commission and the Maritime Commission. In- 
dustry representatives on the official delegation come from 
Aeronautical Radio, the airlines’ mutual radio organization, the 
Air Transport Association, T. W. A., Pan American Airlines, 
and American Overseas Airlines. 

Twenty-two non-delegation observers from government 
agencies and private companies also will attend the conference. 
Twelve Northern European nations and Spain and Portugal 
will take part in the conference. The conference convenes 
March 4 and will last approximately four weeks, accordine to 
the C. A. A. which adds: 


Two principal purposes of. the conference have been named by 
Glen A. Gilbert, deputy chief technical advisor of the delegation. They 
are to review and plan for the operation of the facilities necessary for 
air service along the North Atlantic route, and to agree on the neces- 
sary operating instructions as they are required to supplement the 
—" set up by the Provisional International Civil Aviation Organ- 
ization. 


The North Atlantic region is the first to prepare for intenational 
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conferences on these operating problems. The world has been divided 
by P. I. C. A. O. into ten such regions which will be considered sepa- 
rately in subsequent conferences. Circumstances vary in most regions 
and require different operating methods. The North Atlantic region 
probably will serve as the prototype for other ocean routes, such as 
the South Atlantic and certain Pacific routes. 

The effort will be made to establish a world-wide standard between 
nations for all navigation and communications facilities, weather serv- 
ices, air traffic control, the operation of ground aids and the pro- 
cedures in search and rescue. P. I. C. A. O. not being an operating 
agency, these regional conferences have been called to review and 
plan operations. 

One of the decisions to be made at Dublin refers to extensive air 
facilities necessary in small countries and the expense of operating 
them. Such facilities might not be especially valuable to the small 
country in which they are located, but would be essential for safe 
operation, and the larger countries, such as the United States and the 
British Empire, both of which are represented in almost every region, 
will consider their operation, and make recommendations to P. I. C. A. O. 


Technical Advisory Board to 
Aid Transportation Corps 


Formation of a technical advisory board to assist the Army 
Transportation Corps in a “continuous and aggressive research 
program” in all transportation fields except air has been an- 
nounced by the War Department. 

“Fifty-two outstanding industrial experts, all leaders in the 
marine, railway and highway transportation industries, will 
comprise of the membership of the Board,” it said. “Individ- 
ually they will be called upon by the chief of transportation, 
Major General Edmond H. Leavey, to advise and counsel the 
— Corps’ research and development division in its 
studies.” 

_ General Leavey said that the experience gained in car- 
rying more than 7% million troops and 132 million measure- 
ment tons of supplies to overseas theaters—as well as in oper- 
ating the army’s ports, railway, highway and waterway sys- 
tems throughout the world—had shown the need for develop- 
ment of transportation equipment types which have no com- 
mercial prototypes. To this end, new equipment must be de- 
signed, pilot models produced and studies made of actual oper- 
ations, he said. The value of the contribution which transpor- 
tation leaders could make to such an ambitious development 
program could not be overestimated, said he. 

“While it is not expected that the Transportation Corps 
technical advisory board ever will meet in its entirety, it is 
believed that meetings of members representing any of the 
transportation industries may be called on special occasion,” 
the Department said. 

“The Transportation Corps has been energetic in its efforts 
to continue its effective teamwork with industry. It is the first 
of the Army’s seven technical services to hold an exhibition of 
captured enemy materiel in conjunction with the Commerce 
Department. Outstanding German locomotives, railroad rolling 
stock, small boats, Diesel engines and specialized transportation 
types will be open to industry inspection at Fort Monroe, Vir- 
ginia, on March 6, 7 and 8. 

“The strong bond of mutual interest and respect between 
the Army and the nation’s transportation equipment producers 
will be strengthened even more with the return of transporta- 
tion corps officers to their peacetime occupations. It is expected 
that a few of these men, experts in their fields, will be called 
upon to serve on the board.” 

Among the members of the advisory board are J. J. Pelley, 
president of the Association of American Railroads; J. M. Hood, 
president of the American Short Line Railroad Association; 
Ted V. Rodgers, president of the American Trucking Associa- 
tions, Inc.; Pyke Johnson, president of the Automotive Safety 
Foundation, and Thomas H. MacDonald, Commissioner, U. S. 
Public Roads Administration. 











Air Shipper Research Director 
Named by Air Association 


Homer S. Youngs, former chief of the chemical laboratory 
of the Santa Monica plant of the Douglas Aircraft Company, 
has been named director of the newly created shippers’ re- 
search division of the Air Transport Association of America. 

“The primary duties of the new division will be to study 
and prepare regulations dealing with the safe transportation 
of hazardous commodities by air carriers,” said the A. T. A. 
Its initial activities will be to promote safety in flight, protect 
air shippers by helping to reduce the possibility of loss and 
damage, and give the air transport operators a clearing house 
for technical information that will assist in promoting the 
speedy and safe delivery of airborne goods. 


“The new division will study present air cargo items and 


TRAFFIC WORLD 


their relation to pressure changes due to altitude, corrosive 


properties of materials with respect to aluminum alloy air.’ 


craft and light weight packaging. This program eventually 
should result in the adoption of governmental and tariff regu- 
lations, affording both shipper and carrier condensed, accurate 
and uniform regulations covering the transport of goods of 
virtually every description. 

“In addition, the new division will formulate definitions 
and policy concerning all phases of transportation of any 


hazardous materials by air; study all materials with respect | 


to their physical properties as they are affected by the condi- 
tions encountered in air transportation, and study of methods 
of packaging of all hazardous materials. It will classify types 
of hazards such as inflammable, magnetic and radio-active 


materials and those producing toxic, noxious and corrosive | 


fumes.” 


Airline Operating Revenue 
Shows Increase Over “44 


The Civil Aeronautics Board has announced that 20 domes- 
tic air carriers’ net operating revenue for the first 11 months of 
1945 reached a total of $36,393,725—an increase of $1,195,628 
over the same period of 1944. It said the 20 domestic carriers 
included All American Aviation, Inc., Caribbean Atlantic Air- 
lines, and Hawaiian Airlines. 

Revenue miles flown in the two 11-month periods, said the 
C. A. B., increased from 130,587,057 in 1944, to 197,574,624 in 
1945, and total operating revenue rose from $146,086,422 in 
1944, to $196,499,386 in 1945. 

For the year ended November 30, 1945, continued the 
Cc. A. B., the net operating revenue for all domestic airlines 
was $37,606,248, as compared with $34,363,434 for the year 
ended November 30, 1944. Express and freight revenues, it said, 
showed an increase from $8,016,260 for the year ended Novem- 
ber, 1944, to $10,944,996 for the year ended in November, 1945. 


World's Fair of Aviation 
at Omaha in July 


The Knights of Ak-Sar-Ben has announced that it will 
sponsor the World’s Fair Aviation at Omaha, Neb., on July 18 
through 21 as the first post war international aircraft trade 
exposition and flight demonstration. The fair will be held con- 
currently with the first postwar national convention of the 
National Association, whose Omaha chapter will assist in local 
arrangements. 

The fair is planned for Offutt Field, Fort Crook, and man- 
ufacturers’ exhibits wil lbe housed in hangars or production 
buildings on the field. 

J. E. Davidson, president of the Nebraska civic and phil- 
anthropic society, said that preliminary plans were based on 
an attendance of 250,000 persons and the expectation that at 
least 2,000 light planes would be flown to Omaha for the event. 

Both the Army Air Forces and the Navy will participate in 
the displays and flight events of the aviation fair. Official 
invitations will be extended to foreign governments to send 
flight personnel and exhibits of their own. 

Proceeds of the fair will be devoted to service aid funds 
and to the educational and charitable activities of Ak-Sar-Ben 
in Nebraska. 

Extensive floor space will be devoted to the displays of 
the American armed services, the air forces of Allied govern- 
ments and of both domestic and foreign manufacturers of ail- 
craft, engines and accessories. 

Flight demonstrations will include special performance 
exhibitions by both military and civil aircraft of several 
countries. 

The fair will be managed by Steadham Acker of Birm- 
ingham, Ala., well known as director of air shows at Birming- 
ham, Newark and Denver, and program director for the 
National Aviation Clinic at Oklahoma City. 


AIRLINES BUY SURPLUS ENGINES 
Sale of 702 surplus aircraft engines to three airlines for 
a total of $7,312,032 has been announced by the War Assets 
Corporation. Price paid for each engine was $10,416, “which 
represents about 75 per cent of the original cost to the govern- 
ment,” said the W. A. C., adding: 


The engines are Pratt & Whitney R-2800-34, double row Wasp, 38 
cylinder radials, a model no longer being manufactured. They were 
declared surplus by the navy. The R-2800 develops about 1600 horse 
power at cruising speeds with a maximum of 2000 horsepower at 2700 
rpm at takeoff. 

Major Purchaser was. American Airlines with 447 engines at $4,655,- 
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952. Pennsylvania-Central bought 209 engines for $2,176,944, and Braniff 
Airways took 46 for $479,136. The airlines will use the new engines to 
power new aircraft, among them the Martin 202. 

During the war, engines of this type were used in the Navy F-7-F 
and Army P-47’s, P-61’s, and B-26’s. 


JANUARY INTERNATIONAL AIR EXPRESS 


An increase of 22.9 per cent in volume of shipments han- 
dled by international air express during January compared 
with the same month in 1945 has been announced by the air 
express division of Railway Express Agency. Air express traffic 
to and from foreign points totaled 29,235 shipments, with gross 
revenue of $113,893, a rise of 42.2.per cent for the month as 
against $80,050 in January, 1945. A better than two-to-one 
balance of outgoing over incoming shipments was maintained, 
with machinery, drugs and style goods featuring the exports. 


1945 AIR EXPRESS SHIPMENTS 

All domestic and international air express records were 
smashed in 1945, according to the air express division of Rail- 
way Express Agency. Domestic air express shipments in the 
year totaled 2,165,132, a rise of 22.06 per cent over 1944. Gross 
revenue on this nation-wide traffic exceeded with mark set in 
1944 by 19.2 per cent, with $13,645,806 reported. Air express 
traffic weighed about 40,745,100 pounds as against the all-high 
war year of 1944 which reached 34,276,834 pounds. In its 
eighteenth year of operation, air express moved its shipments 
over 63,000 miles of air routes, an increase of about 5,000 miles 
over the previous year. 

Over-the-border business also soared to new heights with 
international air express totaling 324,461 shipments, marking 
a 30.5 per cent over the 248,541 recorded in 1944. A monthly 
average of 27,035 shipments. was reported. Charges paid by 
shippers during the year came to $1,399,947, constituting a 41.2 
per cent gain over 1944. Throughout the year, outgoing traffic 
maintained a better than two-to-one balance over incoming 
traffic. Among international shipments during 1945 were the 
following: A ton of mining replacement parts from New York 
to Newfoundland; 11,000 pounds of ball bearings from Ford 
Motor Co. to its plant in England; about 60,000 Easter lily 
buds; the first Soviet commercial air express shipment to Se- 
attle (rare rose oil and tobacco samples); and 1,500 sets of 
false teeth monthly to Latin America. 


UNITED AIR’S JET PROPULSION PLANE 
Airline speeds approaching 400 miles an hour are expected 
to result from tests of gas turbine powered transport planes 
combined with jet propulsion, it-was forecast today by United 
Air Lines, whose president, W. A. Patterson, announced his 
company has ordered the world’s first airliner equipped with 
turbine engines from the Glenn L. Martin Co. of Baltimore. 
The new plane, to be delivered in 1947, will not be used to 
carry passengers until thorough tests have demonstrated its 
safety and efficiency of operation, Mr. Patterson said. 


UNITED AIR MAINTENANCE DOCK 

A new overall maintenance dock designed by United Air 
Lines to meet the specific needs of the four-engined C-54 and 
its counterpart, the Douglas DC-6, has resulted in an actual 
saving of 25 per cént in maintenance time on the C-54, accord- 
ing to Fred Page, manager of mechanical operations at United’s 
Pacific air transport command contract operations at San Fran- 
cisco. Consisting of six major sections, the dock completely 
surrounds and provides access to every part of the planes. In 
the overhaul procedure, one plane can be moved out of the dock 
and another plane moved into place in only 30 minutes. 


PAN AMERICAN RATES TO ALASKA 


Reductions ranging from 13 to 40 cents a pound in specific 
commodity rates on shipments of fresh food by clipper express 
to Alaska have been announced by V. E. Chenea, vice-president 
and general traffic manager of Pan American World Airways. 
Effective February 18, the new rates, on shipments of 50 pounds 
or more, for which space has been reserved, are as follows: 
Juneau, Alaska, to Fairbanks, Alaska, 20 cents; Juneau to Nome, 
Alaska, 30 cents; Seattle to Fairbanks, 35 cents; and Seattle 
to Nome, 45 cents. 


MONEY FOR MEDIATION BOARD 


President Truman has transmitted to the Speaker of the 
House a request for appropriation’ of an additional $37,500 
for the use by the National Mediation Board in the current 
fiscal year. 

Explanation of the need for this additional amount by the 
board was set forth in a letter from Budget Director Smith 
to the President. The Budget Director’s letter, attached to 
that of the President, included the following: 

“Because employe-carrier disputes in the railroad and air- 
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way transportation industries have required the creation of a 
greater number of arbitration and emergency boards than had 
been anticipated under the estimates previously submitted for 
the fiscal year 1946, additional funds are required to enable the 
National Mediation Board to discharge its responsibilities under 
the railway labor act.” 


Rail and Union Officials 
Testify at Arbitration 


Faricy says rails need rate increase even without new 
wage rise: union leaders declare present rail wage 
level to be “substandard” 


Whether or not railroad employes’ wages are boosted, the 
nation’s railroads must seek a freight rate increase, W. T 
Faricy, of Chicago, vice-president and general counsel, Chicago 
& North Western Railway Co., on February 22 told the six-man 
arbitration board hearing wage demands of 15 non-operating 
railroad unions, on the latters’ demand for hourly wage in- 
creases of 30 cents. 

Two arbitration boards are considering demands of nearly 
1,500,000 members of 18 operating and non-operating unions. 
The boards are conducting public hearings in the Masonic 
Temple Building, 32 West Randolph Street, Chicago (see Traffic 
World, February 23, p. 546). 

“The railroad industry,’ Mr. Faricy said, “has absorbed 
$1,000,000,000 a year of additional costs since 1941, which rep- 
resents an increase of nearly 30 per cent in wage rates and 
material costs. This staggering amount was absorbed without 
reflection in present freight rates and was possible only be- 
cause of heavy wartime traffic volume.” 

Mr. Faricy said that the Bureau of Statistics of the Inter- 
state Commerce Commission has estimated that the volume 
of post-war railroad traffic will drop to near 1941. “Restating 
1941 expenses on the basis of present wages, costs of materials 
and supplies and taxes, would produce a $250,000,000 deficit 
instead of a $500,000,000° net income. . . . To have a healthy 
railroad industry a net railway operating income of $1,000,- 
000,000 is needed and the country cannot afford to have an 
unhealthy railroad industry.” 

“Railroad men on the whole,” Mr. Faricy said, “in com- 
parison with all other workers in private industry, make 25 
per cent more money a year. . . . The earnings of rail workers 
have gone up faster than the cost of living through 1944,- and 
it would require only an increase of three and one-half cents 
an hour to reach the 33 per cent increase in the cost of living 
adjustment permitted by the stabilization program.” 

A 10-cent hourly raise, he said, which would cost the rail- 
roads $300-$400,000,000 a year, “would completely restore any 
prospective loss in take-home pay to rail workers and President 
Truman has said there must be some drop in take-home pay 
but that the drop must not be too drastic.” 


Calls This Case “Most Important” 


He said that of all the wage cases, those involving the 
railroad industry were the most important to the national 
economy, “because they involve the most money and the most 
employees and carry the biggest threat of inflation.” 

Lester P. Schoene, of Washington, attorney for the 15 non- 
operating unions, told the board that if the full 30-cent hourly 
increase were granted, it would still result in a sub-standard 
budget for the employes. He argued that wages must be 
maintained at a level sufficient to provide purchasing power 
for the products of industry and agriculture. 

Harold Heiss, of Cleveland, attorney for the three operating 
brotherhoods, told the three-man arbitration board hearing that 
case that since December, 1941, members of the three unions 


‘had obtained only two pay increases, amounting to 15 per 


cent, while in the same period living costs had risen 33 per 
cent. During this time, he said, cars had been enlarged, loading 
had been heavier, and trains made longer. Revenue passenger 
miles rose 224 per cent, he said. 

Officials of several of the 15 non-operating brotherhoods 
followed one another to the stand February 26, to describe 
duties and responsibilities of various classes of railroad em- 
ployes, as arbitration before the six-man board continued, in 
the Masonic Temple Building, Chicago, on demands of the 
15 unions for wage increases of 30 cents hourly. 


New Devices Add to “Nervous Strain” 


V. O. Gardner, president of the Order of Railroad Tele- 
graphers, said that employes must familiarize themselves with 
the new mechanisms and devices which the railroads have in- 
stalled. He stated that these new communication devices have 
increased the productivity of employes, and that the “degree 
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of nervous strain” is greater than formerly. Mr. Gardner 
described the union’s educational department, and its cor- 
respondence courses, which, he said, enabled members to “keep 
in touch with new equipment.” 

Jesse Clark, president, Brotherhood of Railroad Signalmen, 
stated that “peace-time living standards have broken down.” 
Many railroad signalmen live in small communities, he said, 
“where needed clothing, food, medical attention and transporta- 
tion are not available.” 

Mr. Clark described rates of pay as “ridiculously low, not 
greater in many instances than those paid by industry for 
unskilled operators. Many railroads,” he said, “have contracted 
their signal work to outside companies, who invariably pay 
higher wages than those received by signalmen employes of 
the railroads.” 

W. J. Van Buren, of New York, secretary-treasurer of the 
National Organization of Masters, Mates and Pilots, after 
describing the work of licensed and unlicensed deck employes 
and engineers, said his members ‘‘must receive an increase in 
wages if we are to maintain our standard of living.” 

George Brown, of New York City, international vice-presi- 
dent of the Hotel & Restaurant Employes’ International Alli- 
ance, dining car division, said that it required ten years for 
a fourth cook to advance to the position of chief. He said 
dining car cooks had to work in cramped, uncomfortable quar- 
ters, that speed was essential, and that all must provide them- 
selves with tools of the trade, prices of which have increased 
substantially. Under questioning from W. T. Faricy, vice-presi- 
dent and general counsel, Chicago & North Western Railway 
Co., Mr. Brown said that tips received by dining-car waiters 
during the war were not higher than in peacetime, because 
the proportion of military personnel served was so high. When 
Mr. Faricy asked him if the union, should it be granted a 30- 
cent hourly increase, would agree with the railroads to abolish 
the custom of tipping in dining cars, Mr. Brown said he could 
not answer “yes” or “no.” “If you would establish a living 
wage,” said Mr. Brown,” I would help you establish a rule of 
no tips.” 

Unless relief was forthcoming through added. earnings, 
Mr. Brown, said, “dining car employes will be forever relegated 
to the status of slum-dwellers. 

The six-man board adjourned at noon because the next 
witness, E. L. Oliver, was not available, as he was then appear- 
ing before the three-man board arbitrating the demand of the 
three operating unions for a $2.50 daily wage boost. 

Mr. Oliver, manager, Washington office, Labor Bureau of 
Middle West, testified on behalf of the three brotherhoods. He 
said that annual earnings of transportation employes who 
worked during the twelve months of 1945, averaged $2,965. 
The cost of living that year was $3,030, according to the Heller 
Committee for Research in Social Economics, he said, leaving 
such employes $65 in the red. Of all transportation employes, 
he said, 43.8 had earnings above $3,030 in 1945, while 56.2 
per cent had earnings below that figure. 





Rail Wage Statistics 


Class I steam railways, exclusive of switching and ter- 
minal companies, reported total compensation of $306,111,812 
paid to 1,406,837 employes as of the middle of the month of 
November, 1945, according to a compilation of wage statistics 
of those roads, statement M-300, prepared by the Commission’s 
Bureau of Transport Economics and Statistics. 

The employment was an increase 7,308, or 0.47 per cent, 
over the number reported for November, 1944. The total num- 
ber of hours paid for was 3.39 per cent less and the total com- 
pensation was 3.45 per cent less in November, 1945, than in 
November, 1944. A comparison of the number of employes who 
received pay in the month with the total hours paid for showed 
202 hours per employe in November, 1945, and 210 hours in 
November, 1944. Employes paid on an hourly basis for Novem- 
ber, 1945, received pay for 27,798,112 hours of overtime, which 
was 10.82 per cent of the straight time paid for. The corre- 
sponding percentage for November, 1944, was 11.82. 

Compensation for “time paid for but not worked” for 
November, 1945, was reported as follows: Executives, officials, 
and staff assistants, $69,597; professional, clerical, and gen- 
eral, daily basis, $256,354, hourly basis, $1,719,159; mainte- 
nance of way and structures, daily basis, $29,533, hourly basis, 
$679,049; maintenance of equipment and. stores, daily basis, 
$100,065, hourly basis, $1,759,634; transportation, other than 
train, engine and yard, daily basis, $44,003, hourly basis, 
$579,426; and transportation, yardmasters, switch tenders, and 
hostlers, daily basis, $79,084, hourly basis, $70,014. 

In the train and engine service, compensation for Novem- 
ber, 1945, was reported as follows: Straight time actually 
worked, $57,279,473; straight time paid for, $69,603,134; over- 
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time paid for, $8,497,809; constructive allowances, $4,441,190; 
total, $82,542,133. Miles actually run totaled 523,382,241, and 
miles paid for but not run, 61,602,317. 


T. P. & W. Answer to Biggs; 
House Member Asks Inquiry 


McNear agrees to state arbitration but argues that 
dispute can’t be settled under railway labor act: 
Representative Price, of Illinois, introduces investiga- 
tion resolution in House and charges deaths to “paid 
thugs” and “brazen action” 


George P. McNear, Jr., president of the Toledo, Peoria & 
Western Railroad, on February 23 wrote John D. Biggs, Green- 
ville, Ill., chairman of the Illinois Commerce Commission, stat- 
ing that the disputed points between the railroad and the unions 
could not be settled by a mediation panel, and “could not be 
adjudicated to a final conclusion under the procedures of the 
railway labor act, since a binding arbitration under that act is 
not compulsory and could be refused by either side.” 

“We are in full accord with the commission’s suggestion 
that the disputed points as set forth in our memorandum be 
submitted to a fair and binding arbitration; and that the com- 
mission name the third and deciding arbitrator, who would be 
an outstanding person of recognized ability and impartiality and 
acceptable to both sides,” he wrote. 

Mr. McNear said he objects to arbitration under the rail- 
way labor act because “the third and deciding arbitrator would 
be selected by the National Mediation Board, without consult- 
ing us. The mediation board has conclusively demonstrated, in 
our case, its subservience to the brotherhoods.” 

W. C. Keiser, vice-president of the Brotherhood of Loco- 
motive Firemen and Enginemen and chairman of the union 
committee, has also written Mr. Biggs, stating that settlement 
of the dispute is impossible, so long as Mr. McNear insists on 
granting seniority to ‘‘strike breakers” over striking employes. 

Chief remaining point in the dispute between the railroad 
and the unions, which has stopped operations on the road since 
October 1, 1945, when the T. P. & W. was returned by the fed- 
eral government to its owners, is the refusal of Mr. McNear 
to rehire men who have been adjudged by the courts as having 
committed violence against the railroad. The unions are equally 
insistent that these men be rehired. 

House Member Asks Inquiry 

Speaking in the House in support of a resolution introduced 
by him (H. Res. 531) for an investigation of “the disruption of 
transportation on the Toledo, Peoria & Western Railroad,” 
Representative Price, of Illinois, said the T. P. & W. manage- 
ment had employed “paid thugs who have caused the death of 
two employes of the railroad and seriusly injured three more.” 
He said he hoped his resolution would be adopted and that the 
proposed inquiry would proceed as quickly as possible ‘“‘in order 
that future tragedies of this sort may be avoided.” 

“On the Toledo, Peoria & Western Railroad,” he said, 
“there has recently occurred as brazen an action by manage- 
ment employes as has been witnessed in this country since the 
days of the Pinkerton thugs and the mine police. The manage- 
ment of the T. P. & W. have culminated a long campaign of 
refusing to bargain collectively with its employes by hiring 
paid thugs who have caused the death of two employes of 
the railroad and seriously injured three more. There is no 
place in our modern industrial economy for such blatant dis- 
regard of all civil and moral law. Steps must be taken that 
will correct the causes of this tragedy... .” 

He said his resolution directed the House committee on 
interstate and foreign commerce te conduct an investigation 
into the T. P. & W. labor dispute to determine who was 
responsible for “this outrageous miscarriage of modern col- 
lective bargaining.” x 

“IT feel that the House should investigate the conduct of 
the president of the Toledo, Peoria & Western Railroad in this 
matter,” he continued. “I feel that the allegation that this 
man has recently purchased firearms in wholesale lots should be 
the concern of every man in this body. Certainly the widows 
of Irwin Paschon and Arthur Brown as well as their children 
expect that this government take every necessary step to 
correct the situation that has resulted in the deaths of these 
unionists. .. . 

“I am sure that the members of this House will agree that 
the long history of peaceful settlement of disputes that has 
characterized the activity of our railroad labor organizations 
entitles these fine organizations to the investigation that my 
resolution would authorize.” 

A resolution similar to the one introduced by Representa- 
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tive Price had been introduced earlier in the Senate by Chair- 
man Wheeler, of the Senate interstate commerce committee, 
and it had been announced that a hearing on the Wheeler reso- 
jution, S. Res. 229, would be held March 5 (see Traffic World, 
Feb. 16, p. 476, and Feb. 23, p. 546). 


Hearing Postponed 


Chairman Wheeler announced that the hearing scheduled 
for March 9, on the T. P. & W. inquiry resolution had been 
postponed to a date to be fixed later. 


Greyhound Fact-Finding Board 
Asks 14 Per Cent Wage Rise 


Differential between mileage pay rate of drivers in 
eastern and western divisions narrowed but not 
eliminated, as requested by union. Board’s recom- 
mendations based on wage-rate adjustments in line 
with President's order setting forth new wage-price 
policy. Other issues referred back for negotiation 


New wage rates that would mean an increase of approxi- 
mately 14 per cent to the employes of the Pennsylvania Grey- 
hound and Central Greyhound bus systems have been recom- 
mended by a fact-finding board appointed by Secretary of La- 
bor L. B. Schwellenbach. The report also applies to the asso- 
ciated terminals and garages. 

The Greyhound controversy, which caused a strike on No- 
vember 1, 1945, when the prior contracts expired, affected serv- 
ice in 18 northeastern states and the District of Columbia, said 
the Labor department. The strike lasted 64 days and resisted 
all efforts of conciliators and mediators to settle it, continued 
the department, adding that on the promise of Secretary Schwel- 
lenbach to appoint a fact-finding board, the 4,000 strikers, mem- 
bers of the Amalgamated Association of Street, Electric Rail- 
way and Motor Coach Employees, returned to work and op- 
erations were resumed January 4. The department added: 


The differential between the mileage rate of pay of drivers in the 
eastern and western divisions was narrowed; but not eliminated as had 
been requested by the union. The present rate is 5 cents per mile in the 
eastern division and the recommended rate is 5.6 cents per mile. For 
the western division the present rate is 4.85 cents and the recommended 
rate is 5.50 cents per mile. The difference in rates has been based 
upon slower and tougher driving conditions in the eastern divisions of 
the systems as compared to the more open country west of the breaking 
points, Scranton and Albany for the Central system and Pittsburgh for 
the Pennsylvania. The union had asked that the differentials be elim- 
inated and that drivers in both divisions be paid 5.75 cents per mile. 
The differential, if the board’s recommendations are followed, will be 
reduced from 1% mills to 1 mill. 


Mechanics Would Get 13-Cent Increase 


Mechanics now receiving $1.27 an hour and ticket agents in 
large terminals now receiving $1.16 an hour would receive an 
hourly rate increase of 13 cents under the recommendations, 
said the department, adding that all other maintenance and 
terminal employes would receive the identical hourly increases. 

William E. Simkin, chairman, and Jesse Freidin and Saul 
Wallen, as public members, signed the majority report. O. David 
Zimring, representing the union, and Earl N. Cannon, repre- 
senting the companies, dissented in separate minority reports. 

The labor member, in his minority report, urged union ac- 
ceptance of the findings, despite his dissatisfaction with the rec- 
ommendations of the majority. The board’s report and recom- 
mendations would be submitted to a referendum of the union 
membership within 10 days, said the Labor department. It 
said the board’s recommendations were based on adjustments 
in wage rates in accordance with paragraph 3 (a) of the Presi- 
— executive order 9697, setting forth the new wage-price 
policy. 

_ The board recommended that the hourly rate paid to extra 
drivers for certain types of stand-by time and make-ready time 
be increased from 80 cents an hour to 90 cents an hour. It said 
this rate also applied to a more limited extent to regular drivers. 

Four other issues relating to guarantees and minimum 
wages for drivers were referred back for further negotiation 
with the understanding that in the absence of agreement, such 


rates should be increased by 12% per cent, said the department. 
It added: 


The bus operators would have to increase their’ total expenditure 
for meals away from home by % under the board’s recommendation, but 
meals would have to be provided out of this total for regular drivers 
who have not previously shared in this benefit. Heretofore only extra 
drivers have enjoyed this meal allowance. The details of this increased 
allowance will be subject to negotiation. 

Adjustments were computed for the top rates for the three key 
occupations, namely, Class A drivers, mechanics and ticket agents in 
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large terminals, and then applied to lower rated occupations and to tho 
lower steps in the length of service progressions. This is in accorc- 
ance with past practice. 


Major Factors for General Increase 


In its conclusions, the majority of the board pointed out 
that it had considered as “major factors justifying a general 
increase” the following: 


The increased cost of living, present and prospective reduction in 
take-home pay due to the shortening of the workweek, the genera. 
trend of wage increases since V-J Day, the trend of wage increases in 
the transportation industry, and the margin between revenue and iota! 
expense of the two bus systems which has been considerably wider 
during the war years than during pre-war years. 


The report listed as “limiting factors” that must be taken 
into consideration: 


The prospect of a reduction in income due to a cut in traffic, with- 
out compensating reduction in costs, the relatively high wage rates of 
the employees in comparison with others in the intercity bus industry, 
and a 1941 arbitration award under which take-home pay was main- 
tained as hours were reduced from 45% to 40 a week. 


The recommendations concluded: 


After careful appraisal of the entire case, we have concluded that 
these employees are entitled to wage increases which will increase the 
direct wage cost of the companies approximately 14 per cent above the 
levels prevailing as of October 1945. We believe that this figure gives 
ample recognition to the equities of both parties. 


Mr. Cannon, the industry member, in his minority report, 
charged that the majority had erroneously computed the cost- 
of-living adjustments due these employes under the applicable 
regulations. He also stated that there was no justification for 
granting a larger increase to the drivers operating in th> west- 
ern divisions than those operating in the eastern divisions. 
Moreover, he argued against consideration of the meal allow- 
ance by the board on the ground that the board should have 
limited its considerations to basic wage issues. 


Mr. Zimring, the labor member, in his minority report, dis- 
sented from the amount of the increase but recommended that 
the union accept the board’s report in line with its long-stand- 
ing policy “to agree to any national method of settling the dis- 
puted questions that it or the government agencies involved 
could think of.” He added: 


I believe that the interests of the union and its members will bt 
be served by further proof through its acceptance of this decision that 
the union has been, is now, and intends to be willing to base its r - 
quests on a factual foundation as found by impartial people, even though 
such findings and facts fall short of what they consider as reasonab.v 
from their point of view. 


He also argued that the 13-cent hourly increase to mainte- 
nance and terminal employes should be made effective imme- 
diately. ; 

Hearings began on January 18 and were completed on F* b- 
ruary 8, said the Labor department. Both the union and the 
Greyhound Lines cooperated fully in presenting the facts in 
connection with the basic wage issues, it said. 


A 20-day extension of the original 30 days, granted to per- 
mit the board to complete its hearings and formulate its report, 
has expired, said the department. It added that the Greyhound 
board was unique in having the employers and the union repre- 
sented in its membership, and that while the labor and indus- 
try members submitted minority reports, the board was unani- 
mous in favoring its tri-partite composition. 


MATERIAL HANDLING SOCIETY 


‘Material Handling Problems in the Coal Industry” was 
the topic of speakers at the February meeting of the Material 
Handling Society, held in the Hotel Keystone, Pittsburgh. D. 
H. Davis, manager, product control, and A. L. Barrett, ma‘nte- 
nance engineer, both of Pittsburgh Coal Co., spoke and ex- 
hibited a sound motion picture of coal mining in Western Penn- 
sylvania. 


The society, in conjunction with the Allegheny Reg‘onal 
Advisory Board, the freight traffic division of the Pittsburgh 
Chamber of Commerce, the Traffic and Transportation Associa- 
tion of Pittsburgh, and the Western Pennsylvania Motor Car- 
riers Association, will inaugurate “Perfect Shipping Month” at 
a banquet meeting in the William Penn Hotel, Pittsburgh, 
March 18. Speakers will include W. P. Shepherd, assistant gen- 
eral traffic manager, Aluminum Co. of America; Edward Da- 
hill, chief engineer, and Clifford Anderson, assistant chief engi- 
neer, freight loading and container branch, Association of Amer- 
ican Railroads; and C. F. Jackson, assistant general manager, 
American Trucking Associations, Inc. 
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Monthly Transport Comment 
Reviews War Traffic 


I. C. C. Bureau of Transport Economics and Statistics 
show effect of war on traffic distribution, and on loss 
and damage and personal injury expenses. Adjusts 
rail income to reflect extraordinary charges for amor- 
tization and resulting tax credits. Loading forecasts 


Commenting on the net railway operating income of class I 
steam railways for the calendar year 1945, $850,000,000, as 
compared with $1,106,000,000 for 1944, a decrease of 23.1 per 
cent, the Commission’s Bureau of Transport Economics and 
Statistics, in its monthly comment on transport statistics, dated 
February 15, called attention to the fact that “these carriers 
made extraordinary charges to their 1945 operating expenses 
for amortization of defense projects in excess of normal ac- 
cruals.” The comment bears the note it is issued as information, 
not considered or adopted by the Commission. 


“During the latter months of 1945 (September-December) 
such charges to operating expenses amounted to about $594,- 
000,000 with concurrent credits of approximately $434,000,000 
to railway tax accruals,” said the bureau.. “This large tax 
credit results from the fact that the carriers have taken advan- 
tage of the statutory provisions of the tax laws permitting the 
amortization over shortened periods ending with September, 
1945, of property certified as emergency facility under section 
124 of the internal revenue code. If these unusual charges and 
tax credit had not been taken into the accounts the net railway 
operating income for 1945 would have been about $1,010,000,000 
oa of the $850,000,000 reported, a difference of $160,000,- 

Similarly, the bureau referred to the estimate of net in- 
come after all charges, $450,000,000 for 1945 as compared with 
$667,000,000 in 1944. It said if the 1945 estimated net was 
adjusted to eliminate the extraordinary charges and credits 
referred to, the resulting figure would be $610,000,000. The 
bureau said 1945 earnings both before and after federal income 
taxes were considerably below 1943 and 1944 levels, adding 
that “it is important to note that the 1945 net income as re- 
ported (that is, after all charges including amortization and 
resulting tax credits) was ten per cent lower than in 1941.” 

In connection with a table on operating revenues, the bu- 
reau said the pronounced influence of passenger revenue on 
total operating revenues of the class I railroads in the war 
years was shown by a comparison of the principal revenue 
— for 1943 and 1945 in comparison with 1941. It con- 
tinued: 


The passenger revenue of $515 million for 1941, predominantly a 
pre-war year, was 9.6 per cent of all operating revenues as compared 
with $1,716 million in 1945 or 19.3 per cent of the total. Passenger 
revenue for 1944, the peak year for such revenue, was 248 per cent 
above that of 1941. The 1945 passenger figure is only 4.1 per cent below 
that of 1944 but it is 3.8 per cent above the 1943 level. 

Freight revenue in 1941 was 83.2 per cent of the total operating 
revenues as compared with 74.1 per cent in 1944 and 73.4 per cent in 
1945. Revenues from this source in 1944 and 1945 were 57.4 and 46.9 
per cent higher, respectively, than in 1941. The 1945 freight revenue 
was 6.6 per cent below that of 1944, when such revenue reached an all 
time high of about $7 billion. 

Mail, express, and ‘‘all other’’ revenues show substantial increases 
in the war years. the 1945 figures being about the same as in 1944. 

For the total operating revenues the percentages of increase over 
the 1941 total were 69.4 in 1943, 76.5 in 1944, and 66.5 in 1945. 


Rate of Return 


Reporting rates of return for class I steam railways based 
on the ratio of the net railway operating income as reported 
(and consequently after amortization and resultant tax adjust- 
ments) for the calendar year 1945 to the net property invest- 
ment and to property value, a table showed the ratio of net 
railway operating income to net railway investment as 3.79 per 
cent, and to value of property, 4.36 per cent. 

The bureau said restatement of net railway operating 
income to eliminate the effect of the extraordinary amortization 
charges and the resulting tax credits, the rates of return would 
be somewhat higher, and a table showed that with such a 
restatement, ratio of net railway operating income to net prop- 
erty investment would have been 4.50 per cent and to value of 
property, 5.18 per cent. The bureau said the restated returns 
were below the levels attained in 1943 and 1944. 


Freight Loading Forecasts 


The bureau had the following to say concerning estimated 
freight loadings: 


Loadings of grain and grain products in February are expected 
by the Production and Marketing Administration of the Department of 
Agriculture to average 54,900 cars weekly. This forecast represents 
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an increase of 31.8 per cent over the low loadings of February 1945, 
and an increase of 5.9 per cent over average loadings in January 1946. 
Estimates for northwestern and central western car service districts 
reflect heavily the demand in those regions, particularly in the country 
areas. The same type of demand covered into the January forecast 
was not met, but the current emphasis placed upon movement and 
export of grain by the President may result in better accomplishment 
this month. Loadings in March and April are expected to average 
53,500 and 51,600 cars, respectively. March loadings should be 22.4 per 
cent above last year, but April loadings only 3.1 per cent over April 
1945. Due to severe weather conditions, a large backlog of grain 
awaiting transportation was built up over the northern half of the 
country during the first ten weeks of 1945, and from the middle of 
March for about six months grain loading broke all records. 

Livestock loading are estimated by the same source at an average 
of 15,400 cars weekly in February 1946, at slightly more in March, and 
at 17,100 cars per week in April. The February forecast is 13.1 percent 
above loadings in February 1945, while the later months are about ten 
percent higher than loadings in the corresponding months of 1945. 
Livestock loadings in January 1946, including two weeks of light load- 
ing due to packinghouse labor difficulties, averaged 16,200 cars weekly. 
The decrease anticipated for this month is normal from a seasonal 
standpoint. 

Demand for transportation of perishable and semi-perishable com- 
modities normally moving in refrigerator cars, as estimated by PMA, 
should total 174,300 cars in February, 189,000 in March, and 171,900 
ears in April, increases of 3.0, 7.0 and 6.8 per cent respectively from 
actual shipments in the same months of 1945. The tightness of the 
available supply of refrigerator cars is indicated by a comparison of 
these estimates of the expected demand with the ‘“‘highest four weeks 
leading on recora@’’ of the 140,416 cars. 

Revenue loadings of coal have averaged 174,600 cars weekly during 
the first five weeks of 1946. Rail loadings in the past two weeks have 
been unusually high in relation to coal production. In large part this 
is attributed to diversion of the output of many socalled captive mines 
from their normal barge movement to steel mills into rail movements 
to other industrial and commercial customers. No decrease in produc- 
tion is expected in February, except perhaps for the February 22nd 
weekend holiday. Demand for coal, both domestically and abroad, 
continues heavy, and coal cars are in rather tight supply. Not only 
are many cars tied up by labor difficulties, but, in addition to the new 
movement mentioned above, there is considerable out-of-channel move- 
ment of export coal, which adds to turnaround time of the equipment 
used. 

While good box cars seem to be better distributed than during 
the winter months of 1945, the available supply is cut by detention due 
to labor troubles and a shorter work week. If one type of lading is 
accorded sufficient cars, it is at the expense of another type of lading. 


War Effect on Traffic Distribution 


The bureau, commenting on a table showing freight rev- 
enues by commodity groups in the war years, as compared with 
1939, said the flood of manufactured war goods that moved 
long distances raised sharply the percentage of total freight 
revenue accounted for by the manufacturers and miscellaneous 
group, the relative revenue position of all other commodity 
groups declining as a result. The table follows: 

Freight Revenue, by Commodity Groups—Per Cent of Total* 


Commodity group 1944 1943 1942 1939 
Products Of AGricwlture « ......6ck ck vccccescs 12:5 13.4 11.9 15.3 
Amimgais BNE PYOGucts: «..... ck a ccsccscesce 4.0 4.0 4.1 4.9 
Pe Tao isn on cc ctaw dices seses 2 


2.3 24.9 27.1 28.0 

PYOGMETS OF TOVCRIB ong occ ecc cna seascewes 4.8 5.3 6.5 6.1 
Manufactures and Miscellaneous .......... 51.3 47.1 44.7 38.2 
PE SE I, ass oo asia nko bce Saiorcaswceton 5.1 5.3 = We | 15 
RECT e Pit ee aera teeter rae ee 100.6 100.0 100.0 100.0 


*In some degree “hese variations may have been affected by the 
Ex Parte 148 rate adjustments. 


After setting forth a table showing tons originated and 
revenues by commodity groups for 1944 and 1939, the bureau 
said the 1944 revenues over those of 1939 ranged from 48.3 per 
cent for all L. C. L. freight to 191.7 per cent for manufactures 
and miscellaneous in comparison with increases in tonnage 
originated by those groups of 34.9 and 85 per cent respectively. 
The bureau said percentage distribution of the freight traffic 
by commodity groups based on tons originated tended to show 
narrower variations by years than the percentage distribution 
of traffic in terms of revenue. It added that the tonnage figures 
did not, of course, reflect changes in the length of haul as in 
the case of revenues. 

Following a table showing the tons originated by commod- 
ity groups for 1944, 1943, 1942, and 1939, the bureau said 
revenue per ton originated for all freight increased 31.6 per 
cent in 1944 over that of 1939, adding that “this percentage may 
be compared with the increase in the average haul per ton of 
freight for all steam railways considered as a system which 
rose from 351 miles in 1939 to 473 miles in 1944, or 34.8 per 
cent.” It said that, by commodity groups, the per cent of 
increase in revenue per ton originated in 1944 over 1939 ranged 
from 2.7 for products of forests to 57.7 for manufactures and 
miscellaneous commodities. 


L. and D., Personal Injury, Accident Expenses 


Charges to operating expenses for loss and damage and 
personal injuries increased greatly during the war years said 






Mare 


the | 
clude 
of-we 
ing V 
[t se 
adde 


gt 
increé 
161 pi 
loss % 
which 
increé 
incre 
738 Dp 

E 
and s 
of eq 
passe 
of the 
struct 
trans, 


of ré 
erty 
way 
in 1 
159.5 


total 
car-! 
bure 
some 
to a 
the ' 
per - 
to 1! 
actu 
basi: 
of 1 
wret 
resp 


tion 
ther 
publ 
of I 
carl 
of e 
cust 
the | 


” 
cent 
acco! 
from 
per 
peria 
state 
in N 
the |] 

I 
carlo 
num 
fourt 

” 
was 
terri 
meas 
move 
move 
traffi 


on tl 
the « 
1,950 
dista 
be le 


shor 
mov 
terri 
in e 


for 
terri 


traff 
ble | 
the | 


of a 
com: 
traff 
ratic 


sD 


45, 
46. 
cts 
try 
ast 
and 
ent 
ase 
per 
pril 
‘ain 
the 

of 


age 
and 
ent 

ten 
945. 
yad- 
Kly. 
nal 





March 2, 1946 


the bureau, explaining that this “transportation waste” in- 
cluded damage to non-railway property, to livestock on right- 
of-way, loss and damage to freight and baggage, cost of clear- 
ing wrecks, and expenses for injuries to persons of all classes. 
It set forth a table showing those figures for 1939-1944, and 
added the following comment: 


The total loss and damage expense from 1939 to 1944 shows an 
increase of over 200 per cent. This contrasts with an increase of about 
161 per cent in the expenses covering injuries to persons. Of the total 
loss and damage in 1944, 80 per cent was freight loss and damage 
which increased 208 per cent over 1939. Meanwhile, freight ton-miles 
increased only 121 per cent. Damage to livestock on right-of-way 
increased 97 per cent; to property of others, 140 per cent; to baggage, 
738 per cent; and cost of clearing wrecks, 249 per cent. 

Expense for injuries to persons includable in maintenance of way 
and structures increased 134 per cent, 1944 over 1939, in maintenance 
of equipment, 147 per cent, and in transportation expenses (including 
passengers and others), 169 per cent. In 1944 the relative proportions 
of the total injuries to persons expense were: Maintenance of way and 
structures, 12 per cent; maintenance of equipment, 13 per cent; and 
transportation expenses, 75 per cent. 


A table showing damage to railway property of all classes 
of railways resulting from accidents causing damage to prop- 
erty in excess of $150, showed a total damage to equipment, 
way and structures, and cost of clearing wrecks, as $9,628,000 
in 1939, as compared with $24,989,000, in 1944, an increase of 
159.5 per cent. 

Restricting the data to class I roads for a comparison with 
total car-miles, a table showed total loss and damage per 1000 
car-miles rising from 96 cents in 1939 to $1.73 in 1944. The 
bureau: said the three classes of expense were influenced to 
some extent by increases in prices and wages and when reduced 
to an average per 1000 car-miles they allowed for changes in 
the volume of traffic. Thus, it said, the total loss and damage 
per 1000 car-miles showed an increase of 80 per cent from 1939 
to 1944 as compared with an increase of 200 per cent in the 
actual expense. It said personal injuries on the 1000 car-miles 
basis showed only a 56 per cent increase against an increase 
of 161 per cent in reported expense, and that, for clearing 
wrecks, the percentage increases were 100 and 249 per cent 
respectively. 


Transportation of Fresh Apples 


The bureau reviewed a study of the volume and distribu- 
tion of traffic in fresh apples, the rate structure applicable 
thereto, and the relation of rates to cost of service, not yet 
published, derived from waybills collected by the former Board 
of Investigation and Research. The data, it said, covered all 
carload traffic terminated by class I rail carriers on one day 
of each month in 1939. It said these waybills had been in the 
custody of the Commission since the expiration of the life of 
the board. Its comments follow: 


The waybill data on fresh apples cover 1,831 carloads, or 3.36 per 
cent of the 54,494 carloads terminated by Class I railways in 1939. The 
accompanying table shows the state to state movement of fresh apples 
from the nine leading originating states, which accounted for 92 
per cent of the originations in the United States in the 1939 test 
period, to all destination states. Terminations were reported in 44 
states and the District of Columbia. No terminations were reported 
in New Hampshire, Nevada, Utah or Wyoming. New York state had 
the largest number of terminations, 17 per cent of the total. 

Fresh apples move predominantly interstate, only 25 per cent of the 
carloads in the test period veing intrastate shipments. Of the total 
number of carloads in the waybill study 47 per cent moved during the 
fourth quarter and 30 per cent during the first quarter of 1939. 

The total carload movement of fresh apples based on this sample 
was primarily at commodity rates. Over 90 per cent of the inter- 
territorial traffic and over half of the intraterritorial traffic, whether 
measured in terms of revenues, tons, ton-miles, carloads, or car-miles, 
moved on such rates. The traffic not moving on commodity rates 
moved on exception rates save for a negligible amount of class rate 
traffic moving from Official to Western Trunk Line territory. 

The fresh apple movement is chiefly a long-haul movement. Based 
on the rate making mileage (or short-line distance), the average haul for 
the entire United States was 1,141 miles; for all interterritorial traffic, 
1,950 miles; and for all intraterritorial traffic, 333 miles. If the actual 
distance over which the traffic moved is used, the average haul would 
be longer. 

The percentage of circuity (i. e., excess of actual miles over 
short-line miles stated as a percentage of short-line miles) in the 
movement of fresh apples for the entire United States, for all intra- 
territorial traffic and for all interterritorial traffic was 10 per cent 
In each case. 

The revenue per 100 pounds, per ton-mile, per car, and per car-mile 
for all interterritorial traffic was generally above that for all intra- 
territorial traffic for similar distances. 


The ratio of the actual revenue per 100 pounds from fresh apple 
traffic moving on commodity rates to the revenue computed at applica- 
ble first class rates was 21 per cent as compared with 30 per cent in 
the case of exception rate traffic and 38 per cent for class rate traffic. 

The ratio of out-of-pocket or variable cost to revenue on the basis 
of actual circuity was 84 per cent for all traffic (class, exception and 
commodity) for the entire United States, 74 per cent for intraterritorial 
traffic and 87 per cent in the interterritorial traffic. The corresponding 
ratios of fully distributed cost to revenue were 122 per cent, 103 per 
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cent and 127 per cent, respectively. Total United States commodity 
rate traffic in fresh apples showed a higher ratio of out-of-pocket cost 
and of fully distributed cost to revenue than did the traffic moving on 
class or exception rates. Only in the case of class rate traffic did 
revenue exceed fully distributed. cost. 

Comparisons with costs were made based, first, on the actual 
circuity experienced on fresh apple traffic by type of rate by terri- 
torial movements and mileage blocks, and, second, on the United States 
average circuity of 10 per cent uniformly applied by type of rate, 
territorial movement and mileage blocks. Using actual circuity, 3 per 
cent of the exception rate traffic in the waybill study, 12 per cent of 
the commodity rate traffic, and 9 per cent of the entire volume of 
traffic failed to cover out-of-pocket or variable cost. On the basis of 
10 per cent average circuity the corresponding figures are 2.5 per cent 
of the exception rate traffic, 12 per cent of the commodity rate traffic 
and 9.5 per cent of the entire volume of traffic. The weighted average 
amount by which out-of-pocket or variable costs exceeded revenue for 
the foregoing traffic, both on the basis of actual circuity and 10 per 
cent circuity, was 4 per cent.* 

* The 1939 costs used in the analysis were taken from Rail Freight- 
Service Costs in the Various Rate Territories of the United States, 
Senate Document 63, 78th Congress, 1st Session. The out-of-pocket 
cost appearing in this document embrace approximately three-quarters 
of the operating expenses, rents and taxes and an allowance for a 
return of 4 per cent upon slightly over one-half of the investment 
which was found to be variable with changes in traffic volume over an 
extended period of time. The fully distributed cost included all operat- 
ing expenses, rents and taxes, a 4 per cent return on the property 
valuation, and an allowance for passenger and L. C. L. deficits. 





N.F.W.A. Convention in Chicago 
Elects Chester Bradley President 


Warehousemen told that recent consent decree should 
not interfere with continued growth of association. 
O'Connor describes Navy's method of container ship- 
ping of household goods: Hanna is banquet speaker 


The twenty-fifth anniversary convention of the National 
Furniture Warehousemen’s Association ended its two-day ses- 
sion at the Edgewater Beach Hotel, Chicago, February 28, with 
the election of Chester E. Bradley, Dallas Transfer & Terminal 
Warehouse Co., Dallas, Tex., as president. The convention was 
the largest in the association’s history, with over 500 members 
and guests in attendance. 

Other officers elected are: Vice-president, eastern division, 
John H. Creamer, Cady Moving & Storage Co., Provi- 
dence, R. I.; vice-president, southern division, Paul B. Dodson, 
Edelen Transfer & Storage Co., Knoxville, Tenn; vice-president, 
central division, J. D. Ullman, Federal Warehouse Co., Peoria, 
Ill. (re-elected); vice-president, western division, Charles C. 
Wagner, Pacific Storage Co., Stockton, Calif.; secretary, Joseph 
A. Hollander, Chicago (re-elected); and treasurer, Floyd L. 
Bateman, Chicago (re-elected). 

The following were elected as three-year directors: A. V. 
Cresto, Federal Van & Storage Co., Kansas City, Mo.; Ed. H. 
Lee, H. C. Lee & Sons Co., Toledo; J. W. C. Wright, Jr., 
Globe Storage Co., Inc., Baton Rouge, La.; and W. Ray James, 
James Transfer & Storage Co., Inc., San Jose, Calif. 

Elected as two-year directors were: Joseph L. Corcoran, 
Evanston Fireproof Warehouse, Inc., Evanston, Ill.; George D. 
Lentz, Lentz Transfer & Storage Co., Inc., Winston-Salem, 
N. C.; William B. Austin, Jr., Security Storage Co., Wilming- 
ton, Del.; and Mr. King, King Storage Warehouse, Inc., Syra- 
cuse, N. Y. 

J. R. Walker, O. K. Storage & Transfer, Memphis, Tenn., 
was chosen chairman of the nominating committee for the next 
convention. Other members of the committee elected were: 
Harmon W. Tanner, Tanner Moving & Storage Co., Detroit, 
Mich.; Emory R. Roraback, Fordham Storage Warehouse, Inc., 
New York City; W. Lawt Inglis, Cathcart Allied Storage Co., 
Atlanta, Ga.; and Milo Bekins, Bekins Van & Storage Co., Los 
Angeles. 

Reports of Officers 


In opening the convention, the morning of February 27, 
President A. V. Cresto called for the repeal of the Wagner 
Act by Congress “so that true collective bargaining may be 
restored.” He said that employers were far behind labor in 
organizing for political action. 

General Secretary Hollander analyzed the effect of the 
government’s anti-trust suit against the association, stating 
that the consent decree “should not interfere with the con- 
tinued growth-of this association and its service to members 
and the industry.” Mr. Hollander said that more warehouses 
should use customer insurance. Accidents were on the upswing, 
he stated, suggesting that a practical plan for employe train- 
ing be achieved. 

Executive Secretary Edward D. Byrnes, of Chicago, de- 
scribed the work of the organization in developing schools and 
training courses for employes and returning veterans. He sug- 
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gested that each warehouseman visit at least 12 other ware- 
houses during the year, to study and compare operations. Mr. 
Byrnes said that the period of 100 per cent occupancy of ware- 
houses is drawing to a close, and that the industry may return 
to 60 or 70 per cent of occupancy, which may require a change 
in storage rates. Together with the Forest Products Laboratory 
at Madison, Wis., the association would continue its research 
work in the search for substitute packing materials and better 
packing methods, he said. 

Robert E. Graham, new editor of the ‘Furniture Ware- 
houseman,” was introduced and discussed plans to improve 
the publication. 

Container Shipping 


Lt. Comdr. John O’Connor, Jr., of the Orange Storage 
V/arehouse, Inc., told of his experiences in the Navy Depart- 
ment with handling household goods of Navy personnel. The 
I-avy had made 3,500,000 such shipments, he said, and has 
evolved a new method of handling furniture. Single large ply- 
wood containers, weighing 960 pounds and measuring 11 feet by 
6 feet by 6 feet 8 inches, and holding furnishings for two and 
one-half rooms, are used to package some goods. Smaller con- 
tainers, measuring 6 by 6 by 6 feet 8 inches are also in use. 
The containers are now being made in a collapsible style, he 
said, with some containers having been used for 21 trips. Ad- 
vantages of shipping household goods in such unit containers, 
said Comdr. O’Connor, are a tighter load in the freight car; 
lower tariffs; more effective utilization of labor; reduced 
claims; and faster delivery at either end. A saving in tare 
weight of 1,000 to 1,200 pounds is possible through use of the 
large container, he said, suggesting that interested warehouse- 
ren write him for further details and pictures. 

Other speakers at the February 27 afternoon session were 
Dr. John J. Haramy, of Indianapolis, who discussed insurance 
auditing, and W. S. Conklin, Jr., Jackson Storage & Van Co., 
Chicago, who reported for the insurance committee. 


Thank Chicago Warehousemen 


The association at its session the morning of February 28 
heard a report from the N. F. W. A. counsel, James A. Velde, 
on constitution and by-laws and other changes flowing from 
the recent Supreme Court decision. 

Resolutions thanking the warehousemen of Chicago for 
their hospitality, and expressing appreciation to the hotel for 
its service, were adopted. 

Gordon L. Hostetter, director, Employers’ Association of 
Chicago, spoke on employer-employe relations at the afternoon 
session. He said that the General Motors’ strike was affecting 
the economy of the entire country. The public also has a re- 
sponsibility to labor and management, a responsibility to ac- 
quaint itself with issues involved and to do a better job of 
electing its representatives, said Mr. Hostetter. 

_ Clarence R. Conklin, Chicago, an attorney, spoke on cer- 
tain legal aspects of storage orders, urging all warehousemen 
to use such orders for their own protection. 

A president’s reception was held at the close of the con- 
vention on February 28, followed by the annual banquet. Guest 
speaker was Philip Hanna, columnist for the Chicago Daily 
News. Ladies at the convention attended a theatre party 
February 27. 

A gallery of historical pictures depicting the progress made 
by the furniture storage and moving industry during the past 
25 years was on display at the rear of the convention hall. 


Milo Bekins, in summarizing the history of the organiza- 
tion for the convention program, predicted that “by the fiftieth 
anniversary of the association, household goods will be flying 
by air for distances of over 500 miles and warehouse terminals 
will be located at airports instead of on railway spur tracks.” 

Charles Ebert, of Chicago, was chairman of the convention 
reception committee. 





BURLINGTON SHIPPERS’ ASSOCIATION 


G. A. Smith, traffic manager, Iowa Soap Co., Burlington, 
la., was elected president of the Burlington Shippers’ Associa- 
t.on, at the annual meeting February 22. Other officers elected 
are: Vice-president, Milton Blaul, president, John Blaul’s Sons 
co.; treasurer, G. D. Parker, manager, Lagomarcino Grupe 
€o.; and executive secretary and director of traffic, F. L. Part- 
ridge. 

ithe board of directors consists of the following: Mr. Blaul; 
P. W. Bonewitz, president, Bonewitz Chemicals, Inc.; F. J. De- 
l ney, president, Midwest Biscuit Co.; J. L. Ferguson, works 
1aanager, J. I. Case Co.; Clarence Florang, president, Burling- 
tcn Basket Co.; M. E. Finck, president, Murray Iron Works 
Co.; N. N. Jones, president, Drake Hardware Co.; A. J. Klein, 
prcsident, Klein Manufacturing Co.; C. S. Leopold, president, 
"she Leopold Co.; J. C. Minton, general manager, McKesson & 
Robbins, Inc.; Mr. Parker; W. H. Plock, secretary, Chittenden 
& Eastman Co.; D. T. Riley, president, Riley Bros., Inc.; Mil- 
ton Sandell, president, Benner Tea Co.; and. Mr. G. A. Smith. 
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A. W. A. Annual Meeting Closes; 
Allman Named General President 


Refrigerated division elects Nissen president, calls for 
relaxation of government price control. Johnston 
chosen to head merchandise division 





G. D. Allman, United States Cold Storage Corporation, 
Chicago, was unanimously elected general president of the 
American Warehousemen’s Association at the closing session of 
its three-day annual meet- 
ing, February 22, at the 
Edgewater Beach Hotel, 
Chicago (see Traffic 
World, February 23). Paul 
W. Frenzel, of the St. Paul 
Terminal Warehouse Co., 
St. Paul, was elected gen- 
eral vice-president, and 
Willard A. Morse, of the 
Security Warehouse Co., 
Minneapolis, was re- 
elected to the post of gen- 
eral treasurer. 

The association adcpted 
resolutions thanking Brig. 
Gen. N. H. McKay, of the 
War Department, and 
Sydney Anderson, vice- 
president of General Mills, 
Inc., for their addresses to 
the meeting, and thanked 
the arrangements commit- 
tee, the Chicago Associa- 
tion of Refrigerated Ware- 
houses, and the _ Iliinois 
Association of Merchan- 
dise Warehousemen, for 
the hospitality extended. The date and place of the next annual 
meeting was left in the hands of a joint committee of the two 
divisions of the association. 


G. Dudley Allman, 
General President, A. W. A. 


Refrigerated Section Elects Nissen 


The National Association of Refrigerated Warehouses, a 
division of the A. W. A., completed its work earlier in the day, 
electing H. J. Nissen, Terminal Refrigerating Co., Los Angeles, 
as president. J. G. Hollmeyer, Seaboard Terminal & Refrigera- 
tion Co., Jersey City, was elected vice-president, and C. A. 
Martin, Noel & Co., Inc., Nashville, was re-elected treasurer. 
The officers were installed by E. George Erickson, of Chicago, 
a past president of the organization. 

The following were elected to the executive committee for 
three-year terms: A. L. O’Connor, Artesian Ice & Cold Storage 
Co., St. Joseph, Mo.; Fred F. Alford, Merchants Cold Storage, 
Dallas, Tex.; Mr. Nissen; E. M. Burns, Terminal Ice & Cold 
Storage Co., Portland, Ore.; and Horace W. Wilson, Quaker 
City Cold Storage Co., Philadelphia (for an additional year on 
the committee). 


A resolution calling upon the officers and staff to do all in 
their power to effectuate relaxation of control of rates by gov- 
ernmental agencies, and terming such control “repugnant to 
the American conception of free enterprise’ and responsible 
for a “dangerously unbalanced situation,’ was adopted by the 
refrigerated warehousemen. In other resolutions, the division 
called upon members to work for the repeal of obsolete state 
laws affecting the warehouse industry; endorsed active opposi- 
tion to pending railroad retirement legislation insofar as it re- 
lates to placing warehouse employes under the railroad retire- 
ment and railroad labor acts; and thanked various speakers 
who appeared on the program. 

The February 22 session of the cold storage warehousemen 
centered around a panel discussion on the subject of industry 
reconversion to peacetime economy. Panel members were Mr. 
Alford, Mr. Wilson, Mr. Nissen, and L. L. Oldham, of Min- 
neapolis. 

Mr. Alford, whose. warehouse uses approximately 12,000 
pallets, three fork trucks and two electric transporters, de- 
scribed the palletized handling of eggs, meat, and other frozen 
foods. His investment in mechanized handling equipment would 
amount to $75,000 when new equipment on order was delivered, 
he said. 


Mr. Wilson described a cost-finding procedure which his 
company, operating five plants, has installed. ‘Warehouse 
tariffs of the future should make a charge for car service,” 
said Mr. Wilson. “We should charge the customers what it 
would cost them if they were handling the goods themselves.” 

Mr. Nissen, describing 23 accessorial services which ware- 
houses perform for their customers, said that “the multitude 
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of such small but necessary services cost money and should be 
charged for. They stand as a block to streamlined warehouse 
operations as described by Mr. Alford.” 


Merchandise Division Meeting 


Col. H. O. Warlick, Jr., director of the shipping and stor- 
age branch, Department of Agriculture, speaking at the Febru- 
ary 22 session of the A. W. A.’s merchandise division, told the 
meeting that “storage needs for Department of Agriculture- 
owned commodities are not as great now as during the war, 
but the prospects are that considerable space will be needed 
for two to three more years. Government-owned commodities 
required about 1,000 warehouses six months ago, but they are 
now stored in only about 450.” 

With the cessation of lend-lease purchases, said Col. War- 
lick, “future government purchases will be mostly on contract 
basis to obtain foods for export to liberated countries and to 
support farm prices under government support commitments.” 

C. E. Nichols, secretary of the Washington office of the 
merchandise division, A. W. A., described activities of the office 
since the last annual meeting in Chicago, in February, 1944. 

Richard C. Schall, St. Paul Terminal Warehouse Co., St. 
Paul, discussed insurance coverages for merchandise ware- 
housemen. After describing various forms of insurance policies, 
Mr. Schall stressed “the importance of a periodic, thorough 
inspection and analysis of your insurance coverage ... by a 
responsible executive working in collaboration with an agent 
in whom you have full confidence.” 

Other speakers on the program included D. L. Tilly, New 
York City, chairman of the emergency advisory committee; 
Clem D. Johnston, Roanoke, Va., chairman of the O. P. A.’s 
merchandise warehousing industry advisory committee; H. F. 
Pratt, Chicago, of the committee on cost accounting; and 
Frederick Stanton, Chicago architect. Mr. Stanton said that, 
for most merchandise warehousing operations, a one-story rec- 
tangular building of 150,000 square feet was most economical 
to build and operate. 

All those recommended by the nominating committee, 
headed by W. B. McKinney, Philadelphia, as officers and di- 
rectors of the merchandise division were unanimously elected, 
the new president being Clem D. Johnston, of Roanoke, Va. 

It was reported that approximately 400 men and 75 women 
were registered at the A. W. A. annual meeting. 


Refrigeration Research Foundation 


At a meeting of the Refrigeration Research Foundation, 
an Illinois corporation supported by voluntary subscriptions of 
firms engaged in the preservation of commodities by refrigera- 
tion, held earlier in the week at the Edgewater Beach Hotel, 
Chicago, A. T. Hampson, of Providence, R. I., was elected pres- 
ident. W. A. Sizer, of Chicago, was elected treasurer, and 
V. O. Appel, of Chicago, was chosen vice-president. H. C. Diehl, 
of Berkeley, Calif., is director and secretary of the research 
organization. Mr. Diehl reported on current research projects 


of the foundation, at the meeting of the refrigerated warehouse- 
men. 


NATIONAL FOREIGN TRADE COUNCIL 


The National Foreign Trade Council, at its annual meeting, 
February 26, in New York City, expanded its board of directors 
by election of 15 additional board members, as follows: 

S. M. Bash, vice-president, Bethlehem Steel Export Cor- 
poration, New York City; L. C. Boos, president, United States 
Rubber Export Co., New York City; Samuel Broers, president, 
Firestone Tire & Rubber Export Co., Akron; P. L. Douglas, 
general manager, international division, Otis Elevator Co., New 
York City; James A. Farrell, Jr., president, American South 
African Line, Inc., New York City; Basil Harris, chairman of 
the board, United States Lines, New York City; Julius C. 
Holmes, vice-president, international division, Transcontinental 
& Western Air, Inc., Washington; William P. Hunt, William 
Hunt & Co., Federal Inc., U. S. A., New York City; William 
K. Jackson, vice-president, United Fruit Co., Boston; J. M. C. 
Monasterio, vice-president, Mercantile-Commerce Bank & Trust 
Co., St. Louis; Sydnor Oden, vice-president, Anderson, Clayton 
& Co., Houston; R. I. Roberge, manager, foreign operations, 
Ford Motor Co., Dearborn; H. A. Stanton, vice-president, Nor- 
ton Co., Worcester; A. Stuber, vice-president, Eastman Kodak 
Co., Rochester; and Albert E. Thayer, secretary, California 
Texas Oil Co., Ltd., New York City. 

These, with 47 directors whose terms have not expired, 
make up the complete board. 


SHIP CONFERENCE AGREEMENTS 
A/S J. Ludwig Mowinckels Rederi and Westfal-Larsen & 
Co. have filed with the Maritime Commission an agreement, 
No. 7566, establishing a joint service in the trade between 
Canadian and United States Atlantic and U. S. Gulf ports on 


the one hand, and the ports of Argentina, Paraguay, Uruguay, 
and Brazil, on the other. 
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Proposed International Ship Labor 
Standards Outlined in Report 


Rep. Jackson, of Washington, informs House merchant 
marine committee of Copenhagen conference recom- 
mendations for improving wages, hours and working 
conditions of seafarers of maritime nations, to be 
acted on at international maritime meeting in May 
at Seattle. Urges ratification by U. S., in interest of 
reducing competitive disadvantage of American mer- 
chant marine in foreign trade 


Improvement of standards of wages, hours and working con- 
ditions for merchant ship crews on a world-wide basis, which 
had been proposed at the International Maritime Preparatory 
Technical Conference held last November and December in 
Copenhagen, Denmark, would not materially affect officers and 
seamen of the American merchant marine, but the international 
conventions drafted at Copenhagen should be ratified by the 
United States government because ‘all increases in the stand- 
ards for seafarers aboard the ships of competing foreign nations 
which approach our own high standards tend to reduce the com- 
petitive disadvantage under which our merchant marine has 
been forced to operate for many years,” said Representative 
Jackson, of Washington, an adviser to the U. S. delegation at the 
Copenhagen conference, in a report to Chairman Bland, of the 
House merchant marine committee, on results of the conference. 

Representative Jackson said that the International Mari- 
time Conference would meet at Seattle, Wash., in May of this 
year to act on the proposals suggested by the International 
Maritime Preparatory Technical Conference at the Copenhagen 
meeting. He said that the Copenhagen conference had been 
planned by the International Labor Organization, which had 
continued its activities throughout World War II and in which 
45 nations had continued their membership. 

“While the operation of the I. L. O. was related to that of 
the League of Nations,” said Mr. Jackson, “its functions have 
been almost entirely independent of that other organization. It 
was never necessary to be a member of the League in order 
to be a member of the I. L. O. Accordingly, although never a 
member of the League, the United States became an active 
member of the I. L. O. over ten years ago.” 

He said the agenda for the Copenhagen meeting covered 
the following subjects: (a) Wages, hours, manning; (b) leave; 
(c) accommodation; (d) food and catering, and (e) recognition 
of seafarers’ organizations. He added that the subjects of con- 
tinuous employment, social insurance, and entry, training and 
promotion of seafarers also were considered by the conference. 


“Small Size” of U. S. Delegation 


“At the opening sessions of the conference,” said Mr. Jack- 
son, “committees were appointed to consider each of the eight 
topics specified above. While the United States was nominally 
represented on all of these committees, the small size of the 
United States delegation, which was fewer in number than 
many delegations of extremely small nations and only about 
one-quarter the size of the delegation from Great Britain, handi- 
capped the scope of our activities and the extent of our partici- 
pation. I believe that the delegates and advisers who comprised 
the American delegation are to be heartily congratulated for the 
excellent work they did despite this handicap and the influence 
which they were able to wield during the principal delibera- 
tions.” 


In his discussion of Copenhagen conference action on the 
matter of wages, Mr. Jackson observed that, from the ship- 
owners’ point of view, the cost of labor was one of the principal 
differentials in the competition for the available freight: 

“While uniformity of pay scales and conditions of employ- 
ment aboard the ships of all competing countries ‘might be desir- 
able,” he continued, ‘“‘the varying circumstances existing in the 
economies and national policies of the many states make this 
an almost impossible objective. Fixing of international mini- 
mum standards below which competing nations would not fall 
is, however, not only desirable but practical. Such minimum- 
wage scales were established for subsidized lines in our country 
by the Maritime Commission several years before the war... . 

“It was felt that international regulations should lay a firm 
foundation for national action but should not enter into details. 
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Our purpose was to establish an international wage rate which 
would be a minimum rather than an actual standard and that 
actual wages would be established nationally at higher 
ewe. c....” 


Minimum Wages and Hours 


The groups represented at the conference agreed, he said, 
on the desirability of establishing a basic international mini- 
mum wage scale and agreed that the only minimum rate that 
should be sought would be for able seamen, “as the pay of offi- 
cers and other ratings would be settled nationally by collective 
agreements in relation to the A. B. scale.” He added that the 
conference, after much discussion, adopted a proposal for a 
basic minimum of 18 pounds a month (in currency of the United 
Kingdom, or its equivalent in other currency), and a proposal 
for an 8-hour day for seamen and officers, with a proviso that 
officers’ hours should be reckoned on the basis of “96 hours dur- 
ing a period of two weeks.” He reproduced in his report the 
proposed convention relating to the minimum-wage scale and 
hours of work. 

With respect to the granting of leave, or “paid holidays,” 
he said, in part: 

“Because of the nature of the seafarer’s trade, the granting 
of leave involved certain problems not found in ordinary indus- 
trial work. It would seem reasonable that a seafarer should 
have a right not only to annual leave as such, but also to facil- 
ities which enable him to rejoin his family when his ship is in 
home port and arrangements for recreation, shopping and other 
private business ashore when he is in other ports. It would also 
seem just that he would receive compensation in some form for 
the fact that his normal work-week is seven days instead of 
the usual 5% or 6 days for workers ashore... .” 

The proposed convention on the subject of leave, which he 
included in his report, showed that the conference recommended 
“an annual holiday with pay” equivalent to 1% working days 
for each month of service in the case of masters, officers, and 
wireless operators, and to one working day for each month of 
service in the case of other members of the crew. 


Shipboard Accommodations 


Dealing with the subject of accommodations provided for 
seafarers aboard ship, Mr. Jackson said that requirements with 
respect thereto varied so greatly among the many nations that 
were competing for world trade as to constitute a considerable 
factor in operating costs differentials. 

“Accordingly, it is believed to be desirable to establish a 
minimum international code of basic standards for crew accom- 
modations,” he said. 

He added that the problems involved were extremely com- 
plex and that they dealt with such varied matters as the re- 
quired space for living quarters, separate accommodations for 
various ratings, the size of berths, messing facilities, washing 
and toilet facilities, hospital accommodations, the cleaning of 
quarters, furniture, and equipment, and “countless other details 
taken for granted in our day-to-day living ashore but too often 
neglected in dealing with living accommodations for those con- 
fined to the narrow spaces of a ship.” The complexity of the 
problem and its great breadth, he said, might be seen through 
an examination of the text of the proposed convention, repro- 
duced in his report. It covered nearly seven printed pages and 
embraced 109 separate recommendations. 

On the subject of food and catering for ship crews, Mr. 
Jackson pointed to differences in national habits and traditions, 
as between different countries, and to the consequent imprac- 
ticability of attempting to establish detailed international regu- 
lations on such matters. What was necessary, he said, was a 
concerted international effort to insure that in every maritime 
country the question of food and catering received the attention 
that its importance merited, and that arrangements were made 
nationally to facilitate the combination of official regulations 
and cooperative action by shipowners and seafarers which was 
necessary to obtain compliance with the requirements of modern 
knowledge and standards of decency. 

“Accordingly, the proposed convention merely seeks to 
establish the machinery for national regulation of these mat- 
ters,” he said. “It suggests the creation of a central national 
authority charged with watching over all matters affecting food 
and catering on board ship and the making of arrangements 
for the proper training, equipment and certification of the staff 
employed in the catering department.” 


Recognition of Unions 


Because it was felt at the conference that drafting of an 
instrument proposing some method to effectuate recognition of 
seafarers’ organizations by each maritime nation was basically 
not a matter for international law, but was founded essentially 
on good sense, good will, and mutual respect for rights and 
obligations, the conference deemed legal implementation by the 
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drafting of a convention on this subject neither desirable nor 
necessary, Mr. Jackson reported. Instead, he said, it suggested 
approval of a resolution drafted by it—a resolution that, he 
believed, would “tend to encourage those organizations which 
still have to win full recognition” and assist in convincing other 
persons and authorities of the expediency and justice of accord- 
ing it. 
“Continuous Employment” Question 


Mr. Jackson’s report on the subject of “continuous employ- 
ment” in merchant ship service included the following: 

Seafaring employment has long been characterized by irregularity 
and discontinuity. Under United States practice, articles may be signed 
for a single voyage or for a definite period, generally not exceeding 
one year, but the seaman is generally free in peacetime to leave his 
ship in any port regardless of the period for which he signed on... . 
Studies made of United States seamen in 1938 showed that the average 
nonsupervisory deep-sea seafarer had an annual earning period of only 
about 74% months per year, while supervisory seamen average about 11 
months per year. ... 

While wartime experience in certain nations appears to demon- 
strate the possibility of continuous employment and pay under wartime 
conditions, satisfactory arrangements in peacetime raise many prob- 
lems. Continuity of employment requires the maintenance of a balance 
between supply of labor and the demand for it. . . . In the final analy- 
sis the peacetime demand for maritime labor will depend upon the 
general condition of the industry, the total volume of water transpor- 
tation required, its distribution among the merchant marines of the 
various nations, and similar factors. ... 

Any continuous employment system for seamen would of course 
require national legislation in accord with each nation’s unemployment 
insurance policy. At the same time, some international agreement must 
be reached on this question so that the shipping industry of one coun- 
try will not, by assuming an obligation to provide continuous employ- 
ment pay, be handicapping itself in competition with the merchant 
marine of other nations. ... 

There would appear to be serious question as to the feasibility of 
a continuous employment system of the type suggested at the confer- 
ence. From the discussions, it would appear that such a system would 
require the establishment of a seamen’s pool. . . . It would appear to 
be doubtful whether such a system could be used in the United States. 
Moreover the entire question of unemployment insurance is at present 
so unsettled that it would seem advisable to withhold special: enactments 
of this kind for seamen until such time as the general structure shall 
be determined. ... 

The conference . . . agreed not to attempt the promulgation of a 
convention at this time but to confine itself to the issuance of a resolu- 
tion on continuous employment, with the understanding that a draft 
convention would be brought before a maritime session of the Inter- 
national Labor Conference within the next two years. ... 


Social Insurance 


Reviewing action by the conference on the subject of social 
insurance, Mr. Jackson said the conference agreed to submit 
two draft conventions—‘one dealing specifically with proposed 
standards for retirement pensions and the other dealing with 
employers’ liability and social insurance in general.” He com- 
mented that the position of the United States regarding social 
insurance for seamen was “somewhat different than that sug- 
gested by the I. L. O.” 


“The United States concept,” he added, “is basically that 
there should be a single system of social security covering the 
entire population and that any special conditions covering cer- 
tain groups should be supplemented to that over-all scheme.” 

He said it was the view of the Copenhagen conference that 
the objectives of the international regulations on social insur- 
ance were: (1) To provide special minimum rates of benefits 
for seafarers in case of illness abroad and retirement from sea- 
service; (2) to assure to seafarers in other contingencies bene- 
fits at least equal to those assured for shore workers, and (3) to 
provide for the protection of foreign seafarers. 


“One of the outstanding achievements of the conference,” 
he continued, “was the acceptance of the proposal to pay full 
wages as well as maintenance and hospital care for a period of 
12 weeks to those seamen who become sick or injured in the 
course of their journey and who must be left behind in a 
foreign port. This proposal, along with a provision for repatria- 
tion, will remove one of the greatest uncertainties in the sea- 
farers’ life.” 


Training, Promotion of Seamen 


His discussion of conference action on the subject of entry, 
training and promotion of ship crew members included the fol- 
lowing: 


Because of the many differences in the systems of entry, training 
and promotion among the many maritime nations it would seem most 
difficult to secure uniformity as to the details of the national systems. 
International agreement may, nevertheless, well be possible on a num- 
ber of important principles, such as age, physical condition, and prior 
registration as a condition of entry, the requirements for pre-sea train- 
ing, the grading of ratings and the classification of officers, the provi- 
sion of facilities for advancement in grade and rank, and the granting 
of financial recognition for service in grades lower than that for which 
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qualified. The proposed conventions offer basic minimum starting 
points for such international uniformity. .. . 


Looking toward the International Maritime Conference to 
be held at Seattle in May, Mr. Jackson said he believed it essen- 
tial that the U. S. delegation be sufficiently large in numbers, 
and be technically and politically qualified, to enable the views 
of the three groups of the United States to be put forward at 
the conference and committee discussions. % 

“It would also be helpful,” he said, “if the number of 
technical advisers to the United States delegation be at least 
one adviser on each of the items on the agenda so that each 
group may participate in simultaneous committee meetings 
without loss of influence or effect. In order that some con- 
tinuity between the Copenhagen and Seattle conferences may 
be retained, I also believe that many of the same -delegates 
and advisers who participated in the latter meeting should be 
included when designating the American representatives.” 


Steamship Lines Issue Review 
of “Sea-Air” Controversy 


“The shipping lines are being compelled to stand by with 
their hats in hand—shut out of overseas air transport,” says 
the sea-air committee of the National Federation of American 
Shipping in a memorandum reviewing “the controversy .. . 
whether United States flag steamship lines shall be allowed 
to use airplane and flying boat service in connection with 
their existing overseas ship service, over their regular routes, 
serving their regular customers.” 

The steamship lines, it is asserted, “have watched while 
a tight group of exactly three airlines has to date received ex- 
clusive U. S. rights to fly overseas. Two of these were internal 
domestic airlines without any prior direct overseas business or 
trade experience whatever when they were catapulted into 
the responsibility of flying the American flag abroad as leaders 
of international trade.” 

Nine major U. S. transoceanic ship lines have applied to the 
Civil Aeronautics Board for permission to use airplane and 
flying boat service in connection with their existing overseas 
ship service but the board has not granted any of these applica- 
tions because of its “tortured interpretation of section 408 (b) 
of the civil aeronautics act of 1938,” says the sea-air committee. 

“The position of the C. A. B. is based upon the false as- 
sumption that it was the intent of Congress to prohibit one 
type of carrier from making use of another in its operations,” 
says the committee. “The steamship lines emphasize that they 
have both the legal and equitable right to supplement surface 
operations with airborne transport upon a proper showing be- 
fore the C. A. B. of their ability to serve the public interest 
and convenience. 

“It is further the contention of the ship lines that the na- 
tional interest of the U. S. is not being served by precluding 
the use of their experience, facilities, assets, and ‘know-how’ 
in the overseas transportation and travel fields at a time when 
aviation is changing the future world map as radically as did 
the 15th Century discovery of the Americas, and when foreign 
competition offers the stiffest test ever confronted by Amer- 
ican carriers. 

“The facts speak for themselves. National prestige and 
markets are being lost by America’s failure to use the ship 
lines’ resources and knowledge. If the C. A. B. persists in not 
permitting America to use this knowledge and experience, it 
becomes the responsibility of Congress to correct this situation 
In some appropriate manner.” — 

The kind of service by air the steamship lines would sup- 
ply if they were permitted to do so is described as follows: 


Briefly, it consists of supplementing their shipping services with 
modern long-range passenger and cargo plane service to the end that 
the traveler or shipper may (a) select the speedier plane or the more 
commodious and comfortable ship to transport himself or his merchan- 
dise, (b) go one way ‘by ship for the luxury of the sea voyage and fly 
back, giving himself more time abroad, (c) fly himself while sending 
his family, baggage, automobile, trade samples or merchandise by 
ship, (d) break up a journey by intermediate transfer, plane to ship or 
vice versa, in any combination of time and mode of travel. Gallup Poll 
type surveys have indicated that more than one-third of overseas 
Passengers desire so to use planes and ships. 


DELTA LINE’S NEW LUXURY LINER 


The S. S. Del Sud, second of three post-war luxury lines 
under construction for the Mississippi Shipping Co.’s Delta 
Line, went down the ways at the Ingalls Shipbuilding yards 
at Pascagoula, Miss., February 22. The 489-foot, 17,000-ton 
ship will be placed in service between New Orleans and points 
in Brazil, Uruguay and Argentina probably in June, and will 


feature a 47-day round-trip luxury cruise from New Orleans to 
uenos Aires. 
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(Circuit Court of Appeals, Third Circuit.) Captain of tug 
was entitled to rely on representation made by president of 
corporate. owner of barge that the barge was seaworthy for 
voyage to which she had been committed, where during voyage 
captain received no warning of increasing unseaworthy condi- 
tion of the barge from her master. 

Evidence established that sinking of barge laden with 
cargo of coal was the direct result of her physical unseaworthi- 
ness under existing conditions of wind and weather to make 
voyage to which her owner had committed her and that master 
of tug was not guilty of negligence in continuing voyage. 

Private carriers were not insurers but were obliged to 
exercise due care for protection of cargo and to provide a 
— vessel fit to perform voyage which had been under- 
taken. 

Where barge was not physically fit for voyage to which 
she was committed under weather conditions existing at the 
time, the barge and carriers, who had agreed to transport 
cargo, were liable for loss of the cargo. (Schuylkill Transporta- 
tion Company vs. Banks, 152 Fed. Rep. 2d 405.) 


North Atlantic Ship Services 
Bids to Be Asked Soon 


The Maritime Commission has announced it will soon in- 
vite applications for operation of two north Atlantic steamship 
services. It also announced rejection of all applications for op- 
erating differential subsidies on prewar trade route 8 (U. S. 
north Atlantic ports, Antwerp, Rotterdam). 

The two services for which applications will be invited are: 
(1) New York, Boston, Antwerp and Rotterdam, (2) Philadel- 
phia, Baltimore, Hampton Roads, Antwerp, Rotterdam and 
Hamburg. 

In its announcement the commission said: 


The commission, basing its action on the faster and more efficient 
ships which will be available to private operators, and after review 
by a special committee designated by the commission for that purpose, 
upheld the recommendation of its sub-committee on trade routes, sub- 
ject to such modifications of existing contract as might be required. 
The sub-committee recommended: 

1. Weekly express passenger and freight service—New York to 
Cobh and Plymouth or Southampton (principally for passenger and 
mail), Havre and Hamburg, returning via Havre, Southampton and 
Cobh to New York. This service will require three special passenger 
and freight vessels of 27 knots, or other suitable type passenger and 
freight vessels of superior accommodations. 

2. Weekly passenger and freight service—New York, Boston (as 
traffic warrants), to Antwerp and Rotterdam, returning to Boston (as 
traffic warrants) and New York. This service would require four C-3-P 
combination passenger or four Victory or adaptable type ships with 
accommodations for at least 50 passengers and capable of maintaining 
a speed of not less than 16% knots. 

3. Weekly freight service—Hampton Roads, Baltimore, Philadel- 
phia (other Delaware River ports as cargo offers) to Antwerp, Rotter- 
dam, Hamburg and Bremen (as cargo offers), Rotterdam, Antwerp and 
return to Hampton Roads, Baltimore and Philadelphia, with alternative 
schedules outward and homeward via C & D Canal or via Capes and 
as to last port of call as traffic warrants. This service will require 
six C-2 type freighters with accommodations for 12 passengers each. 


American Merchant Marine’s War 
Job Honored by Special Stamp 


In commemoration of “the deeds and valor of the United 
States merchant marine in world war II” the Post Office De- 
partment placed on sale this week a special 3-cent postage 
stamp. 

Military commanders of both the United States and her 
allies had testified time and time again to the high value of 
the contribution merchant ships and merchant seamen made 
toward ultimate victory, said Joseph L. Lawler, Third Assistant 
Postmaster General, in an address on the occasion of the first- 
day sale of the stamp February 26. 

“It is their opinion,” said he, ‘that without the lifeline of 
imperative supplies maintained by our merchant marine, our 
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cnemies across both oceans would not have been defeated in 
such a comparatively short time.” 

When the Japanese attacked at Pearl Harbor December 7, 
1941, said he, the U. S. merchant marine consisted of but eleven 
million deadweight tons or approximately one thousand one 
hundred ships, only a third of which were in foreign trade. 
Then the merchant shipbuilding program was undertaken, he 
said. About fifty-six million tons of ships had been built since 
1939, said he. Six hundred and four of our large cargo ships 
were scnt to the bottom as the result of enemy action, he said. 
The personnel of the merchant fleet grew from 55,000 officers 
and men to 250,000, he said. More than six thousand casualties 
to crewmen were suffered, and of that number, he said, 794 
were known to have been killed by the enemy, 4,830 were 
missing after combat action and 581 were made prisoners of 
war. For heorism and other outstanding conduct in actual com- 
bat more than 100 seamen who manned our war freighters have 
received the Merchant Marine Distinguished Medal, highest 
award authorized by Congress, and many other hundreds had 
received appropriate rewards, he said. 


M. C. DIVISIONS AND SURPLUS DISPOSALS 


To clarify public understanding of divisions concerned with 
the -disposal of surplus vessels, marine equipment and real 
property handled by the Maritime Commission and War Shipping 


Administration, the following statement was issued by these 
agencies: 


Surplus marine equipment of all kinds, including engines and small 
boats under 30 feet, is handled by the Contract Settlement and Surplus 
Materials Division, of which Burton L. Hunter is director. This divi- 
sion handles material owned by the commission as well as that declared 
surplus to the commission by other agencies. Sales are made by the 
Material Disposal Section, Washington, and Maritime Settlement Sec- 
tions in Philadelphia, Chicago, New Orleans and Oakland, Calif. 

All vessels under 1500 gross tons that were originally requisitioned 
from private owners, or built and owned, by the government and de- 
clared surplus are sold by the Division of Small Vessels Procurement 
and Disposal, of which Capt. Joseph L. McGuigan, U. S. N., is 
Director. 

Government-owned ships of over 1500 gross tons are sold or chart- 
ered by the Division of Vessels Disposal and Government Aids, Mari- 
time Commission. William A. Weber is director. 

The disposal of surplus shipyards and marine industrial real prop- 
erty is under the Division of Terminals and Real Estate, Maritime 
Commissicn, of which Howard.J. Marsden is director. 

Headquarters for all these divisions may be addressed at Washing- 
ton 25, D. C. Some divisions have representatives in major port cities. 





SHIPS PLACED IN RESERVE FLEET 


Sixty-three American merchant ships that were seriously 
damaged, over-age or unneeded in current ocean operations 
were placed in the temporary reserve fleet in the month ended 
February 15, the Maritime Commission announced February 
28. The total of such vessels now in this fleet is 411. Twenty 
of the 63 ships most recently added were built prior to 1940, 
said the commission, adding: 


Thirty-one Liberty ships were placed in reserve. There were also 
12 tankers, eight C1-M-AV1 coastal cargo types and four passenger 
vessels. Only one Victory ship went into reserve in the month. Seven 
vessels were of miscellaneous types. 

Nineteen vessels, four of them built before 1940, were added to 
the James River Fleet, Virginia, raising the total there to 195. Thirty 
ships went into the west coast reserve fleet at Suisun Bay, California, 
eight of them built before 1940, lifting the total there to 163. The 
Mobile River, Alabama, fleet gained 14 ships, eight of them built 
prior to 1940, making the total there 53. 





ALL-TIME HIGH IN SURPLUS MARINE SALES 


Setting an all-time high in monthly sales of surplus marine 
equipment, the contract settlement and surplus materials di- 
vision of the Maritime Commission announces sales of materials 
valued at $10,498,769 for the month of January. Continuing, the 
commission says: 


Sale of steel barges topped all other groups of marine equipment 
by a wide margin. Barges which cost $6,861,688, were sold to 
U.N.R.R.A. for export and showed a cash return to the government of 
$1,224,608, for a recovery rate of 17.8%, a substantial margin over 
salvage or scrap values, on items designed for special military use 
and not meeting commercial requirements in this country. 

Other cash sales, including some barges, produced $1,388,725, for a 
recovery rate of 38.2 per cent of a reported cost to the Government of 
$3,637,081. 


The over-all percentage of recovery for the month’s sales was 
25 per cent. 


NATIONAL FOREIGN TRADE WEEK 

“National Foreign Trade Week,” sponsored each year since 
1935 by the Chamber of Commerce of the United States, will 
be held May 19-25 this year, according to an announcement 
made by the Chamber. The theme of the week this year will be 
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“World Trade Puts Men to Work.” The week is timed each 
year to include May 22 which is observed as National Maritime 
Day of which the Propeller Club of America is sponsor. The 
purpose of the week is “to stimulate the public in developing 
an informed opinion on world trade as a factor in the American 
economy,” the Chamber making the point that observance of 
the week “is in no sense restricted to foreign traders.” 

‘‘The Chamber invites all appropriate organizations to join 
in sponsoring community observance; over the years there has 
been a steady and significant increase in the numbers of both 
such communities and of the chambers of commerce and other 
busines and trade associations, farm and labor groups, public 
interest organizations, schools, churches, department stores 
and local industries participating,” it said. 


GRACE LINE SERVICE TO LATIN AMERICA 


The third of Grace Line’s nine new air-conditioned pas- 
senger-and-freight ships—the ‘Santa Margarita’”—was launched 
March 1, at the Wilmington yards of the North Carolina Ship- 
building Co. The liner will be placed into service between New 
York and the west coast of South America, via the Panama 
Canal, sometime this spring. The ship, which has a tiled swim- 
ming pool, verandah cafe, movie equipment, kennels, and room 
for deck sports, will accommodate 52 passengers and will carry 
9,000 tons of freight, including 100,000 cubic feet of refrigerated 
cargo. 


NORTH AMERICAN VAN LINES 

Clarence E. Williams, of Mansfield, O., was elected presi- 
dent of North American Van Lines, at the annual meeting held, 
February 15 to 18, at Cleveland. Other officers and directors 
elected are: Vice-president, J. D. Edgett, Battle Creek, Mich.; 
secretary, E. A. Parrish, Baltimore; treasurer, George Louder- 
back, Philadelphia; operating vice-president and general mana- 
ger, Virgil Freeman (re-elected); directors, in addition to the 
above officers: Russell Kott, Chicago; George Clancy, Roches- 
ter, N. Y.; Clyde Jewett, Janesville, Wis.; William Harmony, 
Pittsburgh; R. H. Buresh, Cedar Rapids, Ia.; J. Ninian Beall, 
Washington, D. C., and Merle Fullerton, Youngstown, O., who 
was also re-elected chairman of the board. The following were 
elected regional vice-presidents: South, George Louderback; 
east, George Clancy; and west, Robert Gibbs. 

The company will move its headquarters from Cleveland 
to Fort Wayne, Ind., where it has acquired a twenty-acre site 
upon which it plans to erect a large modern office building and 
other terminal facilities. 

Speakers at the meet'ng included the following: Robert 
McBride, Washington, D. C., general manager of the Regular 
Route Common Carrier Conference, American Trucking Asso- 
ciations, Inc.; William Hubbard, district supervisor, Interstate 
Commerce Commission; Charles Armitage, president of the 
Household Goods Carriers Bureau; Henry Lampkin, Cotter City 
View Warehouse Co., Akron, O.; and Herbert Neal, Neal Stor- 
age Co., Cleveland. 


NATIONAL BUS TRAFFIC ASSOCIATION 

The National Bus Traffic Association will hold its annual 
convention May 20 at the Congress Hotel, Chicago. All stand- 
ing committees will hold meetings the day preceding the con- 
vention. 

N. E. Simons, Black Hawk Motor Transit, has been named 
chairman of the committee to present nominees for the di- 
rectorate. J. L. Williams, Greyhound Corporation, and W. S. 
Caird, Burlington Transportation, are members of the com- 


-mittee. A territorial advisory group has been named to assist 


the nominating committee. 

At the association’s recent executive committee meeting, 
J. J. Shaughnessy, of Santa Fe, and C. P. Cox, of Southern 
Bus Lines, were elected directors of Class I carriers in the 
south central region, succeeding, respectively, R. F. Shaeffer 
and W. S. Craig. Mr. Cox was also named chairman of the 
national uniform baggage committee, succeeding T. W. DeZonia. 

E. A. Keenan, Cincinnati & Lake Erie Transportation, was 
appointed chairman of the public relations committee. J. L. 
Roland, formerly general baggage agent for Florida Motor Lines 
has been appointed to the newly created position of baggage 
coordinator for the bus association. 


BRITISH RAILWAY’S NEW TRUCK PLAN 


The Great Western Railway of England is now experiment- 
ing at Birmingham with a zonal plan which provides one-day 
transit for less-than-carload shipments between outlying towns 
and villages served by the railway. Freight is collected and 
delivered over a radius of approximately 30 miles around 4 
large center by the company’s motor trucks, operating from the 
central depot of a zone, instead of from numerous small local 
freight stations as heretofore. 

If the Birmingham experiment proves successful, the Great 
Western proposes to extend the system over its entire territory: 
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Truck Freight Loading 


The volume of freight transported by reporting motor 
carriers in January increased 9.2 per cent over December but 
decreased 8.3 per cent below January of last year, according 
to statistics compiled by the department of research of American 
Trucking Associations, Inc. 

Comparable reports received by A. T. A. from 207 carriers 
in 36 states showed these carriers transported an aggregate of 
1,766,389 tons in January, as against 1,617,047 tons in December 
and 1,925,348 tons in January, 1945, it said, and continued: 


The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 178.3. 

Approximately 79 per cent of all tonnage transported in the month 
was hauled by carriers of general freight. The volume in this category 
increased 11.5 per cent over December and was 7.6 per cent below 
January, 1945. 

Transportation of petroleum products, accounting for about 14 per 
cent of the total tonnage reported, showed a decrease of 0.8 per cent 
below December and a drop of 16.3 per cent below January, 1945. 

Carriers of iron and steel hauled about 3 per cent of the total ion- 
nage. Their traffic volume was 5.7 per cent below December and 
7.7 per cent below January, 1945. 

About 4 per cent of the total tonnage reported consisted of mis- 
cellaneous commodities, including tobacco, textile products, building 
materials, vehicles, vehicle parts, groceries, chemicals, mine equipment 
and mine ore. Tonnage in this class increased 19.0 per cent over De- 
cember and 9.9 per cent over January, 1945. 

The January tonnage of carriers reporting from the Eastern Dis- 
trict represented an increase of 9.7 per cent over December and a de- 
cline of 7.1 per cent below January of 1945. 

Carriers in the Southern Region reported an increase of 4.5 per cent 
over December and a decrease of 13,2 per cent below January, 1945. 

Tonnage reported from the Western District revealed an increase 
of 9.9 per cent over December but decreased 8.9 per cent below January 
of last year. 


Motor Carrier Operating Ratio 
at 98.8 in 1945 


The American Trucking Associations, Inc., has released 
preliminary figures showing revenues, expenses and operating 
ratios of Class I motor carriers for 1945, for carriers of all 
types, for common carriers of general freight, and for carriers 
of all types, except common carriers of general freight. 

For 1,204 Class I carriers of all types, the association showed 
1945 revenues of $587,398,050, expenses of $580,254,453, and 
an operating ratio of 98.8. Carriers in the Eastern District had 
$339,420,587 in revenues, $334,008,004 in expenses, and a 98.4 
operating ratio. Southern Region carriers had revenues of $48,- 
758,527, expenses of $48,548,662, and an operating ratio of 99.6. 
Western District carriers reported $199,218,936 revenues, 
$197,697,787 expenses, with an operating ratio of 99.2. 

The 551 common carriers of general freight had revenues 
of $338,048,002, expenses of $338,429,966, and an operating ratio 
of 100.1. Those in the Eastern District reported revenues of 
$205,080,687, expenses of $204,336,302, and an operating ratio 
of 99.6; in the Southern Region, revenues of $30,613,548, ex- 
penses of $30,740,512, operating ratio, 100.4; and in the Western 
District, revenues of $102,353,767, expenses of $103,353,152, oper- 
ating ratio, 101. 

All types of class I carriers, except common carriers of 
general freight, 653 in number, had revenues of $249,350,048, 
expenses of $241,824,487, operating ratio, 97. Those carriers 
in the Eastern District reported revenues of $134,339,900, ex- 
penses of $129,671,702, with resulting operating ratio of 96.5; 
in Southern Region, those carriers had $18,144,979 in revenues, 
$17,808,150 in expenses, operating ratio, 98.1; and in the Western 
District those carriers reported revenues of $96,865,169, ex- 
penses of $94,344,635, operating ratio, 97.4. 

The A. T. A. said the carriers surveyed equaled about 70 
per cent of the total number reporting regularly to the Com- 
mission, adding that the figures were subject to revision when 
all the returns were in. 


KENTUCKY MOTOR TAXES 


“During the decade 1934 through 1943 receipts of the Ken- 
tucky Highway Department totaled $247,580,000,” says the Na- 
tional Highway Users Conference. “Sources and amounts of 
these tax receipts were: Motor vehicle fuel taxes—$126,879,000; 
Motor vehicle registration fees and tolls—$46,470,000; Motor 
Carrier taxes—$3,640,000; Appropriations from general funds— 
$361,000; state road tax levies—$16,504,000; sinking fund earn- 
ings—$13,000; federal aid—$41,672,000; other federal funds 
(mostly P. W. A. grants)—$361,000; local funds received for 
state highways—$688,000; income from bond issues—$10,182,- 
000; miscellaneous—$810,000. 
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“Disbursements of Kentucky state highway funds during 
the same period amounted to $236,860,000 for the following 
purposes: Cost of collecting motor vehicle imposts—$5,799,000; 
state highway construction—$197,677,000 (the latter sum allo- 
cated for construction and rights-of-way, $109,472,000; mainte- 
nance, $52,477,000; equipment, engineering and administration, 
$11,904,000; highway policing, $2,311,000; debt service—interest, 
$2,707,000; debt service—principal, $18,836,000); for local roads 
and streets, $22,495,000; non-highway purposes, $10,889,000. 

“These figures are calculated from data in the ‘Highway 
Facts’ studies being issued by the National Highway Users 
Conference for each state. Single copies are available for a 
number of states at $1.00 each; quantities of ten or more, 75c 
each.” 


A. T. A.’s Truck Radio Program 
Discussed at Chicago Meeting 


Motor carrier operators in the Chicago area met at the 
Sherman Hotel, the afternoon of February 26, at the invitation 
of the radio and communications committee of American Truck- 
ing Associations, Inc., to discuss details of the committee’s 
pending truck-radio experiment. 

Present to describe installation of the equipment and to 
answer questions were Harry F. Chaddick, president, Standard 
Freight Lines, Chicago, and chairman of the committee; R. J. 
Heydenburg, of Highway Radios, Inc., A. T. A.’s_ subsidiary 
which will conduct the experiment; and Eugene S. Goebel and 
M. E. Bond, of the Galvin Manufacturing Corporation, which 
will install the equipment. 

A 250-watt transmitter with a range of approximately 100 
miles will be installed in the tower of the Union Carbide and 
Carbon Building, Chicago, Mr. Chaddick said. Broadcasting 
equipment will be installed in the offices of the Central Motor 
Freight Association, Chicago, with a direct line to each carrier 
participating in the program. 

One hundred two-way mobile units, and 500 receivers will 
be installed in trucks in the Chicago area. Price of a two-way 
unit is approximately $465, and of a receiver, $175, said Mr. 
Chaddick. Cost of the service to carriers participating in the 
program involves only the purchase price of the equipment, 
and a 50 per cent return on the investment at the end of six 
months is guaranteed should the experiment prove unsuccessful 
or of insufficient benefit to the carrier, he stated. Once pro- 
duction of the radio units is placed on a mass basis, operators 
were told, cost of the units will be halved. 


Carriers on the west coast are considerably interested in 
the A. T. A. truck-radio program in Chicago, and have written 
more than 100 letters asking for installations of sending and 
receiving equipment in their localities, Mr. Chaddick said. 

At its recent convention in Cincinnati, the A. T. A. au- 
thorized its radio and communications committee to proceed 
with the installation of radio equipment in the Chicago area; 


‘during the experimental period, installations will be confined 


to those carriers operating within 100 miles of the transmitter 
in Chicago. Should the experiment prove successful, A. T. A. 
plans to erect additional transmitters. Operators in areas out- 
side Chicago were urged to withgo experiments with radio truck 
communication until the experiment in Chicago had proved the 
practicability and efficiency of such a highway communication 
program. 

Operators at the February 26 meeting were offered their 
choice-of either the two-way or the receiving units. It is planned 
to — the experiment as soon as the first 100 units are in- 
stalled. 


Disposition of 1944 State 
Imposts on Highway Users 


Disposition of a grand net total of $1,136,904,000 of receipts 
by states in 1944 from motor-fuel taxes, motor-vehicle fees and 
fines, and special imposts on motor vehicles operated for hire 
is shown in compilations made by the Public Roads Administra- 
tion of the Federal Works Agency from reports of state author- 
ities for that year. 

Distribution of the total of $1,136,904,000 was shown as 
follows: 

Expenses of collection and administration, $44,566,000; 
state highway construction, maintenance and administration, 
$484,130,000; state park and forest roads, etc., $2,264,000; state 
highway police, $28,088,000; servicing of state highway obliga- 
tions, $150,416,000 of which $121,921,000 was for state highway 
bonds and notes and $28,495,000 was for reimbursement obli- 
gations to counties and local units of government for money 
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spent on roads now on state system; local roads and streets, 
$288,938,000; and nonhighway purposes, $138,502,000. 

Net total receipts of state motor-fuel taxes amounted to 
$680,950,000 according to the compilation showing such receipts. 
Added to that amount was $3,994,000 for adjustments due to 
undistributed funds, etc., making a total of $684,944,000 for 
distribution which is included in the grand total of $1,136,- 
904,000. There is also included in that total $426,018,000 of 
motor-vehicle receipts; and $25,942,000 of state motor-carrier 
tax receipts. 


N. J. Truck Claim Committee 


A claim prevention committee to assist trucking firms and 
shippers in expediting the proper handling of claims and con- 
ducting an educational program to prevent claims has been 
organized in five counties of northern New Jersey, under aus- 
pices of the Middle Atlantic States Motor Carrier Conference, 
Inc., the American Trucking Associations, Inc., and the New 
Jersey Motor Truck Association. 

A. Markowitz, general traffic manager of the New York & 
New Brunswick Auto Express Co., Highland Park, N. J., is 
chairman of the committee, which will complete its organiza- 
tion work, March 5, in meeting at the Hotel Robert Treat, 
Newark. The committee will launch a drive for membership 
based upon the pledge of common carriers to abide by uniform 
claim rules. 


Shipper members of the committee include: Robert O’Connor, 
traffic manager, Pittsburgh Plate Glass Co., Newark; R. M. Regan, 
traffic manager, Irvington Varnish & Insulator Co., Irvington, N. J.; 
G. J. Bliven, assistant traffic manager, Mennen Co., Newark; Henry 
G. Elwell, Elwell, Phillips & Co., Elizabeth, N: J.; J. P. Randall, 
traffic manager, United States Rubber Co., Passaic; and John Doeler, 
traffic manager, Richardson Co., New Brunswick. 

Carrier members of the committee include: B. F. Flynn, traffic 
manager, Bilkays Express Co., Newark; Joseph Saldutti, traffic man- 
ager, New Jersey Forwarding Co., Newark; D. J. Crecca, manager, 
N. J. Motor Truck Association, Newark; A. Lambeck, assistant traffic 
manager, Harrison Motor Freight, Hillside; Joseph O’Connor, traffic 
manager, Arrow Carrier Corporation, Paterson, N. J.; Harold Olson, 
traffic manager, Passaic Terminal & Transportation Co., Passaic; and 
Mr. Markowitz. 





Motor Vehicle Accidents in 1941 Cost 
Almost as Much as Atomic Bomb 


“When it was revealed that the cost of the development 
of the atomic bomb was almost 2 billion, the public was start- 
led,” says the Motor Vehicle Association of Georgia, Inc., in a 
bulletin to members. Continuing, it said: 


The cost of motor vehicle accidents in 1941 was estimated at 
$1,900,000,000. This, too, is almost 2 billion dollars. Prospects for 
the 1946 use of motor vehicles, appears to be that of returning to the 
1941 quantity—it is hoped there is no return to the quality of 1941 
usage. But hope must be accompanied by effort to control motor 
vehicle accidents. 

Reducing costs increases profit. Most accidents are avoidable. 
Accident costs are as avoidable as the accidents that create them. 

Because of both the economic and social importance of accident 
prevention, every fleet operator should resolve to develop an efficient 
system of accident prevention within his own organization. The elim- 
ination contest within the fleet to determine the best driver to enter 
the state contest during the summer is salutory and in the right 
direction. 

As is the custom of the beginning of a new year, start off right. 
Total all costs resulting from accidents to assure yourself that it is 
an important item worthy of your close attention. Review your pro- 
gram to determine whether or not it is the most efficient method of 
selection, training, and (through the use of such devices as participa- 
tion in contests) regular posting of bulletins, proper distribution of 
literature and booklets, maintaining of interest. The program should 
also include accident investigation that is thorough and complete in 
every way. After you have looked the situation over, decide whether 
your part of the 2 billion dollar cost reduction program might need a 
few cobwebs brushed out, some rough edges smoothed down, a new pro- 
gram, or a program. 


AUTO MAKERS’ WAR PROFITS DOWN 


Automobile manufacturing companies made only one-third 
to two-fifths as much profit on sales in the war years as the 
percentage made in peacetime, the Automobile Manufacturers 
Association reports. Net profits of the industry, after taxes, 
averaged less than 3 cents out of every dollar, for the years 
this country was at war, according to an industry survey, ex- 
cluding automotive parts makers, just completed by the asso- 
ciation. This compares with a net profit of 8.25 per cent on 
sales after taxes in 1939, and a net profit of 7.07 per cent in 
1940. 

Throughout the war reductions in the cost of weapons were 
reflected promptly in price reductions to the government rather 
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than in profits. Between the early months of the war and V-J 
Day, average contract prices were reduced more than one-third 
on aircraft, guns, tanks and other war equipment. 


TIRE PRODUCTION 


Truck and bus tire production climbed from one million 
in December to 1.3 million in January—a monthly rate more 
than adequate to meet the 1946 scheduled output of 13.7 million 
tires, according to the monthly report of the Civilian Produc- 
tion Administration. 

‘Imminent shortages of bead wire, however, may cut 
heavily into February output,” said the C. P. A. 


Allied Van Lines Meeting 


Allied Van Lines, Inc., held its sixteenth annual meeting, 
February 25 and 26, at the Edgewater Beach Hotel, Chicago. 
President M. H. Kennelly presented a report on plans for 
future operation, discussing applications before the Interstate 
Commerce Commission and the consent decree recently entered 
in Allied’s case before the United States Supreme Court. 

Charles D. Morgan conducted a panel discussion on haul- 
ing operations. William S. Conklin led a: panel discussion on 
safety and loss prevention. Mr. Conklin said that the average 
claim has risen from $18.46 in 1941 to $37.91 in 1945. Chester 
E. Bradley, in discussing losses from pilferage and theft, said 
there had been an alarming increase in such losses during 
recent months, attributable in large measure to new employes 
“who may gamble with their jobs.” 


Gilbert F. McKeon discussed the subject, “Air Cargo— 
Now and in the Future.” 


New directors elected were Morgan W. Strother, W. Fred 
Richardson Security Storage Corporation, Richmond, Va.; 
A. C. Schick, Merchants Transfer & Storage Co., Inc., Daven- 
port, Ia.; and E. C. A. Werner, Ed Werner Transfer & Storage, 
Pittsburgh. These three, together with the following, com- 
prise the directors: 


J. J. Barrett, Chicago; F. E. Buckley, Boston; E. T. Chadwell, 
Nashville; D. J. Dalberg, Houston; H. B. Holt, Los Angeles; M. H. 
Kennelly, Chicago; George LaBelle, Minneapolis; J. C. Mahoney, Den- 
ver; E. G. Mooney, Hartford, Conn.; Fred Nason, Beverly Hills, Calif.; 
M. W. Niedringhaus, St. Louis; Frederick Petry, Jr., Trenton; Louis 
Schramm, Jr., New York City; O. W. Thomas, Kansas City, Mo.; 
W. R. Thomas, Cleveland; N. S. von Phul, San Antonio; J. L. Wilkin- 
son, Charlotte; and W. C. Woodward, Washington. 


The directors will meet shortly, to select officers and an 
executive committee. 


Buffalo Perfect Shipping Meeting 


Nine organizations in the Buffalo, N. Y., area will jointly 
sponsor a perfect shipping conference, March 14, at the Hotel 
Statler, Buffalo. C. H. Dietrich, executive vice-chairman of the 
freight claim division, Association of American Railroads, and 
Ted V. Rodgers, president of the American Trucking Associa- 
tions, Inc., will be the speakers, and the A. T. A.’s new slide 
film on claim prevention, “Problem No. 1, The $20,000,000 
Challenge,” will be shown. 

The movement for a joint meeting on claim prevention was 
launched by the Niagara Frontier Industrial Traffic League. 
Other cooperating groups include the Buffalo Traffic Club, 
Buffalo Independent Movers & Truckers Association, Buffalo 
Trucking Association, Central Railway Club of Buffalo, Com- 
mon Motor Carriers Association, Purchasing Agents Association, 
Transportation Club of Buffalo, and the transportation section 
of the Buffalo Chamber of Commerce. ; 

Robert T. Loveland, of the American Elevator & Grain Di- 
vision, Russell-Miller Milling Co., is chairman of the coordl- 
nating organizations. 


SHORT LINE CONVENTION 


Chairman Barnard, of the Commission, will be the speaker 
at the luncheon on October 3 of the annual meeting of the 
American Short Line Railroad Association at the Morrison 
Hotel, Chicago, Ill., J. M. Hood, president, has announced. 
The convention will be held October 2 and 3. 


CHICAGO I. C. C. PRACTITIONERS 


C. R. Hillyer, attorney, will speak on “The Power of the 
Commission to Short Haul Railroads Against their Consent 
under the Law of 1940,” at the March 8 meeting of the Chicago 
chapter, Association of I. C. C. Practitioners, at the Palmer 
House. 
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Santa Fe serves the Southwest with 
two main lines. 


The northern route runs across 
the plains of Kansas, southeastern 
Colorado, and goes over the moun- 
tains at Raton Pass. 

The southern route leans south in 
eastern Kansas, runs through Okla- 
homa, the Texas Panhandle (where 
it is joined by other Santa Fe lines 
serving Texas), crosses central New 
Mexico, and joins the northern 
route again near Albuquerque. 

Along these main lines Santa Fe 
has increased its yard facilities, 
straightened out curves and length- 
ened sidings to handle more freight 
trains. 


SANTA FE SYSTEM LINES 


Serving the West and Southwest 


Centralized Traffic Control sys- 
tems have been installed, virtually 
adding another “main line” to im- 
portant parts of the Santa Fe. 

A great new double-track steel 
bridge across the Colorado River 
removes the “bottleneck” created 
by the old single track bridge it 
replaces. 

80 giant 5400-horsepower Diesel 
locomotives—the most powerful 
freight Diesels in the world—are 
pulling heavy freights over our 
steepest mountain grades. 

These increased facilities on the 
Santa Fe are ready to‘roll’em faster” 
for shippers even more efficiently 
than before. 





* For the story of the railroad that built an empire in the wilderness, read "SANTA FE,” 
by James Marshall, published by Random House, on sale at all booksellers. 





W. H. Millard, freight traffic manager 
of the Northern Pacific Railway, in 
charge of service and sales, has retired. 
Promotion of L. R. Challoner and H. A. 
Peterson, assistant freight traffic man- 
agers, to the position of freight traffic 
manager, has been announced. Mr. Chal- 
loner will have jurisdiction over Minne- 
sota, North Dakota, Montana, St. Louis, 
Kansas City and Denver territories, 
while Mr. Peterson’s territory will cover 
Chicago and east, also Texas and Louisi- 
ana. 

* * * 

Harvey F. Krogman has returned to 
his former position as transportation 
commissioner of the Chamber of Com- 
merce, St. Joseph, Mo., from which he 
has been on military leave of absence 
for the past 25 months, serving as lieu- 
tenant in the transportation division and 
international aid division of the Navy, 
Washington, D. C. 

* * * 

George J. Leahy, of Chicago, who be- 
gan his railroad career as a call boy in 
Minneapolis in 1909, has been named 
head of the Litchfield & Madison Rail- 
way by the road’s board of directors. 
Mr. Leahy is also executive vice-pres- 
ident of the Republic Coal & Coke Co., 
and vice-president of the Hickory Grove 
Mining Co., Terre Haute, Ind., and of 
Mariah Hill Super Block Coal Co. 

* * * 


L. M. Stuart, of Denison, Tex., on 
February 26 was named assistant to the 
president of the Missouri-Kansas-Texas 
Railroad, at a meeting of the railroad’s 
board of directors held at St. Louis. Mr. 
Stuart has been the Katy’s general mer- 
chandise and transportation agent. 

ok * * 


James H. Kelley, commercial agent of 
the Southern Railway System at Gaines- 
ville, Ga., has been appointed district 
freight and passenger agent with the 
same headquarters. William P. Chrouch 
has returned from the armed services 
and has been appointed commercial 
agent at Los Angeles. Clark Hungerford, 
general manager of the Southern Rail- 
way System, western lines, with head- 
quarters at Cincinnati, has become vice- 
president (operations and maintenance 
department) of the Association of Amer- 
ican Railroads at Washington, D. C. Mr. 
Hungerford will be succeeded by Fred 
W. Okie, now superintendent of the rail- 
way’s Birmingham division. Harold D. 
Little has been appointed commercial 
agent at Charlotte, N. C. W. L. King, 
superintendent at Bristol, Va., has re- 
tired after more than 55 years of serv- 
ice and has been succeeded by S. S. 
Brooks. Other appointments announced 
are: F. M. Hair, general superintendent 
transportation at Knoxville, Tenn.; B. L. 
Stanfiel, superintendent at Knoxville; 
T. R. Good, superintendent at Asheville; 
and A. W. St. Clair, assistant superin- 
tendent at Knoxville. 

* * * 

S. D. Burnside has been appointed dis- 
trict freight and passenger agent at 
Provo, Utah, for the Denver & Rio 
Grande Western Railroad Co., succeed- 
ing R. S. Lawrence, who has been pro- 
moted to general agent, freight depart- 
ment, Salt Lake City. C. J. Dombrow 


has been appointed assistant general pas- 
senger agent at Salt Lake City. The po- 
sition of general agent, passenger de- 
partment, formerly held by him, has 
been abolished. H. J. Riggert has been 
appointed assistant traffic manager at 
Salt Lake City, replacing W. C. Howe, 
who has retired after more than 41 
years of service. R. W. Clark has been 
appointed district freight and passenger 
agent at Alamosa, Colo. Mr. Clark will 
also represent Rio Grande Motor Way 
in service matters. 
* * * 

Ernest F. Holvay will resign his po- 
sition as manager of the Transportation 
Consulting Service, Chicago, March 15. 
Mr. Holvay has been appointed traffic 
manager of the Griffith Laboratories, 
Inc., Chicago. 

5 * 

Richard C. Volkert has been appointed 
commerce agent at Minneapolis for the 
Minneapolis & St. Louis Railway, and 
not commercial agent, as erroneously 
reported in February 23 issue of Traffic 
World. Mr. Volkert will work in behalf 
of the railway before the Interstate 
Commerce Commission and the several 
state railroad commissions. 

Marshall O. Culton has been appointed 
general agent at Seattle for the Akron, 
Canton & Youngstown Railroad Co. Mr. 
Culton will have jurisdiction in the 
states of Washington and Oregon. C. C. 
Proctor has been appointed general 
agent at Wichita, having jurisdiction in 
the states of Kansas and Missouri, with 
the exception of the metropolitan St. 
Louis area. 

* * * 

H. F. Walter, general agent at Min- 
neapolis for the Pere Marquette Rail- 
way Co., has retired after 40 years of 
service. C. A. Carlson has been ap- 
pointed general agent at Minneapolis. 
J. H. Anderson, division freight agent at 
Chatham, Ontario, has retired after 45 
years of service, to be succeeded by 
F. M. Goodfellow. John A. Hewitt, as- 
sistant freight traffic manager, Chicago, 
has retired after 54 years of service. 
J. E. Clark has been appointed assistant 
freight traffic manager, Chicago; B. N. 
Maier, assistant general freight agent, 
Chicago; and A. G. Hay, general agent, 
Green Bay, Wis. 

* * * 

F. E. Harrison has returned from the 
armed services and has been appointed 
commercial agent at Atlanta, Ga., for 
the Seaboard Air Line Railway. 

* * * 

John T. Bruton has been promoted to 
the newly created position of assistant 
general freight agent at High Point, 
N. C., for the High Point, Thomasville 
& Denton Railroad Co. 


* * * 


O. H. Sommerfeld has been appointed 
acting superintendent, car department, 
Chicago, for the Rock Island Lines. N. 
S. Mitrovich has been appointed to suc- 
ceed Mr. Sommerfeld as assistant super- 
intendent, car department, Chicago. 


C. Frank Lingenfelter, assistant to the 
general manager of the Pennsylvania 
Railroad at Chicago, has retired from ac- 
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tive duty, after more than 48 years of 
service. Mr. Lingenfelter is widely 
known in Toledo and Columbus, 0O,, 
where he formerly served the Pennsy]l- 
vania. 

2k * * 

O. R. Diamond has been appointed 
superintendent of safety at Shreveport, 
La., for the Kansas City Southern Lines, 

* 


Whit B. Owen has been appointed city 
passenger agent at Santa Fe, New Mex- 
ico, for the Santa Fe Railway. E. G. 
Stubbs has been appointed assistant di- 
vision freight agent at Los Angeles, suc- 
ceeding G. S. Scott, appointed division 
freight agent at Long Beach. 


Charles K. Faye has been appointed 
manager of perishable freight service at 
San Francisco for the Western Pacific, 
Sacramento Northern, and the Tide- 
water Southern railroads. Mr. Faye will 
succeed John W. McClymonds, who has 
retired after 65 years of business ac- 
tivity, of which the last 24 years have 
been in the service of the Western Pa- 
cific. 

* * * 

G. T. Strong, superintendent of mo- 
tive power at Princeton, W. Va., for the 
Virginian Railway Co., has retired after 
36 years of service. His successor is 
L. C. Kirkhuff. The position of assistant 
superintendent of motive power, for- 
merly held by Mr. Kirkhuff, has been 
abolished. 


* * * 


Harry S. Comerer has been appointed 
traveling freight agent at Pittsburgh for 
the Chicago South Shore & South Bend 
Railroad. 

* * * 

J. F. Hourigan has been appointed as- 
sistant freight traffic manager of the 
Central Railroad Co. of New Jersey, re- 
placing A. B. Craig, who has retired at 
his request after 39 years of service. Ed- 
ward Keil has been appointed general 
freight agent, replacing Mr. Hourigan. 

* * * 

C. E. Heidenburg has been appointed 
acting general agent at Buffalo, N. Y., 
of the Grand Trunk Railway System, on 
account of the illness of W. G. Downard, 
general agent. 

* 

St. Louis Southwestern Railway Lines 
announce the following promotions: H. 
T. Culp, formerly general agent at Pine 
Bluff, Ark., to general agent at Tex- 
arkana, Tex., replacing John R. Gunter, 
who retires after 57 years of service; 
S. D. Swann, formerly general agent at 
Nashville, Tenn., to general agent at 
Pine Bluff; R. D. Klein, formerly com- 
mercial agent at St. Louis and lately 
acting general agent at Cleveland, to 
general agent at Nashville, Tenn. 


Representative J. Buell Snyder, of 
Pennsylvania, author of bills providing 
for construction of transcontinental su- 
perhighways, died February 24. 


J. F. Rowan, executive secretary of 
the Household Goods Carriers’ Bureau, 
has announced the death of Charles J. 
Armitage, president of the bureau, Feb- 
ruary 24, at his home, ,Cleveland, O. 


Gen. William J. Williamson, vice- 
president of Standard Freight Lines, 
Chicago, has been selected to be execu- 
tive vice-president of Motorcade, Inc., 
a national organization concerned with 
union truck terminal site surveys, de- 
signs and operation. Gen. Williamson 
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has opened offices at 111 W. Jackson 

Blvd., Chicago, and will also have offices 

at the Standard Freight Lines, maintain- 

ing his full connection with the motor 

freight company. 
* k * 

Ira P. Jones, Jr., has been appointed 
to the newly created position of south- 
ern division cargo manager of Braniff 
Airways, with headquarters in San An- 
tonio. George W. Lusk has been named 
district traffic manager for Braniff Air- 
ways in Memphis, Tenn., succeeding A. 
S. Aldridge, recently appointed passen- 
ger relations manager. 

* * * 


Humphrey W. Toomey has_ been 
named manager of the Latin American 
division of Pan American Airways. Mr. 
Toomey will administer the division’s 
operations in South and Central Amer- 
ica, Mexico, Panama and the West In- 
dies. 

* * * 

National Starch Products, Inc., an- 
nounces the opening of a new southern 
division with headquarters in New Or- 
leans, under the managership of H. F. 
Stegall. 

* * * 

The truck tire department of the Gen- 
eral Tire & Rubber Co. has undergone a 
reorganization of key personnel. F. D. 
Gillen will direct sales to manufactur- 
ers. F. R. Eyer, who has been in charge 
of national accounts in Chicago, will go 
to Akron to manage national account 
sales. Paul E. Shobert will head the 
aviation products sales. C. G. Myers will 
manage mileage sales and handle nego- 
tiations and service in connection with 
bus and taxicab accounts. A. G. Maran- 
ville will be in charge of engineering 
and technical problems in the field of 
pneumatic industrial tires and wheels. 
Robert Moran will serve as coordinator 
of Akron and field operations pertaining 
to truck, industrial and airplane tires. 
B. L. McLemore has been appointed 
sales representative in the Memphis dis- 
trict. 

ok * x 

J. R. Lawrence has been appointed 
representative in the southwest territory 
for Iron & Steel Products, Inc., of Chi- 
cago. Mr. Lawrence will have head- 
quarters in Tulsa, Okla. 

* * * 


Emmett A. Darby has been named 
manager of the Dallas branch of the 
White Motor Co. 

* * ok 

C. F. Germelman, American Barge 
Line, has been elected president of the 
Pittsburgh chapter of Delta Nu Alpha. 
Other officers elected are: Vice-presi- 
dent, Gene Salcetti, Pennsylvania Rail- 
road; secretary-treasurer, Charles A. 
Beatty, Chicago, Rock Island & Pacific 
Railway. Directors elected are Frank J. 
Lindsey, P. C. & Y. Railway; C. O. 
Lloyd, Pittsburgh Plate Glass Co.; and 
J. C. Torpey, Bethlehem Steel Co. Com- 
mittee chairmen appointed are: Educa- 
tional, Mark L. Kelly, P. & L. E. Rail- 
road; program, Charles A. Cashion, 
Koppers Co.; membership, Irwin G. Ho- 
dil, St. Louis Southwestern Railway; 
and publicity, W. Moreland Ernst, U. S. 
Steel Corporation. T. A. Knauff, chief 
clerk, freight traffic department, Pitts- 
burgh & Lake Erie Railroad, spoke on 
“Freight Rate Construction” at the last 
meeting of the chapter. 

* * * 


The New York chapter of Delta Nu 
Alpha will meet March 6, at the Hotel 
Governor Clinton. C. J. Jackson, secre- 








tary of the American Trucking Associa- 

tions, Inc., claim group, will conduct a 

forum on claim prevention, and will 

show the A. T. A.’s new slide film, ‘‘Prob- 

lem No. 1—The _520,000,000 Challenge.” 
* 


L. H. Ristow, chairman of the Na- 
tional Bus Traffic Association, has been 
re-elected president of the Chicago Bus 
Club. Other officers re-elected are: Vice- 
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president, B. D. Kramer, Empire Trails; 
secretary, P. J. Campbell, National Bus 
Traffic Association; and treasurer, R. G. 
Brooks, S. Karpen & Bros. Those elected 
directors are J. L. Williams, Greyhound 
Corporation; R. E. Williams, S. Karpen 
& Bros.; C. J. Velleneuve, De Luxe Mo- 
tor States; Henry Skaug, Brown & 
Bigelow; and J. E. Spencer, Northland 
Greyhound Lines. 





saat 


The Women’s Traffic Club of Milwau- 
kee will hold a monthly dinner meeting 
at the Schroeder Hotel, March 11, at 
which there will be their election of offi- 
cers. 





Mrs. Hallie Rosienski was elected the 
first president of the newly organized 
Racine - Keno- 
sha Woman’s 
Traffic Associa- 
tion in January. 
She has spent 
eight years in 
transportation, 
five of them as 
rate clerk at 
Racine branch 
of the Express 
Freight Lines 
Inc., and the 
last three as 
rate clerk in 
the Racine of- 
fice of Webber 
Cartage Line, 
Inc. She was 
married last October to Anthony Ro- 
sienski, who had just returned from 
overseas duty with the United States 
Army. The new organization plans a 
series of dinner meetings with promi- 
nent speakers. 





Hallie Rosienski 


Dr. Felix Wittmer, author and _ lec- 
turer, will speak on “World Trade and 
World Politics,” at the March 4 meeting 
of the Traffic Club of Newark, at the 
Robert Treat Hotel. The club will en- 
gage in a quiz contest with the Meftro- 
politan Traffic Association of New York, 
March 14, at the Hotel Pennsylvania, 
New York City. 

Two movies, ‘Crocodile Thrills’ and 
“Football Parade,’ were presented at 
the February 25 luncheon meeting of the 
Transportation Club of Seattle. W. G. 
Smith was chairman. 

The nominating committee of the Traf- 
fic Club of Chicago has reported the 
following nominations for offices to be 
filled at the annual election, March 28, 
at the Palmer House: For president, 
R. V. Craig, general traffic manager, 
Allied Mills, Inc.; first vice-president, 
W. R. Cox, freight traffic manager, Penn- 
sylvania Railroad; secretary, Otis A. 
Green, western freight traffic manager, 
United States Lines Co.; second vice- 
president, Lee J. Quasey, commerce 
counsel, National Live Stock Producers 
Association; treasurer, R. J. Wallace, 
traffic manager, Jaques Manufacturing 
Co.; third vice president, R. M. Hitshew, 
freight traffic manager, Atchison, Topeka 
& Santa Fe Railway; for directors (two 
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year terms): J. H. Burke, president, 
Chicago Tunnel Co.; R. W. Fyfe, assist- 
ant traffic manager, Standard Oil Co. 
(Indiana); E. G. Gustafson, assistant 
vice-president, Minneapolis & St. Louis 
Railway; and Robert A. Yelton, general 
western agent, Virginian Railway Co. 
E. S. Buckmaster is chairman of the 
nominating committee. The club will 
hold a balloon night dinner March 6. 


The Transportation Club of St. Paul 
held a carnival day luncheon February 
26, at the Hotel Lowry. The program 
included a drum corps and princesses 
from the firms having members in the 
club. Vern Russell was chairman. 

The grain and million division of the 
Traffic Club of Minneapolis presented 
a sound movie, “Alaska and the Arctic 
Circle,” at the February 28 meeting of 
the club, at the Hotel Nicollet. Lee A. 
Hart was chairman for the day. 

C. S. Mayne, new president of the 
Winston-Salem Traffic Club was reared 
in Athens, Ga. 
He was edu- 
cated in the 
public schools 
and the Athens 
Business Col- 
lege there, and 
attended the 
University of 
Georgia. He be- 
gan his railroad 
experience with 
the Seaboard 
Railway in his 
home town as 
clerk in the 
commercial of- 
fice, later in the 
yard office and 
ticket office. In 1921 was appointed 
traveling passenger agent in Atlanta, 
later being transferred to Birmingham, 
Ala., with winter assignments in Cin- 
cinnati and Chicago. In 1924 was ap- 
pointed traveling freight agent at Bir- 
mingham. A year later became commer- 
cial agent at Little Rock, Ark., then 
transferred to Denver, Col., for four 
years. He returned to Atlanta on March 
18, 1931, as commercial agent for the 
Cotton Belt Route (St. L. S. W. Rail- 
way). On January 1, 1933, he was ap- 
pointed to his present position as gen- 
eral agent at Winston-Salem. 


Cc. S. Mayne 





Fred N. Howser, district attorney, 
County of Los Angeles, was guest speaker 
at the February 25 meeting of the Los 
Angeles Transportation Club, at the Bilt- 
more Hotel. William H. Gorman, di- 
rector, southern California, California 
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e MR. SHIPPER:—Buffalo Merchandise 
Warehouses offer you 5 STRATEGIC 
LOCATIONS for services to the markets 
of the Midwest, East and Canada... : 
COMPLETE FACILITIES FOR STOR- HEATED 
AGE-IN-TRANSIT . . . STOP-OFF epAcE 
and POOL CAR-DISTRIBUTION ... . 
STEVEDORING . .. DIRECT SERVICE 

by the Erie, N. Y. C. and Buffalo Creek 
RAILROADS ...N. Y¥. STATE BARGE 
CANAL lines ... GREAT LAKES steam- 
ers... and all MAIN HIGHWAYS... 
all backed up by over 25 years of pro- 
gressive warehousing experience ... we 
invite: your inquiries and _ inspection! 
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GEN. OFFICES, 1200 NIAGARA ST., BUFFALO 13, NEW YORK 
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MEW YORK CITY REPRESENTATIVE 
INTERLAKE TERMINALS INC 
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53 WEST JACKSON BLVD 4 


271 MADISON AVE 16 
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Tell your consignee about the 


7 NEW LOW RATES 


y by Clipper Express 






Here are 10 reasons why it’s a good business buy 


1. Speeds delivery. 2. Dealers cash in while the 
demand lasts. 3. Dealers can operate on smaller 
inventories. 4. Less loss through obsolescence. 
5. Quicker turnover. 


And it’s good for you, too—6. Creates new 
markets, widens old ones. 7. You can manufac- 
ture for all markets at one time. 8. Cuts down 
on warehousing abroad. 9. Less tied-up capital. 
10. Simplifies documents and bookkeeping. 


For information on Clipper Express call the near- 
est Pan American office. Pickup in every city and 
principal town in the U.S. by Railway Express 
Agency, Inc. at no extra charge. 
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The System of the 
Flying Clippers 


You can ship by 
Clipper Express 
to 4 Continents 
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TO THE SAFE ARRIVAL OF YOUR SHIPMENTS 
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STaR COMET & SUNRISE 


When you require a more serviceable tape to 
make your closures stay, specify 

Blue Star Sealing Tape. Their quick stick .. . 
strong, sure grip . . . their ability to take it 
under the severe handling imposed by 

today’s shipping conditions makes one of 

these tapes your logical choice. Ask 

your McLaurin-Jones merchant 

for working samples. 
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Railroad Commission, was chairman of 
the day. Jack Rector is the club’s new 
program director, succeeding Morley 
Drury whose business duties made it 
impossible for him to continue serving in 
that capacity. 

John Chase, of the New Orleans Item, 
spoke on “Streets of New Orleans,” at 
the February 25 meeting of the Traffic 
Club of New Orleans, at the Roosevelt 
Hotel. The club held a carnival supper 
dance, March 2, at the Patio Royal. J. F. 
Hoffman is chairman of the entertain- 
ment committee. 


Matthew Woll, vice-president of the 
American Federation of Labor, will dis- 
cuss the proposed St. Lawrence Seaway, 
at the March 7 dinner meeting of the 
Transportation Club of the Rochester, 
N. Y., Chamber of Commerce. Norman 
G. Kleisley is chairman of the arrange- 
ments committee. 

The Birmingham Traffic and Transpor- 
tation Club will hold its fourteenth an- 
nual inaugural ball, March 7, at the Pick- 
wick Club, in honor of its newly elected 
officers and board of governors. 

The Pacific Traffic Association of San 
Francisco will hold a past presidents’ 
night meeting, March 12, at the Palace 
Hotel. Major John -Ausland, United 
States advisor to the Chinese govern- 
ment, will speak on “Railway South of 
the Clouds.” 


Fred V. Schlaf, Pennsylvania Railroad, 
has been elected president of the Junior 
Traffic Club of San Francisco. Other 
officers elected are: Vice-president, Ralph 
Fredrickson, Bekins Van & Storage Co.; 
secretary, Charles G. Wilcox, Union Pa- 
cific Railroad; treasurer, Herman R. 
Myers, Golden State Co., Ltd., and chair- 
man of the executive committee, Carl R. 
Rehbock, Shell chemical division of Shell 
Oil Co. 


Marion Hargrove, author of ‘See Here, 
Private Hargrove,” will be guest speaker 
at the Reading Traffic Club’s twelfth 
annual dinner, March 7, at the Hotel 
Abraham Lincoln. 


The Traffic Club of New York will 
hold a pre-season golf luncheon March 5 
at the Hotel Biltmore. H. C. Yerger is 
chairman of the sports committee. 


Captain Jerry Kopp, of the educa- 
tional division of the police department, 
will speak on “Traffic Safety in Indus- 
try,’ at the regular monthly dinner meet- 
ing of the Women’s Traffic Club of 
Louisville, March 14, at Canary Cottage. 


Railroad executives from St. Louis and 
Chicago, the governor of Nebraska and 
the mayor of Omaha were honored guests 
at the Omaha Traffic Club’s annual din- 
ner and installation of officers, Febru- 
ary 14, at the Fontenelle Hotel. L. F. 
Binkley, assistant general freight agent, 
Missouri Pacific Lines, Omaha, presided 
as the club’s retiring president. J. R. 
Coulter, chief traffic officer of the Frisco 
Lines at St. Louis, Mo., was guest 
speaker, and was made an admiral in 
the Nebraska navy by Governor Dwight 
Griswold. Edward J. Vojtech, Omaha 
traffic manager of Bemis Bros. Bag Co., 
was elected president of the club for the 
coming year. Other officers and directors 
elected were: First vice-president, C. W. 
Nelson, general agent, Grand Trunk Rail- 


road; second vice-president, M. J. Ashen- 
felter, traffic manager, J. L. Brandeis & 
Sons; and secretary-treasurer, W. V. C. 
McCormack, traffic manager, Allied 
Mills, Inc. The following were elected 
to the board of directors: Industrial di- 
vision: A. H. Elsasser, traffic manager, 
Maney Milling Co.; C. R. Lane, assistant 
traffic manager, Paxton & Gallagher Co.; 
E. L. Vauck, traffic manager, Farm 
Crops Processing Corporation; rail trans- 
portation division: J. S. Coward, assist- 
ant general freight agent, Chicago Great 
Western Railroad; E. R. Julis, city freight 
agent, Chicago, Burlington & Quincy 
Railroad; C. J. Duggan, city freight 
agent, Chicago, Milwaukee & St. Paul 
Railroad; motor transportation division: 
William Foral, commercial agent, On- 
Time Transfer Co.; and Leo Kraft, 
agent, Brown Transfer Co. 


T. J. O’Shaughnessy, public relations 
officer of the Rock Island Lines, spoke on 


Tariff Interpretation — Description of 
Article for Trade Purposes Determines 
Applicable Rate or Rating 


Indiana. — Question: Under date of 
May 27, 1943, the A Company, Michigan 
shipped us 60 bags of Mike Sulphur via 
X Transfer Co., on which they assessed 
the rate of 56c per cwt. 

Under date of January 28, 1946 they 
issued a balance due bill setting the rate 
up to 7lc per cwt. 

In your opinion, is the X Transfer 
Company entitled to additional revenue 
on account of error in the rate? 

Answer: Central States Motor Freight 
Bureau Tariff No. 220-A, MF-ICC No. 
117 provides for a fourth class rate of 
554%c per 100 pounds from Midland, 
Michigan to Hammond, Ind. 

If the article shipped is entitled to the 
rating on sulphur, the fourth class rate 
is applicable. 

If, however, the character of the arti- 
cle is such that in trade circles it is 
known as a drug the drug rate applies. 
In the absence of a commodity rate on 
drugs, the class rate is applicable. A 
second class rating is provided in the 
National Motor Freight Classification 
for shipments in cartons in bags. If in 
bulk in bags, the provisions of Section 
6 (a) of Rule 5 apply. 

The true test in the determination of 
the applicable rate, is the character of 
the shipment, and in numerous proceed- 
ings the Commission has accepted the 
manufacturer’s description of a commod- 
ity for sales purposes as determinative 
of its identity for transportation pur- 
poses. See Northern Pump Co. vs. Chi- 
cago, M. St. P. & P. R. Co., 190 I. C. C. 
421; D. H. Markstan, Sr. D/B/A Dixie 
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“The Railroad and You,” at the Febru- 


ary 20 railroad night meeting of the 
Calumet Transportation Association, held 
at Phil Smidt’s Restaurant, Hammond, 
Ind. Guests were entertained by the 
“Wooden Axle Sextet,’ composed of 
railroad. freight representatives. 


Due to a misunderstanding between 
the speaker and officers of the Terre 
Haute Transportation Club, the title of 
the address to be delivered by F. A, 
Doebber, president of the Associated 
Traffic Clubs of America, at the club’s 
annual dinner at the Terre Haute House 
March 14, as reported in this column 
last week, was announced as “The A. T,. 
C. Foundation for the Professionaliza- 
tion of Traffic,” which carried the con- 
notation that the foundation was part 
of the move toward traffic professional- 
ization. The correct title of the address 
is “The Associated Traffic Clubs’ Pro- 
gram to Elevate Traffic Management.” 


Chemical Products Co. vs. Mo. Pac. Ry., 
243 I. C. C. 345, 348. 


Damage—Measure of—Special 


Pennsylvania.—Question: We _ would 
appreciate your opinion on the follow- 
ing: 

A carload shipment is invoiced on the 
four-payment plan, the quarterly install- 
ments due on the 6th, 13th, 20th and 
27th days after arrival, with price pro- 
tection during the four-payment periods. 

During this period there was a price 
decline fifteen days after arrival, and 
had the shipment been handled with 
reasonable dispatch an adjustment by 
us would have been necessary on but 
two of the quarterly payments. 

However, due to mishandling of the 
car on the part of the carrier is was de- 
layed in transit eight days, and this de- 
lay made it necessary to make adjust- 
ment in price on three of the quarterly 
payments. 

In your opinion, can the carrier be 
held responsible for the adjustment in 
price on the extra quarterly payment, 
due to the unreasonable delay in tran- 
sit, they having waybilled the shipment 
to a point other than that shown on the 
bill of lading? 

Answer: It is a rule of universal ap- 
plication that damages recoverable for 
delay in transportation must be such as 
might reasonably have been contem- 
plated by the parties at the time the 
contract of carriage was made, and that 
special damages for delay are recover- 
able only in ease the shipper, at or be- 
fore the time he tendered his goods for 
shipment, informed the carrier of the 
special circumstances which rendered a 
prompt transportation and delivery of 
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the goods at their destination necessary. 
The rule in its application is not limited 
to contracts of sale in contemplation by 
the shipper, but is applied to the vary- 
ing phases of mercantile life, upon the 
theory that unless the carrier be made 
aware by the shipper, at the time of 
shipment, of the urgency, and the cir- 
cumstances that require unusual dis- 
patch or care in transportation, it can- 
not be presumed to know the facts, and 
the existence and knowledge of which 
upon its part present the legal status 
upon which its liability for more than 
ordinary damages can be predicated. In 
every instance it is said that the ship- 
per has it within his power to protect 
himself against all damages, both gen- 
eral and special, caused by delays, or 
losses in shipment, by giving notice to 
the carrier when the contract is made. 
If he fails to avail himself of this privi- 
lege he must suffer the consequences of 
his own neglect. Pacific Express Co. vs. 
Jones (Tex.), 113 S. W. 952. 

To render effective the notice of spe- 
cial circumstances, it is essential that it 
be given at or before the time of the 
making of the contract of shipment. A 
notice of the circumstances rendering 
prompt transportation necessary, given 
after the carrier has accepted the goods 
for transportation, does not affect the 
original contract and is not sufficient to 
fasten on the carrier a liability for spe- 
cial damages growing out of such cir- 
cumstances on account of delay occur- 
ring during transportation. 

The notice should be of such special 
matters as naturally and reasonably ap- 
prise the person to be charged of the 
probable consequences of its breach. In 


other words, the shipper must communi- 
cate to the carrier all the facts and cir- 
cumstances of the case which do not 
ordinarily attend the carriage of such 
freight or the peculiar character and 
value of the property carried. ‘The in- 
tended use must be made known to the 
carrier, and not left to conjecture.” 
Illinois Central R. Co. vs. Brothers, 
(Ala.), 67 So. 628. And in any event, 
the notice will not have the effect of 
extending the carrier’s liability any fur- 
ther than it may be inferred from its 
terms to have informed the carrier of 
the probable results of failure on its 
part to carry out the terms of the con- 
tract. 

A carrier who unreasonably delays 
the transportation of goods shipped un- 
der a contract of sale is not liable for 
any special damages occasioned by the 
loss of the sale, as, for instance, any 
profits the shipper would have made by 
delivery of the goods at destination ac- 
cording to the contract of sale, unless at 
or before the day of the shipment the 
carrier was notified of the existence of 
the contract and that the goods were 
being shipped in accordance therewith. 
_ It is our opinion that damages result- 
ing from the delay in the instant case 
are special damages and are not recov- 
erable in the absence of notice to the 
carrier, in accordance with the above 
statement of the law. 


Damages—Measure of—Deduction of 
Freight Charges 


Connecticut.—Question: A carrier in 
the state of Pennsylvania recently noti- 
fied our branch office that they would 
not be responsible for damage to a ship- 
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ment, which damage was caused by 
flood, which they contend is an act of 
God 


Under the conditions of the bill of lad- 
ing, we realize the carrier is not re- 
sponsible for loss or damage due to an 
act of God. 

A question now arises as to the freight 
charges. 

Is the carrier entitled to freight 
charges on both the material lost due to 
flood waters and on the material actually 
delivered ? 

Answer: Ordinarily the measure of 
damages for loss of or injury to goods 
is the market value at point of destina- 
tion, less freight charges of not paid. 
In numerous cases this principle is laid 
down, among which are the following: 
Y. & M. V. R. Co. vs. Shell, 265:S. W. 
758; Zimmers vs. So. Ry. Co., 92 Sou. 
437; Liberty Sales Co. vs. Director-Gen- 
eral, 198 N.Y.S. 253; Orange National 
Bank vs. Sou. Pac. Co., 110 Sou. 329; 
Waters vs. Beckers, 186 N.W. 167; For- 
est Green Farmers Elect. Co. vs. Davis, 
270 S. W. 394. 

Damages for loss of goods in transit 
are to be computed at the time and place 
of delivery and not at the time and place 
of shipment. Leominster Fuel Co. vs. 
N.Y.N.. & H., 154 N.E.. 831; G. C. & 
S. F. vs. Buckholts State Bank, 258 Sou. 
491; Y. & M. V. vs. Delta Groc. Co., 98 
Sou. 777; Heidritter Lumber Co. vs. 
C.R.R. of N.J., 122 Atl. 691; Crail vs. 
Ill. Cent., 12 Fed. 2d 459. 

In determining the value at point of 
destination, the unpaid freight should 
be deducted, for, while the shipper is 
not bound to pay freight where the car- 
rier fails to perform his obligation to 
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deliver in good condition, yet he should 
not have the advantage of the increased 
value of the goods due to their trans- 
portation; that is the shipper is entitled 
to the net value at the place of destina- 
tion. Marquette, etc., R. Co. vs. Langton, 
32 Mich. 251; Mobile, etc., R. Co., vs. 
Jurey, 111 U. S. 584, 4 S. Ct. 566; R. 
Co. vs. Olivit, 234 U. S. 574, 38 S. Ct. 
468; Waters vs. Beckers (Wis.), 186 
N. W. 167; Coal Co. vs. R. Co., 192 N. W. 
920. 

Where, however, the freight charges 
have been paid the carrier is not justified 
in deducting the amount thereof from 
the market value at destination, this 
amount having; in effect, been deducted 
from the destination value when the 
charges on the shipment were paid at 
time of delivery thereof to the carrier. 


Damage—Measure of—Delay in Trans- 
portation 


Canada.—Question: I would appreci- 
ate your opinion and/or precedents to 
cover the following situation: 

It has been the practice of carriers 
to settle delay-market decline claims 
with the fruit and vegetable trade, on 
the basis of the actual ,market decline 
between the date that the shipment was 
due and the date that the shipment ar- 
rived. In other words, if a shipment of 
lettuce was due on the 15th of the 
month, when a market of $7.00 pre- 
vailed, and was only available for the 
17th when the market was $6.50, carriers 
would pay the claimant 50c per crate. 

In the case we have in mind, the ship- 
ment was due on the 15th, but only ar- 
rived on the 18th. No quotations are 
available for the 15th, but the market on 
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the 16th and 17th was $5.00, while on 
the 18th the market was only $4.00. 

The carriers contend that since no 
market existed on the 15th, when the 
car was due, therefore no loss can be 
shown. We one the other hand, contend 
that the carriers failure to make the car 
available for the 15th, does not excuse 
them from making the shipment avail- 
able for either the 16th or 17th, and 
therefore it is our belief that the carriers 
should be held liable for the market 
decline of $1.00 (16th and 17th—$5.00— 
18th—$4.00). 

Answer: It is the general rule that 
for unreasonable delay in the transporta- 
tion of nearly all classes of goods the 
shipper is entitled to recover the differ- 
ence between the market value of the 
goods at the time and place at which 
delivery should have been made, and 
their market value when delivery was 
actually made. In the nature of things, 
such damage, it is said, is deemed to 
have been within the contemplation of 
the parties at the time the contract was 
made, as a probable consequence of 
an unreasonable delay. 

If there is no market on the day of 
delivery the market value at the next 
available market will control. Berliner 
vs. Director General of Railroads, 184 
N. W. 914. 


We are unable to find cases in which 
the point you raise has been raised. 

If there was no market on the date 
the shipment should have arrived, the 
above rule of damages cannot be ap- 
plied, unless, as in the case of there 
being no market on the day of delivery, 
the market value at the next available 
market is used. 
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Liability of Carrier as Warehouseman 
and as Common Carrier 


West Virginia.—Question: Referring to 
your answer in the December 15 issue of 
the Traffic World, on page 1518, under 
the above caption, regarding the prob- 
lem posed by Michigan, on page 1375 
of the December ist edition. You are 
undoubtedly right, unless my interpre- 
tation of Michigan’s problem should hap- 
pen to be correct, which would hinge on 
whether or not Michigan properly stated 


the situation or whether I unintention- | 


ally read more into it than intended. 


I somehow got the impression from | 


Michigan that the shipment arrived in 
a damaged condition causing the con- 
signee to refuse acceptence, but on re- 
reading Michigan’s proposition, this may 
be erroneous. However, if this were not 
the case why should the forwarder ap- 
parently agree to return a shipment 
damaged while in their possession as a 
warehouseman, for salvage, apparently 
intimating that they would assume re- 
sponsibility for a partial loss. 


I am probably wrong, but this one 
statement caused me to feel that the 
shipment was damaged in transit before 
it was in the fire. 

Answer: If the goods were damaged 
while in transit or before the expiration 
of free time, and before the fire oc- 
— the carrier would be liable as 
such. 


However, after the expiration of free 
time the carriers liability became that 
of a warehouseman, and if the injury 
occurred during such time, the carrier 
is liable only as a warehouseman. If 
the goods had any value following the 
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fire, the carrier’s duty was to dispose of 
the goods in the manner indicated by the 
owner thereof. This the carrier appar- 
ently did. 

This action on the part of the carrier 
did not, in our opinion, subject the car- 
rier to any greater liability than that 
resting upon it as warehouseman if the 
goods when damaged were being held 
by it as a warehouseman. 


Sales—Cash Discount 


Oregon.—Question: We are having an 
interesting discussion with a firm which 
quotes F.O.B. a Texas point and allows 
the freight from the face of the invoice. 

They attempt to allow the discount 
based on the value of the merchandise 
with the freight deducted, while we con- 
tend that the 1 per cent discount for 
ten days from date of invoice should be 
based on the value of the merchandise at 
the point in Texas. 

Have you any authority or do you re- 
call any decision along this line? We 
find this firm is the only one in all the 
states we purchase from, who will not 
permit us to deduct the discount unless 
the freight is deducted first. 

Answer: The cardinal principle in the 
construction of all contracts, including 
contracts of sale, is to ascertain the in- 
tention of the parties and give effect 
thereto, if it can be collected from the 
instrument and the circumstances with- 
out the violation of some settled legal 
principle. So the courts in the construc- 
tion of contracts of sale for the purpose 
of arriving at the intention of the parties 
may look to the language employed, the 
subject matter and the surrounding cir- 
cumstances. 

Apparently, it is customary to stipu- 
late in the contract that freight charges 





are to be deducted before the amount of 
the discount is deducted. See Taussig 
vs. Southern Mill and Land Co., 101 S. 
W. 602. 

However, where there is no such stipu- 
lation the custom of the trade or the in- 
tention of the parties as determined from 
the contract of sale would govern. If 
the rights of the parties cannot be de- 
termined in this manner, other consid- 
erations must govern. 

It seems to us that the amount of the 
freight charges paid by the consignee, 
presumably within ten days from the de- 
livery of the shipment, from which time 
the 10-day period for discount runs, be- 
ing advancement of the portion of the 
purchase price before the same becomes 
due, should be included in the arnount 
to which the discount is to be applied. 
In other words, where a shipment is sold 
F.O.B. destination subject to a discount 
if paid within ten days and payment is 
made within that time, the shipment be- 
ing billed with charges collect, the seller 
has in effect received the benefit, namely, 
the prompt payment of the _ entire 
amount of his invoice, which is the con- 
sideration for the discount allowed the 
buyer. 

We can locate no decisions of the 
courts relating specifically to this ques- 
tion. See, however, Chandler Lumber 
Co. vs. Badke (Wis.), 118 N. W. 185, 
in which it is held that the term free on 
board destination means that the plain- 
tiff in order to perform its contract must 
deliver goods on board car at destina- 
tion free to be taken by the purchaser 
without any obstruction, burden or im- 
pediment; that goods are not so de- 
livered, when, in order to take them into 
his possession, he must discharge a lien 
thereon for freight. 
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No. 29469, Roger Griffin & Co., St. Paul, Minn., vs. C. B. & Q. et al. 

Alleges rates on one carload of wool shipped June 19, 1943, from 
storage in Lincoln. Neb. (tonnage originating Grand Island, Neb.), 
in violation of section 1. Asks cease and desist order, rates, and 
reparation of $187. 

No. 29470, Alloy Metal Abrasives Co., Howell, Mich., 
& Barberton et al. 

Rates on iron, sand and/or grit; iron, granulated, ground or pow. 
dered; or chilled shot, iron or steel, not ammunition, from points 
in Illinois, Michigan, Ohio, and Pennsylvania, to points in 36 
states, in violation of sections 1, 2 and 3. Ask cease and desist 
order and rates. (Ulysses S. McIntyre, 206 Rauch Building, Crafton, 
Pittsburgh 5, Pa.) 

No. 29471, E. J. Stanton & Son et al., Los Angeles and Los Angeles 
Harbor, Calif., vs. Texas Mexican Railway Co. et al. 

Allege rates on lumber, in carloads (ex Mexico), from El Paso 
and Laredo, Tex., to Los Angeles and Los Angeles Harbor, Calif., 
February 13, 1943, to date, in violation of section 1. Ask cease and 
desist order, rates, and reparation. (E. W. Cox, 541 South Spring 
St., Los Angeles, Calif.) 

No. 29472, H. P. Randall Manufacturing Co., Demopolis, Ala., vs. Alton 
& Southern Railroad et al. 

Alleges rate on scrap automobile parts, 70 carloads, originating 
at Brooklyn, N. Y., and points in O., Mass., N. Y., Minn, 
Mo., Ind., Mich., Pa., and Ill., in 1944 and 1945, in  viola- 
tion of sections 1, 2, 3, and 6. Asks cease and desist order, rates, 
and reparation. (David Knapp, Jr., P. O. Box 17, Mobile 1, Ala.) 

No. 29473, Colgate-Palmolive-Peet Co., Jeffersonville, Ind., vs. Alton 
Railroad Co. (Henry A. Gardner, Trustee), et al. 

Alleges rates on vaseline or petroleum jelly, and mixed ship- 
ments of same with soap, toilet preparations, glycerine, advertising 
matter, etc., l.c.l., beginning April 1, 1943, from Jeffersonville, Ind., 
to destinations in Southern Freight Association territory and 
western trunk line territory located in Ala., Fla., Ga., Ia., Kan, 
Ky., La., Minn., Miss., Mo., Neb., N. D., S. C., S. D., Tenn., Wis., 
and Wyo., in violation of section 6. Asks cease and desist order 
and reparation. (R. W. Schapanski, 1421 South Aberdeen St., Chi- 
cago 8, Ill.) 

No. 29480, American Steel Abrasives Co., Galion, O., et al. vs. Aber- 
deen & Rockfish et al. 

Rates on scrap iron and steel, shipped in the statutory period 
from points in Alabama, Florida, Georgia, Kentucky, Louisiana, 
Mississippi, North Carolina, South Carolina, Tennessee and Vir- 
ginia to Galion or Mansfield, O., and/or Pittsburgh or Scottdale, 
Pa., loaded on the average 100 per cent of the minimum weight, 
in violation of section 1. Ask cease and desist order, alternative 
rates based on varying minima, and reparation. (Ulysses S. Mcln- 
tyre, 206 Rauch Bldg., Crafton, Pittsburgh 5, Pa.) 


et al. vs. Akron 





SAN FRANCISCO GENERAL AGENTS 


Merten B. Baker, general agent of the Chicago, Burlington 
& Quincy Railroad, was elected president of the General Agents’ 
Association of San Francisco, at a meeting February 4. Other 
officers elected were: First vice-president, E. J. Piatt, division 
freight agent, Santa Fe Railway; second vice-president, R. M. 
Rowan, general agent, Texas & Pacific Railway; third vice-presi- 
dent, Howard L. Hale, western general agent, Kansas City 
Southern Railway; secretary, George W. Phelps, general agent, 
Louisville & Nashville Railroad; and treasurer, J. J. McLaugh- 
lin, general agent, Chicago Great Western Railway. 

Those elected to the board of directors are: R. E. Kulp, gen- 
eral agent, New York Central System; Arnold R. Bruce, Pacific 
Coast agent, Chicago & Eastern Illinois Railroad; W. J. Ed 
wards, general agent, Minneapolis, Northfield & Southern Rail- 
way; F. N. Puente, general agent, National Railways of Mexico; 
and W. K. Chapman, district freight agent, Pennsylvania Rail- 
road. All of the above have offices located in San Francisco. 


PHILADELPHIA PASSENGER ASSOCIATION 


M. F. X. Ivers, city passenger agent of the Santa Fe Rail- 
way, was elected president of the Philadelphia Passenger As- 
sociation, at the annual meeting held February 4 at the Phila 
delphia Hotel. Other 1946 officers elected include: First vice- 
president, T. A. Seery, Reading Co.; second vice-president, L. 
J. McKernan, Union Pacific Railroad; secretary, E. B. Saltmer, 
Baltimore & Ohio Railroad; treasurer, W. F. Vitt, Missouri P2 
cific Railroad; and historian, J. C. Ross, Atlantic Coast Line. 

The following were elected to serve on the board of d- 
rectors: 


W. P. Cox, Baltimore & Ohio Railway; W. W. Green, Chicago & 
North Western Railway; G. T. Young, Canadian Pacific Railway; D. C: 
Gottshall, Southern Pacific Railway; J. Schrull, Pennsylvania Railroad: 
W. J. Schultz, Reading Co.; W. L. Huntzinger, Pennsylvania Railroad; 
H. M. Nicholas, Santa Fe Railroad; D. M. Blair, Philadelphia National 
Bank; W. E. Lutz, Milwaukee Railroad; J. C. Dolan,’ Northern Pacific 
Railroad; and F. K. Moore, Canadian National Railway. 
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NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue 
of THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later 
than herein shown will not bear asterisks when they do appear. Current cancellations and 
postponements announced too late to show the chanqe in this docket will be noted else 
where. 


March 4—Atlantic City, N. J.—Fed. Bldg.— 
Examiner Hurley: 

MC = Service Co., Wood- 
bine, ae 

MC 106293—Five Mile Beach Electric Rail- 
way Co., Wildwood, N. J., common car- 
rier application. 

March 4—Birmingham, Ala.—Jefferson Coun- 
ty Ct. House—Examiner Boss: 

MC 71516, Sub. 36—Alabama High-way Ex- 
press, Inc., Birmingham, Ala., common 
earrier application. 

March 4—Boston, Mass—New P. O. Bldg.— 
Examiner Williams: 

MC 31389, Sub. 15—McLean Trucking Co., 
Inc., Winston-Salem, N. C., certificate to 
extend operations. 

March 4—Chattanooga, Tenn.—U. S. Ct.—Ex- 
aminer Walsh: 

29410—Crane Enamelware Co. et al. vs. W. 
& L. E. et al. 

March 4—Chicago, I1!1.—Hotel Sherman—Ex- 
aminer Simms: 

MC 72892, Sub. 1—Johnson Transfer & 
Storage Co., Streator, Ill., common car- 
rier application. 

March 4—Des Moines, la.—U. S. Ct.—Exam- 
iner Burge: 

MC 91482, Sub. 1—H. M. Orr, New Market, 
Ia., common carrier application. 

March 4—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 73: 

* MC 73701, Sub. 25—B. Glupker, Grand Rap- 
ids, Mich., common carrier application. 
March 4—Evansville, Ind.—U. S. Ct.—Exam- 

iner Riegel: 
* MC 389, Sub. 2—G. R. Hook, Grayville, IIl., 
common carrier application. 

March 4—Omaha, Neb.—Hotel Fontanelle 
—Examiner Cunningham: 

MC 61396, Sub. 18—Herman Oil Transport 
Co., = eoeneae, Neb., common carrier ap- 
plication. 


re Seana, Pa.—u. S. Ct.—Jt. Bd. 


MC 59314, Sub. 1—Arthur Parvin’s Trans- 
fer, Penns Grove, N. J., common carrier 
application. 

March 4—Pittsburgh, Pa.—Roosevelt Hotel— 
Examiner Waters: 

* MC 18169, Sub. 4—Emporium Transfer Co., 
— Pa., common carrier applica- 
lon, 

* 1. & S. M-2626—E. D. Fee Transfer, mini- 
mum charges per trip. 

March 5—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 76: 

* MC 24379, Sub. 8—Long Transportation Co., 
— Mich., common carrier applica- 
ion. 


March 5—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Waters: 

* 1. & S. M-2620—Minimum charges per ship- 
ment, meats, packing house products. 
March 5—Evansville, Ind.—U. S. Ct.—Exam- 

iner Riegel: 

* MC 106381—S & W Trucking Co., Evans- 
ville, Ind., contract carrier application. 
MC 104634, Sub. 3—W. W. Bus Line, Evans- 
ville, Ind., common carrier application. 
March 5—Fort Worth, Tex.—Hotel Texas— 

Commissioner Patterson and Examiner 
Mattingly: 
28863—Wool and mohair rates. 
March &—Philadelphia, Pa.—U. S. Ct.—Jt. Bd. 


MC 84728, Sub. 15—Safeway Trails, Inc., 
Washington, D. C., common carrier ap- 
Plication. 

March 5—Philadelphia, Pa.—U. S. Ct.—Ex- 
; , 2miner Hurley: 

= S._M-2612—Commoiities, Melville Stor- 

ge Co. 


ae 5—Washington, D. C.—Examiner Cre- 

ins: 

* Finance 14291—Hoboken Manufacturers R. 
R., reorganization. 

March 6—Detroit, Mich.—Hotel Fort Shelby— 

_ Jt. Bd. 347: 

* MC 35628, Sub. 81—Interstate Motor Freight 
System, Grand Rapids, Mich., common 
carrier application. 

March 6—Trenton, N. J.—U. S. Ct.—Exam- 
iner Hurley: 

MC 106257—Dagastine’s Transfer, Port Nor- 
ris, N. J., common carrier application, 


March 6—Washington, D. C.—Argument: 
MC 263, Sub. 20—Garrett Freight Lines, 
Inc., extension, Wells. 
MC 33641, Sub. 5—Interstate Motor Lines, 
Inc., extension, San Francisco. 

March 7—Detroit, Mich.—Hotel Fort Shelby— 
Jt. Bd. 347: 

* MC 68830, Sub. 9—Roadway Transit Co., 
Dearborn, Mich., common carrier appli- 
cation. 

March 7—Newark, N. J.—State Comm.—Ex- 
aminer Hurley: 


* MC 58915, Sub. 14—Lincoln Transit Co., 
Inc., Clifton, N. J., common carrier appli- 
cation. 

* MC 65527, Subs. 9 and 10—Boyle Bros., Inc., 
Newark, N. J. 

March 7—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 54: 

* MC 49387, Sub. 3—Orscheln Bros. Truck 


Lines, Inc., Moberly, Mo., 
rier application. 

March 7—St. Louis, Mo.—Mark Twain Hotel 
—Jt. Bd. 135: 

* MC 66562, Sub. 722—Railway Express Agen- 
cy, Inc., New York, N. Y., common car- 
rier application. 

March 7—Washington, D. C.—Argument: 

29303—-Barnes Sand and Gravel Co. vs. C. 
& O. et al. ; 

March 8—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 23: 

* MC 54435, Sub. 7—Michigan Motor Freight 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

March 8—Detroit, Mich.—Hotel Fort Shelby 
—Jt. Bd. 76: 

* MC 55778, Sub. 7—E. E. Mills Trucking 
Co., Inc., South Bend, Ind., common car- 
rier application. 

March 8—Kansas City, Mo.—Hotel Pickwick 

—Examiner Riegel: 

. & S. M-2625—Electric storage batteries, 

Kansas-Missouri. 

——— ow N. J.—State Comm.—Jt. 

* MC 3700, Subs. 22 and 23—Manhattan Trans- 
it Co., Clifton, N. J., common carrier 


application. 

* MC 58915, Sub. 13—Lincoln Transit Co., 
Ine., Clifton, N. J., common carrier ap- 
plication. 

March 8&—Omaha, Neb.—Hotel Fontenelle— 
Examiner Cunningham: 

MC 1641, Sub. 12—Peake Transport Service, 
— Neb., common carrier applica- 
on. 

MC 3361, Sub. 18—Tyson-Long Co., Herman, 
Neb., common carrier application. 

MC 86655, Sub. 10—Howerter Transport 
Service, Cozard, Neb., common carrier 
application. 

March 11—Albany, N. Y.—DeWitt Clinton Ho- 
tel—Examiner Diamondson: 

29400—Status of Napierville Junction Ry. 

March 11—Denver, Colo.—P. O. Bldg.—Com- 
missioner Patterson and Examiner Mat- 
tingly: 

28863—Wool and mohair rates. 

March 11—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Waters: 

MC 8550, Sub. 4—Truckaway Corporation, 
— Mich., common carrier applica- 

on. 

* MC 41136, Sub. 
New York, N. 
cation. 


March 11—Kansas City, Mo.—Hotel Pickwick 
—Jt. Bd. 36: 


MC 106276—H. A. Rawlings, Tonganoxie, 
Kan., common carrier application. 

MC 106304—North Missouri Transportation 
Inc., Bethany, Mo., contract carrier ap- 
plication. 


March 11—Newark, N. J.—State Comm.—Jt. 
Bd. 42: 


* MC 3647, Sub. 59—Public Service Inter- 
state Transportation Co., Newark, N. J., 
common carrier application. 

March 11—Newark, N. J.—State Comm.—4Jt. 
Bd. 119: 

* MC 3647, Subs. 61, 62, 63, 65, and 67—-Pub- 
lic Service Interstate Transportation Co., 
— N. J., common carrier applica- 

on. 


common car- 


*% 


13—Fleet Carrier Corp., 
Y., common carrier appli- 





635 


c. — Examiner 


Hand: 

MC 102990, Sub. 2—R. L. Windsor, Wash- 
ington, D. C., contract carrier applica- 
tion. 

March 11—Winston-Salem, N. C.—Fed Bldg. 
—Examiner Williams: 

MC 31389, Sub. 15—McLean Trucking Co., 
Inc., Winston-Salem, N. C., certificate to 
extend operations. 

March 12—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Waters: 

* MC 37473, Sub. 10—Detroit-Pittsburgh Mo- 
tor Freight, Inc., Canton, O., common 
carrier application. 


March a => Renee D. 
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March 12—Kansas City, Mo.—Hotel Pickwick 
—Jt. Bd. 52: 

* MC 71478, Subs. 8 and 9—Chief Freight 
Lines Co., Kansas City, Mo., common car- 
rier application. 

March 12—New York, N. Y.—641 Washington 
St.—Examiner Diamondson: 

FF-38, Sub. 1—ABC Freight Forwarding 
and Chicago Clipper Service, New York, 

N. Y., freight forwarder application. 





P. & P. U. Ry. Co. 
and Peoria Gateway 


La 
, 


Everybody's Gateway 
Always Open 


PEORIA-GATEWAY 


Peoria and Pekin Union Ry. Co. 


Koom 36, Union Station, Peoria 2, Ill. 
E. F. Stock, Traffic Manager 


"One of America's Railroads—All Looking 
Ahead and Going Ahead."’ 
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TZ LONG DISTANCE 
Household Moving 
SPECIALISTS 


See your classified directory for 
local branch or agent 
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The Port of San Francisco 


Center of Pacific Coast Shipping 


for a Century 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


March 12—Washington, 
Hosmer and Kirby: 
29140—Accounting for post drivin and 
pressure grouting to promote stability of 
roadbeds. 

March 12— Washington, D. C.— Examiner 
Brooks: 

MC 807, Sub. 146—Anchor Motor Freight, 
Inc., Cleveland, O., contract carrier ap- 
plication. 

MC 809, Sub. 82—Anchor Motor Freight, 
a O., common carrier applica- 
tion. 

March ao eM, D. C.—Examiner Still- 
well: 

MC 86687 and Subs. 1, 2, 3, 4, 5, 6, 7, 8, 9, 
7, %, 1%, -18, 2, 22, 2. 4, BS, mM, 27, 
and 28—Seaboard Air Line Railway Co., 
motor operation, Gaston, Garnett, S. C. 

March 13—Kansas am Mo.—Hotel Pickwick 
—Examiner Riegel: 

* MC 21286—Inter-State Moving & Storage Co., 
Kansas City, Kan., broker application. 
March 13—Kansas City, Mo.—Hotel Pickwick 

—Jt. Bd. 52: 

* MC 71478, Sub. 10—Chief Freight Lines Co., 
Kansas City, Mo., common carrier appli- 
cation. 

March 13—Lansing, Mich.—Olds Hotel—Jt. 
Bd. 76: 

* MC 61741, Sub. 17—Great Lakes Greyhound 
Lines, Inc., Detroit, Mich., common car- 
rier application. 

March 13—New York, N. Y.—641 Washington 
St.—Examiner Diamondson: 

W-692—Buffalo Barge Towing Corp., com- 
mon carrier application. 

March 13—Washington, D. C.—Argument: 
29284—W. E. Dow, Jr., vs. P. R. R. et al. 
MC 55811, Sub. 2—Craig Trucking, Inc., ex- 

tension, general commodities. 

March 14—Atlantic City, N. J.—Hotel Clar- 
idge—Examiner Carter: 

er States Gypsum Co. vs. B. & 

. et al. 


D. C.—Examiners 
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CARTAGE COMPANY 


DECATUR CARTAGE INC., OF INDIANA 
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29405—National Gypsum Co. vs. Arcade @ 
Attica et al. 

Fourth Section Application 15550—Commod- 
ity rates within and from and to Official 
territory. 

— tires Mich.—Olds Hotel—Jt, 

* MC 106143, Sub. 3—Premier Motor Trans- 
portation Co., Grand Rapids, Mich., com- 
mon carrier application. 

March 14—New York, N. Y.—641 Washington 
St.—Examiner Diamondson: 

1. & S. 5374—Smoke flue cleaning com- 
pounds, transcontinental. 

March 14—New York, N. Y.—641 Washington 
St.—Jt. Bd. 119: 
* MC 668, Sub. 37—Inter-City Transportation 


Co., Inc., Paterson, N. J., common ear- 


rier application. 


March 14—New York, N. Y.—641 Washington | 


St.—Examiner Hurley: 

* MC-C 501—J. and H. Berge vs. Central 
States Freight Co. et al. 

March 14—Washington, D. C.—Argument: 

W-923—Canal Lines, application. 

March 14—Washington, D. C.—Examiner Mol- 
ster: 

Finance 15181—Joint application of N. Y. C. 
& St. L., C. O., and Alleghany Corp. 
for authority to carrier first-named to 
purchase of stock of W. & L. E., etc. 

March 14—Washington, D. C.—Examiner Mol- 


ster: 
ay" ween Commerce Commission vs. 


21012, Sub. 1—Interstate Commerce Com- 
mission vs. N. Y. C. 

21012, Sub. 2—Interstate Commerce Com- 
mission vs. N. Y. C. & St. L. 

ag ~ aaa D. C.—Examiner Naf- 
talin: 

MC-C-409—Glenn L. Martin Co. vs. W. T. 
Cowan, Inc. 

March 15—Chicago, IIl.—Sherman Hotel—Ex- 
aminer Waters: 

* 1. & S. M-2631—Restrictions, joint rates, 
O. K. Motor Service. 

* 1. & S. M-2615—Butter from Southeastern 
Minnesota to Chicago. 

March 15—New York, N. Y.—641 Washington 
St.—Examiner Hurley: 

* MC 1151, Sub 4—Port Jervis Trucking Co., 
Inec., Port Jervis. N. Y., common carrier 
application. 

* MC 65486, Sub. 3—J. F. Burke, Vernon, 
N. Y., common carrier application. 

* MC 103274, Sub. 1—Lime Kiln Farm & 
Equipment Co., Suffern, N. Y., common 
carrier application. 

March 15—Springfield, it!.—Hotel Abraham 
Lincoln—Examiner Riegel: 

* MC 29969, Sub. 3—Ethington Freight Lines, 
Mattoon, Ill., common carrier application. 

March 15—Springfield, Itil.—Hotel Abraham 
Lincoln—Jt. Bd. 54: 

* MC 66562, Sub. 724—Railway Express Agen- 
cy, Inc., New York, N. Y., common car- 
rier application. 

March 15—Washington, D. C.—Argument: 

W-437—Kosmos Towing Co., Inc., applica- 
tion. 


March 15—Washington, 
Lawton: 
MC-C 517—Household goods over Aero May- 
flower Transit Co. 
1. & S. M-2627—Household goods in U. S. 


March 18—Chicago, I!1.—Sherman Hotel—Ex- 
aminer Waters: 
* 1. & S. M-2624—McClosky and Shaffer, re 
duced rates. P 
March 18—Toledo, O.—Commodore Perry Ho- 
tel—Examiner Brown: 
1. & S. 5092—Routing grain central terri- 
tory. 
1. & S. 5358—Routing grain, B. & O. and 
Cc. & 0. to C. #. A. 


D. C.— Examiner 
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MERCHANDISE 


WAREHOUSE 


“PUBLISHED IN THE FIRST WEEK'S 


This Section has been designed to provide 
@ traffic and sales managers with con- 

veniently organized information about the 
merchandise and cold storage warehouses in 
the principal distribution centers of the 
country. 


Admission of an advertiser to this Section 
indicates: 


1. That the company operates a warehouse 
that specializes in serving the needs of 
large industrial shippers. 


2. That information is kept up-to-date— 
provision has been made for the correc- 
tion of data each month. 


3. That the advertisers have been carefully 
investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to restrict the adver- 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
responsibility for dealings or service. It 
requests, however, that any misrepre- 
sentation or ‘unsatisfactory experiences, 
should they arise, be reported. The fact 
that certain warehouses are not listed here is 
no indication that they are not responsible. 

Symbols and Abbreviations: Copy has 
been kept free from any except standard 
abbreviations. Four symbols are used to 
provide a ready reference to the types of 
services offered. 


Merchandise warehouse 
Cold Storage warehouse 


Both a cold storage and merchandise 
warehouse 


Water dock facilities 
Household goods 


r0oG ot 


AND COLD 


STORAGE 


SECTION 


ISSUE EACH MONTH 





If no address is shown under the heading 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 
the facilities consist of several units, the loca- 
tion of each unit is usually shown. 


Insurance rates: The rate shown is the 
lowest charge per $100 per year—100% cov- 
erage unless otherwise specified. 


Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 


Use this Guide as an Index to Your 
Warehouse Files: Since this Guide is re- 
stricted to warehouses that specialize in serv- 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 











possible effective preliminary selections. 





Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


CALIFORNIA 
ALAMEDA—Page 2 


Encinal Terminals 
LOS ANGELES—Page 2 
California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whse. Co. 
Star Truck & Warehouse Co. 
Westland Warehouses, Inc. 
OAKLAND—Page 2 
Howard Termin 
SAN FRANCISCO—Page 2 

San Francisco Warehouse Co. 


COLORADO 


DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 


WASHINGTON—Page 2 
Terminal Stge. Co. of Wash. 


ILLINOIS. 


CHICAGO—Pages 2-3 
sCrooks Terminal Warehouses 
urrier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
Midland Warehouses, Inc. 
North Pier Terminal Co. 
Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 
PEORIA—Page 3 
Federal Warehouse Co. 


INDIANA 


EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit’s Storage Warehouse Co. 
HAMMOND—Page 3 
Great Lakes Warehouse Corp. 
INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co. 


Indiana Terminal & Refrigerating Co. 


IOWA 


CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 


WATERLOO—Page 3 
lowa Warehouse Co. 


KENTUCKY 


_ LEXINGTON—Page 4 
Union Transfer & Storage Co. 


; LOUISVILLE—Page 4 
Louisville Public Warehouse Co. 


LOUISIANA 
NEW ORLEANS—Page 4 








Commercial Terminal Warehouse Co. 


MARYLAND 
BALTIMORE—Page 4 


Camden Warehouses 
Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 
BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
¢Merchante Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
&4Crooks Terminal Warehouses 

Merchandise Warehouses, Inc. 


ST. LOUIS—Page 5 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bayway Terminal Corp. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 
NEWARK 
¢Newark Tidewater Terminal 


NEW YORK 
BUFFALO—Page 5 


¢Keystone Warehouse Co. 
The Lederer Term. Whee. Co., Inc. 





NEW YORK—Page 5 


Baltimore & Ohio Stores, Inc. 
¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R, & P. Warehouse. Inc. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whees., Inc 


Cincinnati Terminal Warehouses, Inc. 
CLEVELAND—Pages 5-6 


The Lederer Term. Whse. Co. 
National Terminale Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 
The Columbus Terminal Whse. Co. 


TOLEDO—Page 6 
Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 


PHILADELPHIA—Page 6 
Merchants Warehouse Co. 
Pennsylvania Wheg. & Safe Dep. Co. 
Philadelphia Piers, Inc. 
Terminal Warehouse Co. 


PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 


DISPLAY ADVERTISERS 


6 See listing in this section—also display advertising in this and other issues. 


See display advertising in other issues—no listing in this Section. 








TENNESSEE 
MEMPHIS—Page 6 


Poston Warehouses 
United Warehouse & Terminal Corp. 


TEXAS 
DALLAS—Page 6 


The Dallas Trans. & Term. Whse. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 6-7 
Federal Warehouse Co. 


Houston Term. Whse. & C. S. Co. 
Patrick Transfer & Storage Co. 
Universal Terminal Warehouse Co 


UTAH 
OGDEN—Page 7 
Western Gateway Storage Co. 
SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
¢Norfolk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transfer & Storage Co., Inc. 


ROANOKE-—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. 

TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 
Terminal Storage Co. 


CANADIAN SECTION 


QUEBEC 
MONTREAL—Page 7 
St. Lawrence Warehouses, Inc. 





WAREHOUSE 


Serial Page 638 California 
ALAMEDA, CALIF. 
ENCINAL TERMINALS 


ON SAN FRANCISCO BAY 
Shipside Terminals Warehouses 


GEN’L OFFICES: ALAMEDA, CALIFORNIA, oy reget 3-1311 
NEW YORK OFFICE: 32 Broadway, Phone Digby 4-7353 
SAN FRANCISCO OFFICE: 315 Montgomery St., ? + YUkon 2484 


FACILITIES—Stec! Warehouses; ADT 
Watchmen; Private Siding A.T.&S. protect P.-W. . 
Alameda Belt Line Ry. 72-car capacity, free 
switching. Dock: 5 Piers—1780 ft. Berthing Space, 
on San Francisco Bay. . Storage. Open 


Yard aye 50-truck 

SERVI TURES—Specialize in grocery and 
food Seer Labeling. Sorting. Strapping. Dis- 
tribute Pool Cars. Motos Terminal Drayage service 
available to East Bay cities, San Francisco and 
other Calif. F yews U. S. Customs Bonded. Con- 
solidated Rail and Water carloads. L.C.L. Freight 
Station. General covered Storage. Office space. 


LOS ANGELES, CALIF. 


e se 
California Warehouse Co. 
Established 1915 
W. E. Fessenden *” 1248 Wholesale St. 
Owner and Manager Tel.—Trinity 2211 
PACILIT 130, sq. ft. steel-concrete const. 
Sprinklered throughout. A.D.T. sys. rate 
12.2c. 6 car siding on Santa Fe: free switch. 
Motor truck plat. 16 truck capacity. 
SERVICES—Pool car distribution. rating own 
delivery system—City and L. A. Harbor. Tem- 
perature contro basement storage. Office 
Fpace available. Free parking—convenient and 
po gta | district. 
ASSOCIATIONS—A.W.A., Amer. Chain of Whses. 


= LOS ANGELES, CALIF. 


Metropolitan Warehouse Co. 
Established 1924 Incorporated 


W. H. Tyler © 1340-56 E. Sixth St. 
General Manager Tel.—Trinity 9861 
FACILITIES—270,000 sq. ft.; Fireproof, reinforced 
concrete const.; Sp er sys.; A. D. T. alarm 

service. Ins. rate, 11.7. Siding on A. T. & S. F. 
Ry.; capacity, 18 cars; free switching. Motor 
truck -platform: capacity, 22 trucks, she tered. 

SERVICE FEATURES—Pool car distributors. Mo- 
tor transport setvice ory Cooler rooms. 
ASSOCIATIONS—Calif. ; Los Angeles W.A. 


LOS ANGELES 21, CALIF. 


Overland Terminal Warehouse Co. 
Established 1931 Incorporated 


Gordon Ross ye 1807 E. Olympic Bivd. 
Vice Pres.-Mgr. Tel.—Trinity 1146 


FPACILITIES—426,393 sq pag steel and 
-— const.; Floor ay “bs0 lbs.; . SY8.; 
A. D. T. Ins. ‘rate, 10.8c. Siding on 4 Pac.; 
cap., pe e-- ; free ‘switching of competitive traf- 
fic. Sheltered Motor Plat., 22 truck doors. 
SERVICE. FEATURES—Bonded: U. S. Customs, 
Pool car dist. Motor transport service. Cool 
Rooms—cheese, dates, nuts (32-40°); other com- 
modities at 41° up. Candy storage. Display 
rooms and offices—convenient to business district. 
TED with Crooks Terminal Warehouses 
Inc., Chicago, Kansas City and New York. 
Watch Display 7} ertisements on 
Inside Front Ceve 


Colorado - 


District of Columbia 
LOS ANGELES, CALIF. 
Star Truck & Warehouse Co. 


Established 1892 


E.S. Stanley ye 1855 industrial St. 
Owner Tel.—Mutual 9141 
FACILITIES—250,000 sq. ft.; Fire peat a con- 
crete const.; Floor load, 250-600 y bad 
A.D. Ts Watchmen. Ins. rate, 11. 70 On) Si g 
on A. T.& S F.; free switch. Os 
m. 


SERVICE FEATURES—Licensed, Calif. R. R 
Very cool basement for candy, etc. Ade in 
drugs, toiletries, canned goods, elec. appliances. 
Pool car. dist.; 108 pcs. equipment. Motor term. 
REPRESENTED BY—Distribution Service, 


LOS ANGELES, CALIF. 


Westland Warehouses, Inc. 
Established 1923 


ye 4814 Loma Vista Ave. 
General Manager Tel.—Lafayette 1101 


FACILITIES — 352,355 sq. ft. Fireproof, reinf. 
conc. ayy Sys. Watchmen. Ins. le per mo. 
Siding: L. A. Junc. Ry., 48 cars. Free switch.: 
A. T. & S. F., S. P., U. P. and P. E. Ample 
Motor truck platforms. 
SPECIAL SERVICES— Pool cars. Daily mot. 
transp. to . Calif. ints. Free ,vickup. 
ASSNS.—A.W.A., C.W.A., L.A.W.A., M.T.A.S.C. 


G. G. Franklin 


OAKLAND, CALIF. 


Howard Terminal 


Established 1900 Incorporated 


H.D. Muller, Whse.Mgr. yD) 95 Market St. 
W. B. Walton, Whse. Supt. GLencourt 4722 
FACILITIES—Prop. owner; Firepf. brick and steel 
const.; max. fl. ld. 550 lbs.; sprinkler; pvt. watch.; 
A.D. T; ins. 12¢ to 23c; sidings S.P.,A.T.&S.F., W.P. 
Ry., Howard T.Ry., 70 cars; free switch; tr. plat. 
60 trucks; 4 water docks, 400 ft. long, draft 32 ft. 
SERVICE FACILITIES—U.S. Customs bonded; pool 
car distr.; motor terminal; stge., off. and display 
space; Consolidated rail and water carloads. 

MEMBER—A. W. A.; Calif. W. A.; S. F. W. A. 


SAN FRANCISCO, CALIF. 


San Francisco Warehouse Co. 
Established 1899 Incorporated 


Henry F. Hiller * 647 Third St. 
President Tel.—Sutter 3461 


FACILITIES — (1) Continental Warehouses, 625 
Third St.; 265,000 sq. ft.; Elec. fire detection sys. 
(2) Security Warehouses, Spe ar & Folsom Sts.; 
60,000 sq. ft. Ins. rate 26c. Fumigation. Railroad 
Sidings. 

SERVICE FEATURES—Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc 


ENVER, COLO. 
The Weicker Transfer & Storage Company 


Established 1899 Incorporated 


R. V. Weicker ye 1700 Fifteenth St. 
President Tel.—MA 3221 
FACILITIES—250,000 sq. ft. Fireproof 
construction, sprinkler system. 

9.3c. Free switching from all railroads. 
SERVICE FEA Merchandise and house- 
hold goods stored. Pool car distribution. Motor 
freight term. Statewide motor frt. service daily. 
REP ENTED BY — Distribution Service, Inc.; 
American a of Long ouses. 

ASSNS.—A. W. A.; Colo. Tfr. & Whsemen’s Assn. 


WASHINGTON, D. C. 
The Terminal Storage Company of Washington 


Established 1903 Incorporated 
W. E. Edgar yy First & K Sts., N. E. 


Manager Tel.—Metropolitan 4685 
FACILITIES—10 buildings, 243,000 sq. ft. of which 
130,000 sq. ft. is of fireproof construction. Private 
watchmen. Floor load 250-600 lbs. Sidings, B. & 
O. R. R.; capacity 20 cars. Motor platform—Ca- 
pacity 30 trucks. 

SERVICE FEATURES—Pool car distributors. Local 


cartage. S$ for lease. 
ASSOCIATION—A. W. A. (Mdse.). 
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Crooks Terminal Warehouses 


Established 1913 *D Incorporated 


433 W. Harrison St. Tel.—Wabash 4070 


Harry D. Crooks, President 


New York Office 


George G. Roddy 271 Madison Ave, 
Murray Hill 5-8397 


South Side Warehouses—On the Belt Ry. of Chicago 
adjacent to Great Clearing Interchange Freight Yor 


Facilities 


@ Downtown Warehouse, 417-39 W. Harrison S$t. 
(directly opposite main post office): 100,000 sq. ft,; 
Brick and reinforced concrete const.; Floor load, 
300 lbs. Siding on C. B. & Q.; capacity 75 cars. 
Tunnel connection. 50 truck loading doors. 


@ Burlington 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 
sq. ft.; Brick and reinforced wey const.; Floor 
load, 300 Ibs. Siding on C. & Q. R. R. 


@ 35th St. Warehouse, poses W. 35th St. (Cen- 
tral location, near Chicago Stock Yards), 150,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
300 lbs.; Sprinkler sys.; Served by Santa Fe— 
I. C—Penna.—c. R. & I. and I. H. B. R. Rs. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
(especially adapted to in-transit storage): 350,000 
sq. ft.; Brick, mill and concrete const.; Floor load, 
200-500 lbs.; Sprinkler sys.; Siding on Belt Ry. of 
Chicago; capacity, 60 cars; direct rail with own 
South Chicago dock 
@ South Chicago Waterfront Warehouses, | 

St. and Calumet River—West Bank: 60,000 sq. ft.; 
ay const.; Floor load, 250 lbs. Siding on Belt 

of Chicago; capacity, 50 cars. Water Dock: 
oe 1500 ft.; draft, 20 ft. 


Service Features 


Bonded: U. S. Customs; State. Pool car distribu- 
tors. Motor transport servica available. Equip 
ment for handling any of vessel or barge, 
plus storage facilities. L.C.L. trap car service. 


Associations 
A.W.A. (Mdse.); Ill. Assn. Mdse. Warehousemen. 


Watch Pa aay 4 Advertisements on 
Inside Front Covers! 


CHICAGO, ILL. 


Currier-Lee Warehouses, Inc. 
Established 1913 

Ward Castle ye 427-473 W. Erie St. 

President Tel.—Superior 9066 


FACILITIES—250,000 sq. ft.; heavy joist const. 
A.D. T. Sprinkler alarm; watchmen. Fumigation. 
Ins. 19c. Sidings on C. M. St. P. & P., cap. 21 cars; 
free switch. Shelt. motor platf.; cap. 18 trucks. 
SERVICE FEATURES—Bonded: ‘State; Licensed, 
U. S. Whse. Act. Pool car dist. Motor freight 
term. Space for lease: Storage, Office. Financi 
service. Specialize in food products. Cool rooms. 
ASSNS.—A.W.A. (Mdse.); nL Assn. Mdse. Whsmn. 


A Wonderful Service 


“You have been and are providing a wom 
derful service. We therefore use Merchant 
dise Warehouses for the convenienct of cus 
tomers for storing excess stocks or bulk 
goods, and for distribution purposes.” —Traf 
fic Manager, Owensboro, Ky. 


Wa.echou 


Gris\ 


Incorpo! 





a wor 
Verchan- 
t of cus 
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—Traf- 
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HICAGO, ILL. 


Griswold-Walker-Bateman Co. 


Incorporated 1525 Newberry Ave. 
Roy C. Griswold, Pres. * Tel.—CANal 2770 
FACIL: Prop. owned. (1) 1530S.Sangamon St.; 
120,000 sq.ft.mdse.& 30,000 cu.ft. cold stge. \ he 4 
S.Peoria St.; 150,000 sq. ‘ft.mdse. Both whse.; 

rein. con. const.; :£1.1€.250 lbs.; Sprinkler; pvt —. 
A.D.T.; ins. 10¢; sid.on CENWHG C.& A.Ry., B.&O., 
C.T. Ry., 8 cars; free switch.; cov. docks, 2 trucks. 
SERVICE FEATURES—Lic. under U.S. Whse. Act; 
bonded; U.S.Int.Rev. U.S.Customs; State; pool car 
distr.; Co. oper. 6 trucks; Stge. and office space. 
REPRES BY—Allied Distribution, Inc. 

MEMBER—A. W.A.; Ill. Assn. of Mdse. Whsemen. 


HICAGO, ILL. 


Midland Warehouses, Inc. 


Established 1906 
1500 S. Western Ave. * Tel_—Canal 6811 
FACILITIES—1500 S. Western Ave., 570,000 sq. ft. 
conc. steel const.; 1929 W. 43rd St., 132.000 sq. ft. 
brick, mill const.; 1534 S. Western ‘Ave., ~— ~ 
ft. brick, mill const. Ins. rates as low as 4c . Ali 
with A.D.T. Watch. Serv. & Sprinklered. Direct 
con. all Chicago Rys. Sidings on Chicago Jct. Ry., 
40 car capacity. Ample Motor Truck Platforms. 
SERVICE FEATURES—U. S. Cust., State, Priv. 
Bond. Pool car distr. Office & am Ss to 
lease. L.C.L. freight station on prem 
MEMBER—Amer.Chain of Whses., A. we A (Mdse. mM 


CHICAGO, ILL. 


North Pier Terminal 


509 East Illinois Street 
Tel.—Superior 5606 
W. W. Huggett *D S. T. Heffner 


Pres. and Gen. Mgr. Manager of Sales 


DISTINCTIVE LOCATION—509 East Illinois 
St. 3 blocks to Michigan Ave., 5 blocks to 
Wacker Drive. Frontage also on Outer Drive, 
address 444 and 445 Lake Shore Drive. 
Office space available with your warehouse. 
FACILITIES—1,250,000 square feet mill and 
brick constructed buildings. Sprinklered. Ins. 
tate 18c. Floor load up to 335 lbs. 34 eleva- 
tors. C. & N. W. R. R. sidings, capacity 125 
cats. Free switching. Truck platforms, ca- 
pacity 100 trucks. Water Docks, 2000 feet. 
SERVICE FEATURES—Direct Tunnel connec- 
tion all railroads. Universal Station in build- 
ing for out of town truck shipments. Steve- 
doting service for cargo freight. Barge service 
New Orleans and intermediate points. 

SPACE LEASED—Offices, storage and light 
mig. Gen. storage for spot stocks. Storage 
in transit. Pool car distribution. 


MEMBERS—A. W. A., Ill. Assn. Mdse. Whsemen. 
NEW YORK OFFICE—122 E. 42nd Street. Phone 
Murray Hill 5-5960. New York 17, N. Y. 


CHICAGO, ILL. 


Soc Terminal Warehouse 
Established 1914 


* 519 W. Roosevelt Rd. 
Tel—Canal 5740 


a j " proof, reinf. conc. 
nst.; Floor load unlimited. Low insurance rate. 
“ ¥ — Line; free switch, all lines; 50 cars. 
SERV dock, 18 trucks under roof. 

Stat ICE FEATURES — Bonded: U. S. Customs, 
in ©. Pool car distribution. Candy storage. Cool 
Peary — ys for lease with office. Free in 

re 
REPRES SNTED leliv. to all trunk a teen — 


L. B. Darovic 


Indiana 


HICAGO, ILL. 
Wakem & McLaughlin, Inc. 


Established 1886 

F. E. Berg * 225 E. Illinois St. 
Sec'y & Treas Tel.—Superior 6828 
FACILITIES (i) —o- Illinois St. Mdse. ge 
Customs; Distilled spirits—govt. storekee (2) 
421-427 E. North Water St. & (3) 352-402 E. North 
Water St. leased space. Total , ,000 sq. 
ft. Mill const. Sprinkler sys.; ih D. T.; Watch- 
men. Ins. rate 15%4c. Sidings on C. & N. W. 
SERVICE sg icensed, U. S. Whse. Act; 
State. Bonded: U. S. Int’l Rev.; ‘Customs. Bottling 
plant for liquors. Pool car distribution. 
ASSOCIATIONS—A.W.A.; Ill. W. A.; Chi. C. of c. 


HICAGO, ILL. 


Western Warehousing 
Company 
Established 1880 


E. H. Hagel * 
Superintendent 


incorporated 


323 W. Polk St. 
Tel.—Wabash 6507 


FACILITIES—600,000 sq. ft. Fireproof, steel- 
brick-concrete construction. Floor load, 250- 
300 Ibs. Dry Sprinkler system; alarm system; 
private watchmen. Insurance rate, 17.7c. 
Siding on Pennsylvania Railroad; capacity 40 
cars; free switching all Chicago lines. Motor 
platform, capacity 100 trucks, all sheltered. 


LOCATION—Adjacent to “Loop”—one block 
from new Chicago Post Office; in the heart 
of the railway terminal and wholesale districts. 
SERVICE FEATURES—Bonded, Illinois Com- 
merce Commission Pool car distributors. 
Superior office and storage space for lease. 


Storage restricted to clean merchandise free 
from fire hazard. 


ASSOCIATIONS—lIllinois Warehouse Assn.; III. 
Chamber of Commerce; Chicago Assn. of Com- 
merce; Chicago Traffic Club. 


PEORIA, ILL. 
Federal Warehouse Co. 


Clarence A. Ullman, Pres. Incorporated 
J. D. Ullman, aoa. Established 1915 
J. J. O'Meara, Treas. Peoria Phone: 4-2141 
FACILITIES: (1) 800-818 S. Adams, Peoria. (2) 
llth & Margaret, Pekin, IIll., 225,000 total sq. ft. 
Sprinkler sys. Ins. 10.2c. Peoria sidings on C. B. 
& Q., Peoria; N. Y. Central, Pekin. Fireproof. 
ADT and pvt. watchmen. Free switch. Sheltered 


motor platforms. 

SERVICE FEATURES: U. S. Int. Rev., U. S. Cus- 

toms & State bonded. Pool car dist. Cartage 

—company operated. Storage & office space. 
REPRESENTED BY: Amer. Chain of Warehouses. 

ASSNS.: A.W.A.; C.W.A.1; N.F.W.A.; LA.M.W. 


EVANSVILLE, IND. 


Mead Johnson Terminal Corp. 


“WHERE WATERWAY — RAILWAY — HIGHWAY ~ 
Established 1930 Incorporated 


J. D. Beeler *D 1830 W. Ohio St. 

Vice-Pres. & eo Mgr. Tel.—Dial 7152 
FAC perty owned; 90,000 sq. ft.; Fire- 

proof, brick steel concrete const.; Floor 

limit; Sprink. sys.; 

Sidings on C. & E. 

all lines. Water Dock: Length, 800 ‘tts 

SERVICE FEATURES — Bonded: U. S. Customs; 

—_. Pool car distr. Motor freight terminal. 

RESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS Axe W. A. (Mdse.); Ind. W. A. 
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FORT WAYNE, IND. 


Pettit’s Storage Warehouse Co. 


Established 1910 
J. N. Pettit s:#4 414 E. Columbia St. 
soos er (Tel.—A-1108) 
Mdse. 50,000 sq. ft., household goods 
. ft. Reinforced concrete construction: 
a . Property owned. Merch. 
Patrol watchmen. Insurance, average 25c. Sid- 
ing, capacity 7 cars, N. Y. C. & St. L. R. R., free 
switching. Truck dock sheltered—capac. 6 trucks. 
SERVICE ye ge, car dist. Own cartage. 
——— Ch. of ) samomo 

ASSOCIATIO’ NS A.W » Mayflower W. A 

State, County and City taxes for 1945, 32. 50 


HAMMOND, IND. 
Great Lakes Warehouse Corp. 


General Merchandise — Storage and Distribution 
Established 1922 Tel.—Ham'd 3780-81 


E. C. Faure @Y Plummer Ave. & State Line St. 


Vice-Pres. & Mgr. Tel.—Chicago—Ent. 2200 
FACILITIES—150,000 sq. ft.; ee concrete- 
steel-brick construction. Siding on I. H. B, R. R.; 
located within Chicago switching district; capc- 
city, 50 ow set. Transiit privileges. 

SERVICE FEATURES—Motor terminal on premises 
hourly 4 2° Metro: ateponien. Chgo. and suburbs. 
ASSOCIA A. (C. S. Div.); Ind. Ware- 
severe, : ‘— 


INDIANAPOLIS, IND. 
Henry Coburn Storage & Warehouse Co. 


Established 1905 Incorporated 
Frank F. Powell, Pres yx 221 W. Geergia St. 


E. E. Harris, V. P. & Mgr. Tel.—Lincoln 6431 
FACILITIES — Property owned: 220,000 sq. ft. 
Slow burning; sprinkler sys.; alarm 7. in to- 
bacco room; watchmen. Ins. rate l4c (80% 
clause). Siding on Indianapolis Union Belo R. R.; 
capacity 10 cars; free switching all lines. Motor 
platform: capacity 19 trucks— sheltered. 

SERVICE FEATURES—Pool car distribution. Lo- 
cal Trucking. 7 and offices for lease. 

REPRESENTED B “hay Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.); Indiana W. A. 


INDIANAPOLIS, IND. 


Indiana Terminal & Refrigerating Co. 
Established 1910 Inco: ed 


a 240 S. Pennsylvania St. 
Wm. E. Ready, Sec.-Tr. ke) Tel —bArket 436! 
FACILITIES—(1) Property leased; 260,000 sq. ft. 
mdse.; —, conc.; min. 250 lbs. sq. ft. fl. “bad; 
rate 10.4c; R. R. 8 cars; (2) Property owned; 
1,337,000 cu. es cold stgs.; brick and mill const.; 
max, ‘225 lbs. per sq. ft. fl. ‘load; ins. rate 11.lc; on 
I. U. Ry., 8 cars. Both houses: sprink., pvt. watch- 
men, A. D.T. alarm, free switch., cov. ‘truck docks. 
SERVICE FEATURES—U. S. Cust. bonded. Pool 
car distr. Lease stge., office, lay, exhibit space. 
MEMBERS—A. ., Assn. Ref.Whse., Indpls.W.A. 


EDAR RAPIDS, IOWA 
American Transfer & Storage Co. 


Established 1908 Incorporated 


A. G. Keyes 1) 401 First St., S. E. 
oe & Con’ 1. Mgr. Tel.—21147 
ACILITIES—Prop. leased; 80,000 sq. ft. mdse.; 
10 000 sq. ft. cold stge.; firepr. mill WE .; sprink.; 
A.D.T.; Ins. 20c; si ding on C. M. St. P .& P., cap. 4 
cars, free switch.; .; truck shelter, cap. 6 trucks. 

Min. cold storage temp. range 35° above zero. 
SERVICE FEATURES — Pool car distr.; cartage 
service, 8 trucks; stge. and office space for lease; 
motor term. in warehouse. 

—Iowa W. A. 


WATERLOO, IOWA 


lowa Warehouse Company 
Established 1916 Incorporated 


R. B. Cass %& 821 Mulberry St. 
Vice-President Tel—345-346 
FACILITIES—Owned. (1) 821 Mulberry St. = 
ment block const. Siding on Chi. G. West., 
pacity 3 cars. Ins. rate $1.55. (2) 558 Center Es 
Fireproof, brick const. Siding on W. C. F. 

Ry., capacity 4 cars. Ins. rate 56c. Both: 76,006 
sq. ft. Free switching service. 

SERVICE FEATURES — Complete merchandise 
storage service. Pool car distribution. Motor 
freight terminal. 

MEMBER. 


—National Furniture Whsemen’s Assn. 





WAREHOUSE 


Serial Page 640 Ky. 
LEXINGTON, KY. 


Union Transfer & Storage Co. 
Established 1919 incorporated 


O. B. Murphy ye Spring & Vine Sts. 
Vice-President Tel.—PBX-7030 
FACILITIES—{1) Vine & Spring Sts., fireproof, 
reinforced concrete; Ins. rate 22c. (2) Vine & 
Merino, brick and mill const. Ins. rate 55¢. Both: 


Total floor space 100,000 sq. ft. Sidings on L. & 
N. R. R.; free —. 

SERVICE FEATURES—Pool car distributors. Mo- 
tor transport line, company owned, serving 
Louisville, Cincinnati, Harlan, Middleborough 
and Blue Grass region of Kentucky. 


LOUISVILLE, KY. 
Louisville Public Warehouse Co., Inc. 


W. N. Cox * E. H. Bacon 
President Vice-President 
Established 1884 
FACILITIES—944,138 sq. ft. for storage of Mer- 
chandise, Household Goods, Tobacco, Dist. Spirits 
—24 Warehouses—Fireproof and slow-burning 
mill—Sprink.—Conts. Ins. 4.4¢ to 19.3c per $100. 
SPECIAL FEATURES—Customs and Internal Rev- 
enue Bonded—Pool Car Distribution — Free 
Switching All Lines—Satisfying Customers with 

Superior Service. 
ERS—American Chain of Warehouses—Dis- 
tribution Service, Inc—Am. Whse. Assn. 


NEW ORLEANS, LA. 


Commercial Terminal Warehouse Co. 
Established 1925 incorporated 


E. B. Fontaine * 404 N. Peters St. 
President Tel.—Magnolia 4877 
FACILITIES—100,000 sq. ft.: Slow burning, heavy 
brick and mill const.: Floor load, 250 lbs.; 
Sprink. sys.; Watchmen; Ins. rate, 37c; Siding on 
So. Pac. 

SERVICE FEATURES—Bonded: U. S. Customs: 
State. Pool car dist. Bean cleaning grading. 
Reconditioning. Billing. Financing. artage. 
REPRESENTED BY—Associated Warehouses, Inc. 


ALTIMORE, MD. 


Camden Warehouses 
Established 1900 Incorporated 


Milton K. Hill yep} Camden & Eutaw Sts. 
Mgr. & Treas. Tel. Plaza 0400 
FACILITIES—4 Units; Property leased: 700,000 
sq. ft. Brick-Concrete-Steel const. A.D.T., Private 
Watchman, Sprinkler. 

LOCATIONS — Camden Station, Henderson's 
Wharf, Locust Point Piers, B. & O. R. R. 

SERVICE FEA’ Pool cars. Motor transport. 
Direct rail and water connections. Internal Reve- 
nue and Customs Bonded. 

ASSNS.—A. W. A., Md. W. A., Distillers’ Inst. 


A Guide to Outstanding 
Warehouses in Important 
Distribution Centers 


This Section is organized for the con- 
venience of shippers. 


It lists only warehouses located in key dis- 
tribution cities. ese cities have 
selected because they meet the following 
specifications: 


1. Each a serves a major retail area 
in which stocks should be carried 
to render the maximum service to 
customers. 


2. Each city has demonstrated its im- 
portance as a distribution center 
by its volume of wholesale sales. 


3. Each is the hub from which radi- 
ates an efficient system of rail and 
highway transportation. 


- Mass. 
BALTIMORE, MD. 


Terminal Warehouse Co. of Baltimore 


Established 1893 Incorporated 
C.A.Schauman yf Davis & Pleasant Sts. 
President Tel.—LEX. 8560 
FAC) units. Davis & Pleasant Sts., Prop. 
owned. Bond St., prop. leased. Water dock, 400 
ft. Dft. 25 ft., 500,000 sq. ft. Brick const. Sprinkler. 
A. D. T. Watchmen. Ins. 2lc. Siding, P. 

cap. 40 cars. Truck plat., 40 trucks. 
SERVICE FEATURES—Bonded: Cust. Space and 
off. for lease. Trucks for loc. delvy., pool car. 
REP. BY—Assoc. Whses., Inc., New York. C. A. 
Webster, 52 Vanderbilt Ave.; Chicago, Clyde 
Phelps, 549 W. Randolph St. A.W.A.; C of C.U.S. 


od 


EAST ——— 
BOSTON, cassenince MASS. 


Hoosac Storage and Warehouse Co. 


Established 1928 Incorporated 
Howard E. Wemyss yy Lechmere Square 
Treasurer Tel.—TRO. 9608 
FACILITIES—({1) Lechmere Sq., E. Cambridge, 
Fireproof, reinforced concrete; Sprink. sys. Ins. 
rate 18c. (2) Water St., Charlestown (Adj. Mystic 
Terminal Co. docks). Brick const., A. D. T., Auto. 
fire alarm. Ins. rate 2lc (90%). Total floor space 
108,500 sq. ft. Sidings on B. & M. R. R. 

SERVICE FEATURES—Bonded: State; U. S. Cust. 
(No. 2) Pool car dist. Liquor storage (No. 2). 
REPRESENTED BY—New York, Central Distribu- 
tion Bur.; Chicago, National Whsg. Ser. 


MINNEAPOLIS, MINN. 


Minneapolis Terminal Warehouse Co. 


Established 1929 * Incorporated 
618 Washington Ave. N. 201 Fifth Ave. N. 
Whse. No. 1 {Tel.—MAin 3568) Whse. No. 2 
FACILITIES—200,000 sq. ft.; Fireproof, brick and 
concrete constr.; Floor load 250 lbs.; A. D. T. and 
private watchmen. Sidings on Soo Line; capacity, 
16 cars; free switching all lines. Cartage Service, 
50 trucks. Ins. from 16c (90%). Pool car distr. 
SERVICE—State, U. S. Cust. bond. Office space. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—A. W. A., Minn.-N. W. W. A., Minn. 
Truck Owners Assn. 


ST. PAUL, MINN. 


Midway Terminal Warehouse Co. 
Established 1933 .7 Minnesota Transfer 


Tel.—Nestor 1811 2295 University Ave. 
FACILITIES—150,000 sq. ft.; Brick and mill con- 
struction; Floor load 250 lbs.; sprinklered; and 
private watchmen. Siding on Minnesota Transfer 
Ry.; capacity, 16 cars; free switching all lines. 
Cartage service, 25 trucks. Ins. from l6c. (90%). 
SERVICE FEATURES—State, U. S. Cust. bond. 
Office and display space. Pool car distr. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Ave., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—U. S. C. of C., A. W. A., Minn.-N. W. 
W. A., Minn. Truck Owners Assn. 


T. PAUL, MINN. 


St. Paul Terminal Warehouse Co. 
Established 1916 - Incorporated 
Sth & Locust Sts. Tel. Garfield 7551 
FACILITIES—307,000 sq. ft.; Fireproof, brick and 
conc. const.; Floor load 250-400 lbs. A.D.T. & priv. 
watchmen. Sid. Soo Line; 26 cars; free switching. 
Cartage service, 50 trucks. Ins. from 16c (90%). 
SERVICE FEATURES—State, U. S. Cust. bond. 
Office and display space. Pool car distribution. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicaco. 
ASSNS.—U. S. C. of C., A. W. A., Minn.-N. W. 
W. A., Minn. Truck Owners Assn 
Famous for ‘'SERVICE'’—from Coast to Coast 


Information in This Section 
Is Right Up-to-the-Minute 


Changes are made from month to month on 
the information in this section. This gives 
you up-to-the-minute data on the ware- 
houses you us: and propose to use. Ship- 
pers say that such a service is invaluable 
to them. 


SECTION 
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KANSAS CITY, MO. 
Adams Transfer & Storage Co. 


Established 1900 Incorporated 
D.S. Adams ye $228 W. 4th St. 
President Tel.—Victor 0225 
FACILITIES—100,000 sq. ft. Fireproof, reinf. con- 
crete. Sprinkler, M. D. T.-alarm, pvt. watchmen. 
Ins. rate 24c. Siding on KCSRR. Cap. 8 cars, 
Free switch. Truck plat. covered, cap. 30 trucks, 
SERVICE FEATURES—Bonded: Customs, Int. Rev., 
State; Lic., U. S. Whse. Act. Pool car dist. Stg, 
& office space for lease. Mot. Transp. ser. & fat. 
term. Daily overnight serv. to approx. 4,000 towns, 
In wholesale dist.; near retail dist. & fgt. depots, 
ASSNS.—A. W. A.; M. W. A.; Traf. Club; C of C, 


KANSAS CITY 7, MO. 


Crooks Terminal Warehouses 
1104 Union Avenue 


Telephone—Victor 2404 
Established 1913 


A. J. Crooks 
Vice-Pres. & Gen. Mgr. 


New York Office 
George G. Roddy 271 Madison Ave. 
Murray Hill 5-8397 


Incorporated 


R. F. Wallace 


Manager 


Brokers Warehouse Security Warehouse 
1104 Union Ave. (Frisco) 1405 St. Louis Ave.(M.P.) 
FACILITIES—3 locations: 322,000 sq. ft.; Rein- 
forced concrete and brick const.; Floor load, 250 
lbs. Sprink. sys. Ins. rate, 9.4c. Sidings on Un. 
Pac., Mo. Pac. & Frisco R. Rs.; cap., 23 cars; free 
switch. Protected by A. D. T. Burglar Alarm Sys. 
SPECIAL SERVICES—Bonded; Licensed, U. S. 
Whs. act; U. S. Customs; State. Pool car dist. 
We operate our own large and efficient fleet of 
motor trucks. Cool rooms—cheese, dates, nuts 
and dried fruits (35° to 60°). Candy Storage. 
ASSOCIATIONS—A. W. A. (Mdse.); Mo. W. A. 

Watch Display Advertisements on 
Inside Front Covers! 


KANSAS CITY, MO. 
Merchandise Warehouses, Inc. 
Established 1902 933 Mulberry St. 


FACILITIES—400,000 sq ft., reinforced concrete 
and heavy mill construction; Sprinkler; Sidings 
Mo. Pac., Un. Pac., Wabash & Burlington; <= 
capacity: 20 cars; Watchman service and 4 
protection; Ins. Rate from 9c. Covered docks am 
tracks. Display, room. Cool Rooms, Office re 
SERVICE FEATURES—Bonded by Fidelity & 
posit Co. of Md. Pool car dist. Reciprocal switch 
ing. Free drayage on L. C, L. shipments. Financ 
ing. Employes bonded. Stge-in-transit service 
Fork Trucks to 2 tons. : : 

ASSOCIATIONS—Member AWI.; Missouri Ware 


housemen’s Assn. 
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———""ST. LOUIS, MO. 


S. N. Long Warehouse 

9th & Gratiot Sts. > ¢ Tel. Main 2910 
W. F. Long, G. M. Established 1903 
FACILITIES —214,000 sq. ft. Heavy mill and brick; 
(1) 1939 S. Vandeventer, Mo. Pac. siding, 22 cars; 
(2) 9th & Gratiot, Term. R. R. siding, 24 cars; rec. 
switch, all lines. Ins. rate, 20c. Sprinkler, A.D.T. 
protection. Two cov. motor docks length of bldg. 
FEATURES—Longest established mdse. whse. in 
St. Louis. Licensed. State bonded; pool car distr. 
Spel. encl. plat. Sep. vault space, approved for 
storage Red Label prods. Motorized power equip. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A.; Mo. W. A.; St. L. 
Mdse. W. A.; St. L. C. of C. 


————ST. LOUIS, MO. 


Rutger St. Warehouse, Inc. 


Established 1920 9 Rutaer St. 
S. J. Lusby *D Tel.—Chestnut 
Exec. V.-P. & Treas. 9465-66 
FACILITIES—Mdse. Stg. 210,000 sq. ft.; Cold Stg. 
(beer) 8700 cu. ft. Brick-mill constr. Sprink. sys. 
ADT Central Sta. burglar alarm. Ins. rate 25c. 
Sidings on Mo. Pac. and Term. R. R. Assn., cap. 14 
cars, free switching. Motor plat., cap. 15 trucks. 
Mississippi River Dock, near Municipal Bridge. 
SERVICE—-Bonded: U. S. Cust.; State. Pool car 
dist. Motor freight terminal. Space for lease. 
REPRESENTED BY: Associated Warehouses, Inc. 
ry S.—St. L. Mdse. W. A., Mo. W. A., St. L. C. 
of C. 


T. LOUIS, MO 
ST. LOUIS TERMINAL WAREHOUSE CO. 


Established 1924 Incorporated 
C. J. LaMothe *D 826 Clark Ave. 
Vice-President Tel.—Main 4927 
FACILITIES—200,000 sq. ft. Mdse. Storage, (1) 1000 
Spruce St., (2) 826 Clark Ave. A. D.T. protected. 
Sprinklered. Ins. rates 16c—26c. Term. R. R. 
siding. Free switching. 28 car cap. Sheltered 
platform, city block long. Centrally located in 
wholesale and jobbing district. 

SERVICE FEATURES—State, U. S. Cust. Bonded. 
Pool car dist. Space for lease—office and storage. 


RESENTED BY—A. C. of W., Inc. 
MEMBER—A.W.A.; Mo. W. A.; St. Louis C. of C. 


JERSEY CITY, N. J. 
Harborside Warehouse Company, Inc. 
Established 1933 Tel.—Bergen 4-6000 


Executive and Sales Office: 
Thirty-Four Exchange Place 
On the Hudson River directly opposite New York City 


€9D 


PACILITIES—3 units—fireproof, brick and conc. 
Priv. siding, Penna. R. R. conn. with all roads en- 
tering city. Merchandise Stge.—Mfg. and office 
space, 1,650,000 sq. ft.; sprink.; auto. fire alarm; 
Ins. rate .099; rail siding, 20-car capac. platform 
capac., 40 trucks. Cold Stge.—Coolers, 1,608,000 
cu. ft.; freezers 1,182,000 cu. ft.; total 2,790,000 
cu. ft., convertible; auto. fire alarm; ins. rate 6c; 
e refrigerator system; temp. range 0 to 50° F.; 
cooler rm. ventilation; humidity control; 20-truck 
Platform; rail siding, 16-car capacity. Water Dock 
Facilities—Waterfr. dock 600 ft.; draft min. 21 ft.; 
also pier berth 600 ft.; bulkhead draft 25-30 ft. 
SERVICE FEATURES—Free lighterage, Pool car 
distribution. Rental of Office space. Storage-in- 
transit. All perishable products accepted for cold 
storage. Free switching on certain perishable 
Products. Bonded space available. American 
Export Line steamers dock at piers adjacent to 
warehouse. Consign rail shipments to storer c/o 
Harborside Warehouse Co., Jersey City, Pennsyl- 
vania R. R. Henderson Street Station delivery. 
—A. W. A. (Cold St’ge Div.); W. A. Port 
of N. Y.; Mar. Assoc.; N. Y. Mer. Exch.; Com. & 
Ind. Assoc, N. Y.; Jersey City C. of C. 


BUFFALO, N. Y. 
The Lederer Terminal Warehouse Co., Inc. 


Established 1921 * Tel. Jefferson 1120 


124 Niagara Frontier Food Terminal 


. Herbert H. Lederer, President 
ACILITIES—60,000 sq. ft. Fireproof, concrete- 
nst. Private watchmen. Sidings on Erie 
and Nickel Plate RRs., cap. 20 cars. Shelt. Motor 
» Cap. 14 trucks. Humidity controlled space. 
MESENTED BY — New York City, Frank J. 
» Tg Broadway (Worth 2-0428); Cleveland, 


Roosevelt Rd. (Canal 


a 


:* ; . H. Fin- 
ger, S19 ee (see adv.); Nae H. Fin. 


New Jersey ~ New York 
NEW YORK, N. Y. 


Baltimore & Ohio Stores, Inc. 


PIER 21, EAST RIVER 
(On South St. Adjacent Brooklyn Bridge) 
Established 1914 

Arthur J. Tolley * Telephone 
Treas. & Mgr. Digby 4-1600 
Area 35,000 sq. ft. (Mill constructed floor.) 
SERVICE—Pool car dist. Specialize in handling 
foodstuffs and other ~ grade commodities. 
For information regarding warehouses on the 


Baltimore & Ohio R. R. communicate with Arthur 
J. Tolley. 


ASSNS.—A. W. A.; W. A. Port N. Y.; N. Y. W. A. 


ROCHESTER, N. Y. 
B. R. & P. Warehouse, Inc. 


Established 1914 


U. C. Lockinger ye King & Maple Sts. 
Manager Tel.—Main 3991-92 
FACILITIES — Property owned — 100,000 sq. ft. 
Fireproof, built-up concrete const. Sprink. sys., 
watchmen. Ins. 11.8c. Siding on B. & O. R. R., 
capacity 22 cars, free switching. Shelt. motor 
platform, cap. 10 trucks. Boat dock on N. Y. State 
Barge Canal operated in conj. with warehouse. 
SERVICE FEATURES—Pool car dist. Motor freight 
terminal. Storage and office space for lease. 

ASSOCIATIONS—A. W. A.; Rochester T. & W. A. 


AKRON, OHIO 
Cotter City View Storage Co. 


Established 1882 Incorporated 
W. Lee Cotter * 70 Cherry St. 
President Franklin 3131 
FACILITIES—70 Cherry St.: conc. & brick, ADT 
and burglar alarm, htd., B&O RR. 133 & 136 E. 
Center St.: sprink., low ins., stge. & pool car 
dist., Penna. RR. Sweitzer Ave.: 35,000 conc., 
steel frame, sprink., htd. West Market: 35,000, 


conc., sprink., htd., comm. stge. Cartage. 
« Heprstented by ae ALLIED DISTRIBUTION INC 


. = 

cHicaco 8 i (ma 
EWBERRY lhe Diiviiboulor’ Hwa 
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NEW YORK 18 
WEST 42ND ST. 
Penn.6.0 


INCINNATI, OHIO 
The Baltimore and Ohio Warehouse Company 


Incorporated 

Irvin W. Mead te Second & Smith Sts. 
Mor. & Treas. Tel.—Parkway 7646 
FACILITIES—Dry storage, 219,000 sq. ft.; cooler 
storage, 90,000 cu. ft. Stone-steel-brick-wood 
const. Sprinkler sys.; central alarm sys.; watch- 
men. Direct railconn. 12 —_ freight elevators. 
SERVICE—Pool car. dist., reshipping and C.O.D. 
collections. Especially adapted to products re- 
quiring protection from dampness, dirt, heat or 
cold. Special rooms for stge. chocolate and choc. 
candies, controlled temperature and humidity. 

ASSOCIATIONS—A.W.A.; Ohio W.A.; Cin. W.A. 


CINCINNATI, OHIO 
Cincinnati Merchandise Warehouses, Inc. 


Ernest L. Becker * Tel.—Maln 4117 
Executive Vice Pres. 7 West Front St. 
FACILITIES—{1) 11-17 E. Front St. Ins. rate, 25.lc. 
(2) 7-19 W. Front St. Ins. rate, 33.2c. Both houses: 
Total 225,000 sq. ft.; heavy const.; Sprink. 
sys; A. D. T. burglar alarm; Sidings, P. R. R. and 
So. Ry. Reciprocal switching arrangements. 
SERVICE FEATURES — Bonded: U. S. Customs. 
Pool car distribution. 
MEMBER—A.W.A.; O.W.A. and Cin. Ware. Club. 
* Reprarented by rs LY" ALLIED DISTRIBUTION INC. 
cHicaGo 
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INCINNATI, OHIO 


Cincinnati Terminal Warehouses, Inc. 
Established 1924 Incorporated 


Harry Foster ke) 49 Central Ave. 
General Manager Tel.—Parkway 8070 
FACILITIES— stge., 600,000 sq. ft.; Cold stge., 
150,000 sq. ft. proof—steel const. Sprinkler 
sys. Watchmen. Ins. rate 14%c. Siding on P.R.R.; 
free switching. Sheltered motor platform. 

SERVICE FEATURES—General; Bonded: Int. Rev. 
Pool car dist. Drayman. Motor frt. terminal— 
35 lines. Cold storage. Traffic problems ana- 


lyzed. Storage, office, os space. 
MEMBER—A. W. A. (Refr.); Ohic W. A. 


SECTION 


Ohio Serial Page 641 
LEVELLAND, OHIO 


The Lederer 
Terminal Warehouse Co. 


General Office 
Foot of East Ninth St. 


Telephone—Cherry 5280 


Herbert H. Lederer yD _ Established 1921 


President Incorporated 
FACILITIES 


East Ninth St. Pier—The East Ninth Street Ware- 
house is located on the lakefront in downtown 
Cleveland with 1,000 ft. of dockage and 20 ft. 
draft. No bridges or other obstruction requiring 
tug service. 72,000 84. ft. of fireproof warehouse 
space with 1,000 lb. floor load and A. D. T. Bur- 
glar and Fire Sys. Served by New York Central 
with 20-car siding and free switching. Most mod- 
ern power equipment for handling cargoes of 
package freight and spec. facilities for passenger 
& cruise ship dockings. Offices and display rms. 
East 37th St., Northern Ohio Food Terminal (gro- 
cery products handled exclusively)—120,000 sq. 
ft. Fireproof, concrete const. Private watchmen. 
24-car siding on Nickel Plate, free switching. 
Sheltered 17-truck motor platform. 

1236 Broadway—The Broadway Warehouse -has 
humidity controlled space for sugar and other 
hygroscopic merchandise. 90,000 sq. ft. Fire- 
proof, concrete-brick const. A.D.T. private watch- 
man. 15-car siding on Nickel Plate (connected 
with main freight depot — eliminates cartage). 
Sheltered 20-truck Motor platform. 

1530 Riverbed Ave.—100,000 sq. ft. Fireproof 
concrete-brick-steel const. Private watchmen. 6- 
car siding on Erie. 12-truck Motor platform. 
SERVICE FEATURES —U. S. Customs bonded. 
Pool car distribution. Motor transport service. 
Favorable rates from all docks and piers. 
REPRESENTED BY —New York City, Frank J. 
Tully, 277 Broadway (Worth 2-0428); Buffalo, 
Lederer Terminal (see adv.); Chicago, M. H. Fin- 
ger, 519 W. Roosevelt Rd. (Canal 5742). 
ASSOCIATIONS—Am. W. A. (Mdse.); Ohio W. A. 


pC LEVELAND, OHIO 


National 


Terminals Corporation 
1200 West Ninth Street 


Tel.—Cherry 4170 


A. B. Efroymson €yD 
President 


F. H. Prusa 


Manager 


FACILITIES—Three units. 1200 W. 9th St.: 
516,000 sq. ft. Cold Storage 1,500,000 cu. ft. 
Insurance rate 10.7c. 63-car siding on C.C.C. 
& St. L., free switch. Sheltered motor plat- 
form, 65 trucks. 1150 Main St.: 30,000 sq. ft.; 
Insurance rate 58c B. & O. 21-car siding, no 
switch. Sheltered motor platform, 10 trucks. 
Dock, 500 ft., draft 18 ft. 900 E. 54th St.: 
200,000 sq. ft. Insurance rate, 35c. Siding on 
N. Y. C. Sheltered motor platform, 9 trucks. 
Dock, 500 ft., draft 20 ft. All units fireproof, 
watchmen. Modern handling equipment at 
docks. 

SERVICE—Pool car distribution. Space for 
lease: storage, office, light manufacturing. 
Cold Storage: fruits, vegetables, meats, fish, 
poultry and dairy products; frozen fruits. 
Complete rail, truck and boat facilities for 
dry and cold storage. 

MEMBER—A. W. A., Ohio W. A. 
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CLEVELAND, OHIO 
The OTIS Incorporated 


TERMINAL WAREHOUSE CORP. 


Bernard E. Woeste yr 1300 W. Ninth St. 
V. P. & Gen. Mgr. Tel.—Main 7457-58 
FACILITIES — 500,000 sq. ft. Fireproof, brick- 
conc.; A.D.T. Sp rink. sys. and auto. burg, alarm; 
watchmen Ins. Sale, 14.3c. Sidings on N.Y.C. and 
Big Four (stop off cars). Free switch. Shelt. Docks 
and siding in bldg. Downtown Cleveland location. 
SERVICE FEATURES — U. S. Customs bonded. 
Pool car distribution. Motor transport services. 
Storage, office and display space for rent or lease. 
MEMBER—O. W. A.; Cleve. W. A.; A. W. A. 


> COLUMBUS, OHIO 


The Columbus Terminal Warehouse Co. 


Established 1882 — Incorporated 
W. LEE COTTER 119 East Goodale 


President Tel.—Adams 6239 
FACILITIES—Goodale: 80,000 sq. ft., conc. & 
brick const., htd. & sprink., low ins., NYC RR. 
Pool car dist. TERMINAL WHSE.: 100,000 sq. ft., 
brick, conc. & mill const., ADT, burglar alarm, 
NYC RR. CURTIS AVE.: 50,000 sq. ft., one sty. 
steel frame bldg., 10 ton cranes, RR in building, 
sprink. P. R. R. Cartage. 


rarented by SSO, ALLIED DISTRIBUTION INC 
= 


? med Ohio 
AWA oe ave The Listlaoe Twa Crome " west am st WA 
Mon | Penn.6.0967 


———————TOLEDO, OHI 
Great Lakes Terminal Warehouse Co. 


Established 1927 Incorporated 


L. M. Ashenbrenner i) 321-359 Morris St. 
V.-P. & Gen'l Mgr. (Tel.—Main 4231) 
Facilities—Dry Storage, 150,000 sq. ft., Cold 
Storage, 2,500,000 cu. ft., Sprink. sys.; A. D. T. 
Private Sidings; N. Y. C. and B. & O.; MOTOR 
TRUCK PLAT.; capacity 15 trucks; sheltered. 
LARGEST WAREHOUSE IN NORTHWESTERN OHIO 
COMPLETE WAREHOUSING SERVICE 


————?PHILADELPHIA, PENNA. 
Pennsylvania Warehousing 
and Safe Deposit Co. 


Established 1872 Incorporated 
Edward W. Oescher ye Cor. 4th and Chestnut 


President Tel.—Lombard 3893 

FACILITIES — 22 units. Properties owned and 
leased. 1,092,000 sq. ft. Floor load 250 lbs. Conc. 
and slow. burn. Part sprinklered. Ins. 4c to 64c. 


Sidings: B. & O., P. R. R., Reading. Cap. 40 cars 


SERVICE FEATURES—Bonded U. S. Cust. Pooi 


car. Space and office for lease. Local deliv. serv. 
REP. BY—Am. Chain of Whses, Inc.,G.W.Perkins, 
82 Beaver St.,N.Y.C., A.W.A., P.W.A., W.A.of P. 


'HILADELPHIA, PENNA. 


Philadelphia Piers, Inc. 


Established 1934 
Pier 98, So. Wharves, Phila. 48 


TELEPHONES 
G.O. Hodge YD Beli—tombard 9934 
Gen'l Mgr. 


Dewey 7800 


Facilities 


Five units. Piers 96, 98, 100 South. 25 acres 
lumber yard adjacent. Open Storage. 1,100,- 
000 sq. ft. under cover. Reinforced concrete 
construction. Floor load, 300 lbs. maximum. 
Part sprinklered. Watchmen. Ins. 14.4c to 
17.7c. Sidings on Pennsylvania R. R., Ballti- 
more & Ohio R. R., Reading R.R. Capacity 600 
cars. Water dock, length 1,500 ft.; draft, 30 ft. 


Service Features 


General merchandise storage. Storage-in-tran- 
sit privilege on flour, grain products and 
other commodities. Direct car to shipside serv- 
ice at piers. Lighterage and extra handling 
eliminated. Import, export, intercoastal and 


coastwise commerce handled with speed and 
economy. 


So. Dakota - 


PHILADELPHIA, PENNA. 


Terminal Warehouse Co. 
Established 1904 Incorporated 


E. V. D. Sullivan yy 81 Fairmount Ave. 
President (Tel.—Market 0160) 
FACILITIES—{1) N. E. Cor. Front & Brown Sts., 
and 800 N. Delaware Ave. Fireproof, concrete 
const. Sprinkler sys., A. D. T., private watchmen. 
(2) Eleven other units. Total—all facilities, 2,940,- 
000 sq. ft. Ins. rates as low as 4c. Sidings on 
Penna and Reading RRs., free switching. 
SERVICES—Customs and Dept. of Agric. BAI 
bonded. Pool car. distr. Motor freight term.—own 
and operate trucks for city & suburban deliveries. 
MEMBER—Distrib. Service, Inc.; A.W.A.; Pa.W.A. 


Tenn. 


PITTSBURGH, PENNA. 
Kirby Transfer & Storage Co. 


Established 1898 Incorporated 


J. Lee Kirby yy 2536-54 Smaliman St. 
Treasurer Tel.—Court 2463 
FACILITIES—100,000 sq. ft. Fireproof, reinforced 
concrete. Sprinkler sys., watchmen. Ins. rate, 
39.le. Siding on Penna. R. R., capacity 5 cars. 
Location—Wholesale District of City. 

SERVICE FEATURES—Pool car distr. Motor truck 
service to points within 30 miles of Pittsburgh by 
own equipment. 

REP. BY—Distrib. Service, Inc.; Chgo., New York. 
MEMBER—A.W.A.; Pa.W.A. Mdse.; W.A.of Pitts. 


SCRANTON, PENNA. 


The Quackenbush Warehouse Co. 


Established 1894 Incorporated 


A. E. Huber 219 Vine St. 
Secretary {Telephone—6111) 
FACILITIES—100,000 sq. ft. brick-steel-wood con- 
struction. Sprink. sys.; A. D. T. Ins. rate, 13c. 
Sidings on D. & H. and D. L. & W.; cap. 5 cars. 
Motor platform; cap. 8 trucks. 

SERVICE FEATURES—Pool car dist. Motor freight 
terminal. R. F. Post, Drayman. 

REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—Amer. Warehousemen’s Assn. 


SIOUX FALLS, S. D: 


Wilson Storage and Transfer Company 
Established 1930 Incorporated 
R. M. Johnson % 110 No. Reed St. 
Manager Telephone—6543 
FACILITIES—100, 000 sq. ft. Fireproof, reinforced 
concrete const. Sprinkler sys.; eo, watch- 
men. Ins. rate, 26c. Siding on Chi. & N. W., free 
switching. Adjacent Union Truck Depot. 

SERVICE FEATURES — State Bonded. Pool car 
distribution. Storage and office space for lease. 
WILSON FORWARDING CO. (owned and oper- 
ated by us)—Features coordinated truck and rail 
freight service. Offices in Chgo., St. Louis, Minne- 
apolis, Omaha, Sioux City, Huron and Rapid City. 


EMPHIS, TENN. 


Poston Warehouses, Inc. 


Established 1895 P. O. Box 2562 
W. H. Dearing oe 671 S. Main St. 
President Telephone—8-5134 


FACILITIES—52,000 sq. ft.; mill-brick-concrete 
const. Sprinkler sys.; A. D. T.; Watchmen. Ins. 
rate, 11.7c. Sidings on I. C. and St. L. S. W. 
Rys.; free switching. Sheltered Motor Platform. 


SERVICE FEATURES—Bonded privately. Pool car 
distr. Local cartage, P. U. & D. service. Storage, 
billing and collections. Office space. 


MEMPHIS, TENN. 
United Warehouse & Terminal Corporation 


Established 1930 * Telephone—5-3758 


137 E. Calhoun Ave. 
FACILITIES—{1) 137 E. Calhoun Ave.; (2) 138 St. 
Paul Ave. 110,500 sq. ft. Brick and mill const. 
Sprinkler sys. Ins. rates: w) 15.2c; (2) 18.7c. Sid- 
ings on N. C. & St. L. and L. & N., free switching 
rail and barge lines. Sheltered motor platform. 
SERVICE FEATURES—Excellent facilities for Pool 
car distr. Motor frt. term. ce and desk space. 
In center of wholesaling and jobbing dist.—con- 
venient to rail, truck and express depots. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A.; Memphis W. A. 
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DALLAS, TEX. 
The Dallas Transfer & Terminal 
Warehouse Company, Inc. 
2nd Unit Santa Fe Bidg y¢ Established 1875 


Fireproof Warehouse Construction — Minimum 
Insur. Rate—Merchandise and Household Goods 
Storage—Office, Display and Warehouse Space, 
Pool Car Distribution. 


Operators of: H. & N. T. Motor Freight Lines— 


Lone Star Package Car Co., Agent, Allied Van 
Lines. 


REPRESENTED ©. ¥—Amer. Chain of Warehouses, 
Sidings on Sania Fe; free switching from all lines. 


DALLAS, TEX. 
Interstate-Trinity Warehouse Co. 


Established 1913 Incorporated 
R. E. Abernathy ye 301 N. Market St. 
President Tel.—C-6155 
FACILITIES—Prop. leased; 150,000 sq. ft. Fireprf. 
brick and conc. const. Fl. 1d. 300 lbs. Sprink. Pvt. 
watchmen. A.D.T. Ins. rate, 9.35c. On M.-K.-T, 
6 cars. Free switch. Shelt. motor dock, 12 trucks, 
SERVICE FEATURES — State bonded. Pool car, 
Stge. and Office space for lease. Cartage serv.,2] 
trucks. Complete mdse. serv. and traffic super, 
Daily receipts and ship. reports. Monthly invent, 
REPRESENTED BY—Allied Distribution, Inc. 

MEMBER—A. W. A.; National Furn. Whse. Assn. 


ALLAS, TEX. 
Koon-McNatt Storage & Transfer Co. 
Established 1929 Incorporated 
O. M. Koon 911 Marion St. 


President or 1100 Cadiz St. 
FPACILITIES—110,000 sq. ft. Fireproof; brick- 
concrete const. Sprinkler. Private watchman. 
Insurance rate, 23c. Sidings on Gulf, Colo. & S. F. 
and Frisco RRs. ., capacity 10 cars. Motor plat- 
form, capacity 5 trucks. 

SERVICE FEATURES — State bonded. Pool car 
distribution. Motor transport services available. 
Cartage service. Pick-up and delivery service. 
Air-conditioned office space. 


HOUSTON, TEXAS 


Federal Warehouse Co. 


Established 1926 
915 N. San Jacinto St. 
-% ee * (Tel. Preston 6488) 


FACILITIES—22,000 reinforced concrete, 62,500 
brick and 28, 600 mill construction on S. 
M. P., A.T.S. F., B-R. I., and I. G. N. railroads. 


SERVICE FEATURES: U. S. Customs & State 


bonded. Pool car dist. Stge. & Office space. 
Cartage serv. 


MEMBER: S. W. Whse. & Trfrmen’s Assn., Hous- 
ton Whse. & Trfrmen’s Assn. 


WANTS RELIABLE 
WAREHOUSES 


“We use the warehouse section for 
obtaining the names of reliable ware- 
houses to handle distribution of pool 
cars. It is rather difficult from dis- 
tances of 500 to 2,500 miles to know 
whether all warehouses are reliable} 
or are of such financial responsibility 
that we would care to have them 
handle our products. Knowing The 
Traffic World, we feel certain they 
would not allow listing in their pub- 
lication of anything but the best 
warehouses in their class.”—General lt 
Traffic Manager, York, Pa. 





